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There is an art to loading, 
stowing and discharging a 
ship. American-Hawaiian’s 
200 different types of load- 
ing and discharging gear, 
plus 86 years experience 
in the intercoastal trade, 
make that arf a fine art. 
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“WHERE’LL | PUT 


Last year Chesapeake and Ohio 
freight service delivered 78,189 
tons of common brick... and 
404,384 tons of building tile 


T'S A JOB FOR A GIANT . . . but so is any 
freight shipment. For, whether we carry a train- 
load of bricks or a less-than-carload consignment 
of feathers, our whole organization slicks into 
action like a single machine. Thousands of men, 
each a specialist at his work . . . thousands of 
cars, specially designed for carrying different 
commodities, kept always in perfect condition 
. ample motive power for high-speed heavy 
hauls... one of the finest roadbeds in the country 
‘ private telephone and telegraph systems for 
keeping constant control over every car in transit 
. these are some of the "limbs" of the giant 
who goes to work for you when you route a 


shipment by Chesapeake and Ohio. 


You'll find representatives of this great system 
in every principal city of the United States. The 
nearest one is no farther away than your tele- 
phone. When you want dependable, cooperative 
freight service—on any kind of shipment, routine 
or special—communicate with our nearest 
representative or Geo. W. Wood, Freight Traffic 
Manager—Solicitation, Chesapeake and Ohio 
Lines, Cincinnati, Ohio. 
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0. BRICKS?” 
jp 


Will the Chessie Corridor be Industry’s 
NEXT GREAT EXPANSION AREA? 


"YES," say industrialists when they check up on 
the abundant raw materials, low-cost power, na- 
tive-born labor and excellent transportation to 
nearby major markets available in The Chessie 
Corridor. For detailed information, write Indus- 
trial Development Service, Chesapeake and Ohio 
Lines, Huntington, West Virginia. Your inquiry 
will be kept confidential, 
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A New Way to Take Over Business 


The new dictatorship bill, transmitted to Congress 

this week by the War Department, with the ap- 
proval of the President, the Navy Department, and 
the Office of Production Management, would give 
to the President, whenever, in his judgment, the na- 
tional defense required it, the right to take over any 
and all business. Perhaps he should have that right, 
admitting that we are in a war emergency, but the 
businessman, as well as everybody else who is “onto 
his curves,’’ would feel a lot safer if this power were 
not to be placed in the hands of a man whose whole 
record is one of contempt for private enterprise and 
who itches for control. The fear is that he would use 
the power as an excuse to do what he wants to do, re- 
gardless of any emergency, instead of merely as a right 
to act when action of the kind proposed seemed neces- 
sary. 

The bill is open to another objection also, if it 
works as it is expected to work. While this is not one 
of the arguments made for it by its proponents, it is 
obviously intended as a method of taking over busi- 
ness considered essential to defense when that busi- 
ness is interrupted by strikes. Perhaps that purpose 
appeals to a lot of persons who do not think, or, think- 
ing at all, believe that industrial peace is desirable at 
any price, no matter whose rights are invaded. To 
such, the announced settlement of a strike, even when 
the employers have yielded to an unjust demand, is 
always greeted with acclaim—and it is to be admitted 
that the yielding employers seldom give them any rea- 
son to act otherwise. 

Here is how the proposed law would work: You 


are operating a factory whose output is considered es- 
sential or valuable to the defense program. Your em- 
ployes make an unjust wage demand. You refuse to 
grant it. The men strike. Then the government steps 
in and, in the interest of national defense production, 
which must not be hindered by strikes, takes over your 
plant. You take for it what the government gives you 
and sue it for the balance you think fair, and you are 
out of business. 

We insist that this is not the way to go about solv- 
ing the problem. It is the way that only those who have 
their eyes on business with a view to controlling it any- 
how, would take. 


Certainly the defense program must not be in- 
terrupted by strikes. But what should be done is to 
prohibit strikes in defense industries, wage labor con- 
troversies to be settled by compulsory arbitration— 
and the arbitration should be conducted under fair 
auspices. We draft our young men into the army at 
the expense often of their business prospects and pos- 
sibly of their lives; we compel business men to defer 
other enterprise and manufacture what the government 
needs for its war program, at a price divested of undue 
profit; but we use no compulsion whatever on labor. 
The only answer we have for troubles brought on by 
unreasonable tactics of the workers is to take the busi- 
ness away from the owners and let the government 
run it, on the theory that men will not or cannot strike 
against their government—and, possibly, if they do, 
the present government will know how to satisfy them 
by giving them what they want. Labor should be 
drafted just as soldiers and business are drafted. They 





OUR PLATFORM 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patchwork amend- 
ment of the old law to make it apply to new transport 
agencies; less, instead of more, government control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

_ An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
are paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
Principles thus arrived at. 


Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 
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Realization by railroads that they must do something by 
way of group operating economies to help themselves in their 
depressed condition, and cooperation by shippers in such 
economies. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with some 
special training in and knowledge of the matters with which 
they have to deal. 

Non-discriminatory and reasonable rates for shippers, 
but a rate level high enough to give the transport agencies 
the adequate revenue prescribed by sound public policy. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that they 
must equip themselves to give the sort of service that will 
justify employing them. 
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have to do what they are told but labor literally gets 
away with murder. Even local law enforcing agencies 
do not operate to prevent rioting and bloodshed. 

Even if there were no other evidence, we think the 
mere introduction of such a bill proves the intent of the 
administration to use the legislation to take over plants 
where production has been hindered by strikes. The 
conscription act of 1940 already authorizes the govern- 
ment to take possession of plants whose owners refuse 
to accept and give precedence to government orders at 
prices fixed by the government. This law, however, 
not only does not specifically authorize the taking over 
of plants because of strikes, but actually contains a 
“joker” designed to prevent such a thing. It says that 
“nothing herein shall be deemed to render inapplicable 
existing state or federal laws concerning the employ- 
ment standards of the employes in such plant.” Thus, 
the laws safeguarding the sacred right to strike now 
protect the workers in a defense industry. The pro- 
posed law would remove all barriers. At first blush this 
will seem to many a good thing. But we say considera- 
tion must be given to the motives behind the plan and 
the kind of men who will administer it, and it is a round- 
about, cowardly, stupid, and unfair way to deal with 
labor troubles anyhow. The man who owns a business 
is as much entitled as his employes to a square deal 
and it is grossly unfair to him to make him suffer be- 
cause his employes get out of hand. 


For the railroads and other transportation agencies 
the proposed legislation has a specific and direct sig- 
nificance. It would really give railroad management 
something tangible on which to hang its defeatist argu- 
ment that there is no use in trying to do anything that 
is not approved by Roosevelt. Railroad employes are 
now demanding a thirty per cent wage increase. Sup- 
pose it is refused and, after all the negotiations now 
provided by law are finished, the men strike. Then, 
under this proposed new law, President Roosevelt could 
at once take over the railroads and operate them, since 
there can be no doubt that their operation is essential 
to the war program. 


We hope, however, that railroad management will 
not lay down its arms at once in this wage fight. 
Rather, it should be stimulated to do what it can, not 
only to show up the injustice of the wage demands, but 
to defeat the new dictatorship bill. We know Presi- 
dent Roosevelt has the bit in his teeth and it is difficult 
to stop him, but there is always a limit to what peo- 
ple will stand. Maybe this is the place to grab his 
halter. Certainly he ought not to be allowed to keep 
on running away without even an attempt to check him. 


Speaking of the railroad wage fight, nothing has 
yet been heard from the Association of American Rail- 
roads and its corps of “public relations” men. The 
western railroads, however, through their chairman, 
C. E. Johnston, are putting in some good blows, as is 
also the Transportation Association of America. Even 
Leon Henderson, government price administrator, 
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whose sympathy might be expected to be with the men 
—and doubtless will be, before the battle ends—has 
appointed a transportation unit whose function is to 
oppose unjustified increases in transportation costs, 
Perhaps he does not realize that a thirty per cent in. 
crease in wages must be followed by an increase jin 
transportation costs to the public—or perhaps he 
wouldn’t call such an increase “unjustified.” 


Bill of Lading Revision 


Admonished by Commissioner Porter, who was acting for 
the entire Commission, that they were ignoring the routine 
heretofore followed in making changes in the domestic straight 
uniform bill of lading and in the uniform live stock contract, 
the railroads have agreed to proceed in that matter in what 
might be called the regular order. Departure from the regular 
order consisted of the filing of proposed changes in supple- 
ment No. 6 to Consolidated Freight Classification No. 14, dated 
to be effective June 15. The regular order for making changes 
in those documents which are published in the Consolidated 
Freight Classification is to file a petition with the Commission 
for permission to make changes desired to be made. 

Commissioner Porter called the attention of Walter J. 
Kelly, assistant to the traffic vice-president of the Association 
of American Railroads, to departure from custom. Mr. Kelly 
immediately recommended to the three classification chair- 
men that they file the customary petition and at the same time 
postpone the date of the supplement if the Commission finds it 
impossible to dispose of the petition before the effective of 
the supplement. 

As a result the Consolidation Classification Committee has 
filed a petition for permission to make the changes in Sections 
7 and 9 of the terms and conditions of the domestic bill of 
lading and in Sections 3 and 5 of the live stock contract. 

The petition points out that the changes were made merely 
to bring “the conditions of these documents within the act of 
1940” and because of that fact it was “thought unnecessary to 
file a petition before publication and request permission to 
make changes.” 

It asks that the Commission approve of the changes prompt- 
ly, because millions of bills of lading bearing the new terms and 
conditions have been printed by shippers for use after June 15, 
and that “to postpone that effective date will cause confusion 
and financial losses which should not be incurred.” The car- 
riers have sought to help shippers against financial loss in the 
change over, it says, by authorizing use of stocks of old bills 
of lading until exhausted, providing they bear a prescribed 
rubber stamp notation and signature (see Traffic World, May 
17, p. 1268). Shippers who have already purchased such stamps, 
it adds, will have to discard them with “unwarranted loss” if 
the Commission fails to approve the changes. 


In addition, the petition points out, postponement of the 
effective date of the supplement prescribing the changes, which 
will be necessary if the Commission delays its approval be- 
yond June 15, will require the publication and distribution of 
more than 45,000 postponement supplements, ‘‘a heavy added 
expense in printing and postage and an unwarranted consump- 
tion of paper of which there is a shortage.” 

Members of the committee point out that the supplement 
containing the changes was filed on May 8. So far as the com- 
mittee knows, no formal objections to the changes have been 
filed with the Commission. Should the Commission disapprove of 
the changes, or should it modify the language of them as con- 
tained in the supplement, the committee will immediately issue 
an appropriate cancellation or postponement notice, it was said. 


MECHANICAL DIVISION, A. A. R., MEETING 


The annual meeting of the mechanical division, Associa- 
tion of American Railroads, will be held at the Jefferson 
Hotel, St. Louis Mo., June 19 and 20. L. W. Baldwin, pres! 
dent, Missouri Pacic Lines, will speak on the first day. There 
will be reports from committees on lubrication of cars and 
locomotives; brakes and brake equipment; couplers and draft 
gears; utilization and conservation of locomotive fuel; 10c0 
motive construction; arbitration; prices for labor and m@ 
terials; tank cars; loading rules; wheels; specifications for 
materials; car construction, and resolutions. New officers will 
be elected. W. H. Flynn, general superintendent of motive 
power and rolling stock, New York Central, chairman of the 
division, will preside. 
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“United States arms cost 
to beat Axis is put at 40 billions 
a year,” said the newspaper 
headlines the other day. Cer- 
tainly, not a dainty dish to set 
before the American king for 
his Monday morning breakfast. 
The man who caused the head- 
line was a statistician for the 
Office of Production Management. Then he added that, if 
we doubled our 1941 and 1942 production rate, we would be 
doing in proportion to our strength no more than Canada, 
or England or Germany. 

All of which might be regarded by some as an invitation 
to a dyspeptic to inquire whether the game, as played in 
spots over the earth, is worth the candle. 


Axis Beating a Costly 
Business, Statistician's 
Figures Say 





After the New Dealers seemed to 
have tired of their effort to force or 
cajole Chief Justice Hughes to retire, he 
offered his resignation, perhaps, if not 
certainly, to be succeeded by Attorney 
General Jackson. And the event is hailed 
as a symbol of the transition from Old 
Guard to New Deal. 

Old men remember that Hughes got 
his start in the public eye as the fiiery counsel for a New York 
legislature committee that unearthed the life insurance com- 
pany scandals—consisting considerably of using the money 
of policy holders for fancy living by some officers. He was 
a reformer carrying the torch for the uplifters then. Now, 
according to headlines, he is the symbol of the Old Guard! 

He wrote many opinions, some that pleased and many that 
displeased the conservative element, which did not like his 
going along as much as he did with the New Deal. But it may 
be asked whether that will be as well remembered by the 
public as the belief that he lost the presidential election in 
1916 because he did not even make the political gesture of 
shaking the hand of Hiram Johnson, then the Republican boss 
of California when he, in the campaign, was in the same hotel 
as Johnson. 


And So Chief 
Justice Hughes 
Is to Retire 





When President Roosevelt 
proclaimed the existence of an 
“unlimited national emergency,” 
May 27, he summoned to his aid 
all acts of Congress enabling him 
to do unusual things for the na- 
tional defense. There are many 
of them. Another is proposed in 
the bill introduced by Senator 
Reynolds of North Carolina (elsewhere in this issue). Enumer- 
ation of them with enough descriptive matter to give an idea 
4 — each does would fill six or seven pages of The Traffic 

orld. 

Those interested in the details of the wide field covered can 
find a list of them in the Congressional Record of May 28, 
pp. 4605-12. Some of them cover “emergencies” coupled with 
“war,” some are specifically contingent “in time of war’ alone, 
such, for instance, as the one authorizing taking control of the 
railroads (see Traffic World May 31, p. 1370) and still others 
are applicable only in emergencies in time of peace. Some 
Say the law comes into effect when an emergency is proclaimed 
by the President. 

A pertinent question is as to where the President gets 
power to issue such proclamations (when the act says nothing 
about anything being proclaimed) as he has been putting 
out at various times, as, for instance, his neutrality proclama- 
ton of Sept. 8, 1939, calling into play statutes pertaining to 
that subject. President Roosevelt, in issuing proclamations, 
has specified the trouble. His last proclamation is an “all out.” 

In issuing that one he exercised power granted by Article 
I, section I, of the Constitution, a document written by 

Nglishmen who knew the common law of their fatherland, 
and little of any other. That part of the fundamental law 
Says: ‘The executive power shall be vested in a president of 


Emergency Proclama- 
tion Wakened Many 
Somnolent Statutes 
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the United States of America.” The common law of England 
was set forth in Sir William Blackstone’s “Commentaries on 
the Laws of England” (1765-69) published just in time for the 
Englishmen who wrote the Constitution to be newly advised 
as to the law under which they had grown up. 

They did not define “executive power.” They knew what 
it was even as they knew what was the legislative power and 
the judicial power neither of which term was or is defined 
in the Constitution. Everybody was supposed to know the 
meaning of those words. 

In his Commentaries in Book I, chapter 7, p. 269 (Cooley’s 
edition), Sir William said “the king being the fountain of 
justice, we may also deduce the prerogative of issuing procla- 
mations, which is vested in the king alone.” TheSe proclama- 
tions “then have a binding force when (as Sir Edward Coke 
observes) they are grounded upon and enforce the laws of the 
realm; for though the making of laws is the work of a distinct, 
the legislative branch of the sovereign power, yet the manner, 
time, and circumstances of putting these laws in execution must 
frequently be left to the discretion of the executive magis- 
trate.” 

“Now is the time, and circumstance of putting these 
somnolent statutes into execution,” says “Executive Magistrate” 
Roosevelt in his proclamation of a full emergency, that is, one 
calling for the use of the multitude of what might be called 
“if and when” enactments. That they are contingent or “if 
and when” in their nature, is shown by the employment of 
such phrases as “during the existence of war or of a national 
emergency declared by the President to exist,” “in time of 
war or public danger,” “in time of war or national emergency 
determined by the President,” “in time of war or imminence 
thereof” or words of similar import. 


Under his proclamation he has power to do all the things 
mentioned in that long list of statutes, some of which seem 
trivial, except where exercise is based solely on “time of war.” 
This is not yet, in law, “time of war.” If the condition is 
“time of war or threatened war,” it is within his discretion, 
it seems to many, to regard this as a time of “threatened war.” 
If he deems this as a time of “threatened war” he can do with 
respect of transportation the things specified in sections 1 (15) 
and 6 (8) (see Traffic World, May 31, p. 1370). Taking con- 
trol of a system or systems of transportation is wholly con- 
tingent on “in time of war,” presumably, but not certainly, in 
a war in which this country is engaged, so loosely are drawn 
many of the statutes putting the lives and property of citizens 
into the hands of the President. Passage of the Reynolds 
“draft wealth” bill would change that situation. 

Proclamation of an emergency merely authorizes the Presi- 
dent to exercise a power or powers granted in such contingent 
enactments. That is made plain by Blackstone who said 
“proclamations are binding upon the subject where they do 
not either contradict the old law or tend to establish new 
ones; but only enforce the execution of such laws as are already 
in being, in such manner as the king shall judge necessary.” 
The Tudors and Stuarts tried to legislate by proclamation. 

That the power is based exactly on the English law may 
readily be inferred from the fact that President Washington, 
without raising any question as to his power or authority so 
to do, on October 3, 1789, at the request of a joint committee 
of the two Houses of Congress, issued a Thanksgiving procla- 
mation, the thanks to be returned on Thursday, November 26, 
of that year. American courts have always had to consult Eng- 
lish authorities for the meaning of law terms. That proclama- 
tion was signed by Thomas Jefferson in his capacity as Sec- 
retary of State. President Washington issued several others 
in his first term, one being a command to all courts and magis- 
trates to exert their powers to quell the so-called whiskey 
rebellion in western Pennsylvania, dated September 15, 1792. 
His foundation therefor was that part of his Constitution- 
declared duty, “to take care that the laws be faithfully ex- 
ecuted.” It was in performance of that duty that Lincoln sent 
troops into the states where the United States laws, under the 
authority of ordinances of secession, were being obstructed. 
Under a proclamation in aid of his suppression of sedition and 
obstruction he freed the slaves of those in rebellion against 
the United States authority who did not submit to such au- 
thority on or before Jan. 1, 1863. 

How President Roosevelt is likely to exercise the power 
he has evoked has often been asked since the issuance of the 
proclamation of unlimited emergency. At the time this was 
written he had not given much indication, in the view of many, 
what he might have had in mind when he issued this procla- 
mation. His fireside chat was interpreted by many as a “by- 
passing” of Congress in a declaration of war. 

Instead of giving indications of his intentions, the introduc- 
tion of a so-called draft-wealth bill by Senator Reynolds, of 
North Carolina, was taken to be a reaching for more power, 
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that of taking any private property, which covers a railroad 
or any other transportation agency, in whole or in part, that 
could be used directly or indirectly for national defense with- 
out observing the usual form of law, that is, condemnation 
by jury. All he will have to do in the event that bill passes 
will be to offer the owner of the property what he deems to be 
just compensation, his guess as to the value of the property 
and his conscience being his guides. The national defense act 
of 1916, which is still in effect, authorizes the taking of prop- 
erty by that method. The owner, if not satisfied with the 
suggested compensation, is compelled to take three-fourths of 
the sum offered and look to the courts for the rest of what, 
in his view, is just compensation. Under such a statute, a 
small business man, it has been suggested, could be ruined 
before the courts could help him. 

The commandeering bill introduced by Senator Reynolds 
came after President Roosevelt, in the view of some newspaper 
men, had put the shush-shush on those who believed that in 
his fireside chat he was giving notice that he favored the “war 
now” idea. 





Bert Williams used to sing 
about getting hit in the stomach 
with consequent bulging out in the 
back. Americans apparently got 
hit in the stomach by having the 
tankers that brought petroleum 
products to the Atlantic coast as- 
signed to the duty of supplying 
Britain. 


Since then Harold Ickes has been appointed Pooh-bah 
of the oil industry, a cruel and unusual punishment, some may 
think, for the industry, but peaches and cream for Harold. 
With Harold has come the idea that Americans must give up 
gasoline for Sunday driving. Some may even not have fuel 
oil for domestic heating next winter. When gasoline con- 
sumption is cut down, busses in Washington, already having 
trouble to haul the aides to the starry-eyed crusaders who 
have come hitherto to “do their bit” for the duration of the 
war or chronic emergency, will be more crowded than ever. 
Then Ickes can oratorically maul the oil industry and probably 
help the administration get practically complete control—for 
the gratification of the public ownership advocates and the 
avowed Communists. 

Really, the outlook for those who did not like the idea of 
private property is pleasing. Seemingly, the old fashioned 
American who thought the first business of a man was to work 
for a stake for his family and failed to note the changes being 
made in the last eight years is still snoring or perhaps too 
busy to think of what is happening.—A. E. H. 


Britain Got Our Tank- 
ers—Hence, Probably 
Gasless Sundays 





Transport in Emergency Time 
The Traffic World Washington Bureau 


Authority for the President to requisition and take over 
transportation agencies in the present national emergency de- 
clared by him is contained in S. 1579, a bill sent to Congress 
by the War Department and introduced by Chairman Reynolds, 
of the Senate military affairs committee, June 2. 

The War Department said the bill would authorize the 
President during the national emergency, when he deemed it in 
the national interest, to requisition, for fair compensation, 
property of any kind necessary to the national defense. 

“This proposed bill has the approval of the President,” it 
said. “It also has been approved by the Navy Department 
and the Office of Production Management.” 

Acting Secretary of War Patterson in a letter transmitting 
the bill said the authority conferred by the statutes now in 
force was inadequate to meet conditions encountered as a result 
of the existing emergency. He said that recalcitrant plants 
could not be taken over until an order had been placed and 
refused and then the entire plant must be taken over and not 
a part of it only, and that the present power of the War 
Department to obtain by compulsion equipment, supplies and 
materials vitally needed for national defense purposes was 
limited to those procured, processed or manufactured for ex- 
port and denied export. Broader authority was deemed es- 
sential, said he. 

President Roosevelt indicated at his press conference June 
3 that the legislation was desired to meet situations such as 
that which developed as the result of the strike at the Allis- 
Chalmers plant in Wisconsin. 

The President said the War Department bill last fall had a 
provision allowing the taking over of property in case of re- 
fusal to carry on defense work. In the Allis-Chalmers case, he 
said, labor had shown a willingness to cooperate with the gov- 
ernment “if,” and the company had shown a willingness to 
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cooperate “if,” and there was, therefore, technically, not a 
refusal. He indicated that the broader language of the bill 
recommended by the War Department would enable the gov- 
ernment to cope with such situations. 

Transportation is covered in the proposed grant of power 
under which the President could requisition and take over 
“property of any kind or character, whether real or personal, 
tangible or intangible, or any part thereof, or any right or in- 
terest therein or with respect thereto, whether by virtue of 
contract, patent, license, or otherwise, which itself or through 
its exercise or control can be used or is adaptable for use 
directly or indirectly in any way for national defense or in 
the construction, manufacture, production, transportation, re- 
pair, testing, or storage of military or naval supplies or other 
articles, commodities, materials, machinery, or equipment for 
national defense; and (b) to use and, on such terms as he shall 
deem satisfactory, to sell or otherwise dispose of, either tem- 
porarily or permanently, any property, right, or interest reg- 
uisitioned or taken over pursuant to the provisions of this 
act.” 

Under the bill, it is pointed out, the President could req- 
uisition and take over transportation agencies to the extent 
deemed by him to be necessary for national defense in the 
present national emergency declared by him. Now he has 
the power specifically to do this only in time of war (see 
Traffic World, May 31, p. 1370). 

Provision is made for payment of compensation of prop- 
erty taken over and appropriations available for the acquisi- 
tion of property for national defense purposes shall be avail- 
able for the acquisition of such property under this bill. 

The bill authorizes the President to “promulgate such 
rules and regulations and is empowered to require such infor- 
mation as may be necessary and proper to carry out any of 
the provisions of this act, and he may exercise any power or 
authority conferred on him by this act through such depart- 
ment, agency, board, or officers as he shall direct or appoint.” 

The bill was introduced in the House by Chairman May, 
of the House military affairs committee (H. R. 4949) but was 
marked by him “by request” to indicate he was not introduc- 
ing it with his approval. Many members of the Congress as- 
serted the powers proposed to be given the President were too 
broad and it appeared the bill probably would be “toned down” 
before it was passed. At his press conference the President 
said he had not read the text of the bill. 


Transportation and Defense 


A report that President Roosevelt had ordered created an 
office of transportation to take the place of the transportation 
division of the national defense advisory commission could not 
be confirmed at the White House, the office for emergency 
management, or the office of Ralph Budd, transportation com- 
missioner, May 31. President Roosevelt was at Hyde Park, 
N. Y., at the time. 

The President at his press conference April 11 said he 
had under consideration the question of where to plgce the 
transportation division of the defense commission. 

_ A Secretary to the President announced at Hyde Park that 
it was not true that the President had ordered creation of an 
office of transportation. 

_ Leon Henderson, administrator of the office of price ad- 
ministration and civilian supply, in the office of emergency 
management, has created a transportation unit to be headed by 
Dr. G. Lloyd Wilson, of the University of Pennsylvania, and 
vice-president, education and research, of the Associated Traffic 
Clubs of America. 

The purpose of the unit, it was stated, would be to watch 
transportation rates with reference to the defense program and 
to take steps to prevent the charging of unreasonable rates. 
The effort first would be made, it was said, to take up ques- 
tions as to rates with the carriers and shippers to bring about 
adjustments thought necessary without resort to formal pro- 
ceedings before the Commission and the Maritime Commission. 

Dr. Wilson will be assisted by John H. Eisenhart, attorney, 
formerly on the staffs of both the Commission and the Mari- 
time Commission, and John Simpson, rate expert, who has been 
with the Commission. It was said that Dr. Wilson would give 
his full time to the position, and that it was understood he 
had obtained leave from the university to do so. 

In announcing creation of the unit Mr. Henderson's office 
referred to the protest made by him recently against a pro- 
posal of steamship companies transporting lumber in the inter- 
coastal trade to increase lumber rates from $16 to $17 a thou- 
sand board feet and stated he was successful in preventing the 
increase. That was cited as an illustration of what Mr. Hender- 
son had in mind in establishing the transportation unit. 

President Roosevelt said at his press conference June 3 he 
had reached no decision as to changing the status of Mr. Budd's 
division in the defense set-up. 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Lederer Brokerage “Unusual” 


Applicant’s non-warehouse operations resembled in some 
respects those of a forwarder and in others those of a broker, 
said the Commission, division 5, as it granted a license to The 
Lederer Terminal Warehouse Co., Inc., of Cleveland, O., in a 
report in MC 14375, The Lederer Terminal Warehouse Co., Inc., 
broker application, authorizing the applicant to operate at 
Cleveland, O., and Buffalo, N. Y., as a broker of transportation 
of general commodities with exceptions, between Cleveland and 
Buffalo, on the one hand, and, on the other, points within 300 
miles of either city. 

After stating that applicant’s business was unusual in some 
respects, the Commission noted that applicant owned three 
“inland” and one “waterfront” warehouses in Cleveland and one 
“inland” warehouse at Buffalo and that it performed services 
which included the occasional arranging for outbound trans- 
portation by motor carrier of stored merchandise, for which 
transportation it received no compensation other than its pub- 
lished warehouse charges. There was no need for considering 
this phase of applicant’s operation, the Commission said. It 
observed that applicant’s brokerage operations, constituting a 
special distribution service, were not technically a part of its 
warehouse operations. 

The report showed that the applicant had taken advantage 
of the fact that shippers of certain commodities from remote 
points to Cleveland and adjacent points desired the lowest 
transportation costs, which frequently were a combination of 
quantity rail and water rates to Cleveland plus a local truck or 
rail rate beyond, but that such shippers were not familiar with 
available services for the hauls beyond Cleveland or their rates. 
Accordingly, applicant on request had submitted to any inter- 
ested shipper a scale of charges for which it undertook to 
arrange transportation service from origin to ultimate destina- 
tion on quantity traffic breaking bulk at Cleveland. Applicant 
guaranteed delivery and assumed responsibility for the carriers 
selected, but did not itself operate or control any carrier equip- 
ment, said the Commission. It held that applicant’s service met 
a public need. It qualified its authorization, however, with re- 
spect to the use of both common and contract motor carriers by 
applicant by saying that applicant should be governed by the 
conclusions in Copes Broker Application, 27 M. C. C. 153,.in 
which it said, the entire Commission disapproved brokerage of 
transportation to be performed by contract carriers by motor 
vehicle “except under circumstances not here present.” 

In a concurrence with the result, Commissioner Lee said 
he did not agree with the majority’s interpretation of the Copes 
case and that he saw nothing in the interstate commerce act or 
the Copes case which would disapprove a contract between ap- 
plicant and a contract carrier for the required transportation. 


PERMIT DENIED ZIFFRIN, INC. 


_._. The Commission, by division 5, in a report in MC 2511, 
Ziffrin, Inc., of Indianapolis, Ind., contract carrier application, 
has found that applicant and Ziffrin Truck Lines, Inc., a com- 
mon carrier by motor vehicle, are owned, controlled and man- 
aged in a common interest, and that operation by applicant 
as a contract carrier over irregular routes in the transportation 
of alcoholic liquors, empty containers, labels and other liquor 
distillery supplies, oleomargarine, canned and preserved food 
products, packing house products and meats, and waste paper- 
board, between specified points in Indiana, Ohio, Illinois and 
Kentucky would be inconsistent with the public interest and 
the national transportation policy. In denying a permit to ap- 
plicant, the Commission said it did not appear that applicant 
had exhausted all possible efforts to furnish the best evidence 
peels in lieu of the documentary evidence claimed to have 
een lost. 

In deciding that section 210 of the act applied where two 
affiliated corporations, as in the instant case, under common 
control and management, claimed both common and contract 
carrier operations between the same points or in the same ter- 
ritory, the Commission cited, among other cases, New Orleans 
Ice Co. vs. Helvering, 292 U. S. 435. 

Commissioner Lee, concurring in part, said the applicant 
should be granted a permit on condition that within 90 days 
i and Ziffrin Truck Lines, Inc., would make a satisfactory 


showing that they were no longer under any common control 
in any degree whatever. 


NO RELIEF FOR ALL-RAIL SULPHUR 


After balancing cost figures for the transportation of sulphur 
from Texas to northern Wisconsin, via rail-water-rail or all-rail, 
the Commission, by division 2, in fourth section application No. 
18491, crude sulphur to Barksdale, Wis., has denied fourth 
section relief for an all-rail rate of 35 cents a hundred from 
Boling, Brazoria, Clemens, Damon, Freeport, Hoskins, Houston, 
Long Point, Newgulf, Orchard and Sulphur Docks, Tex., to 
Barksdale, Wis., proposed by parties to Peel’s I. C. C. 3121. The 
present rate is 38.5 cents. 

The application was supported by E. I. du Pont de Nemours 
& Co. and opposed by the W. E. Hedger Transportation Corpora- 
tion, the former a user of sulphur for explosives, and the latter 
an operator on the Great Lakes. The railroads asked relief so 
they would not need to reduce rates at intermediate points. 
It was estimated that in the future the rail-water-rail cost via 
Texas ports, the New York canal, the Great Lakes and rail 
beyond Washburn, Wis., would be approximately $7.857 a long 
ton as compared with an all-rail cost of $8.154 a ton. Testimony 
was given.to the effect that costs via water were rising, some- 
times abruptly. 

In view of the recognized advantages of all-rail transporta- 
tion, said the report, the evidence submitted in this proceeding 
with respect to the cost of rail-water-rail transportation to Barks- 
dale afforded little or no basis for concluding that the all-rail 
rate of 35 cents was necessary to enable the applicants to par- 
ticipate in the movement of this traffic. Neither was there any 
basis, it added, for concluding that the present all-rail rate was 
too high if consideration was given to the admitted increased 


cost of water transportation from Galveston to New York and 
beyond. 


Motor Carrier Distinctions 


Having considered the revision of the definitions of common 
and contract carriers made by the transportation act, the Com- 
mission, by division 5, on reconsideration of MC 5724, N. S. Craig 
Contract Carrier Application, 24 M. C. C. 331, has come to the 
conclusion that “it is clear that the recent amendments to the 
definitions in question” (of common and contract carriers by 
motor vehicle by the transportation act of 1940) “were not 
intended to and did not change the basic conception upon which 
they were based originally, or place any given carrier after the 
amendment in a class different from that into which he would 
have fallen before the amendment.” 


In a concurring expression Commissioner Lee, however, 
said that the “real vice in this decision is that it sets up another 
standard, different from that Congress has given us, by which 
to determine whether a motor carrier is a common or a contract 
carrier.” 


“Instead of that laid down in the law, which is sufficient and 
clear,” he said, “the report holds that contract carriers are those 
‘supplying highly specialized services to meet the peculiar needs 
of a particular shipper.’ ‘In all events,’ the report concludes, 
‘we thing that some degree of specialization in service is essential 
to a contract carrier status.’ The act says nothing about ‘spe- 
cialization in service.’ Such a test is not only not in accord with 
the act but is bound to have an inimical effect on contract car- 
riers. It is better, I think, to adhere to the standard expressly 
set forth in the act: That a common carrier is one which holds 
itself out to the general public, to engage in transportation for 
compensation, and that a contract carrier is one which engages 
in transportation for compensation under individual contracts or 
agreements.” 


On reconsideration the division affirmed the finding in the 
prior report, supra, that the applicant was and is a common 
carrier by motor vehicle. It modified the finding as to the 
scope of the applicant’s operation on and continuously since June 
1, 1935, and granted the applicant a certificate authorizing opera- 
tion as a common carrier of specified commodities, constituting 
a long list, between specified points in Illinois, Indiana, Kentucky, 
Michigan, Missouri, Ohio and Pennsylvania. Issuance of a cer- 
tificate was approved on compliance by the applicant with cer- 
tain conditions, namely, that it comply with the requirements of 
section 215 and 217 of the motor carrier part of the interstate 
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commerce act and the Commission’s rules and regulations there- 
under. 

In the prior report, the Commission found that the applicant 
on and after the grandfather date had been a common rather than 
a contract carrier and, under the grandfather clause of section 
206 (a), authorized issuance to the applicant of a certificate of 
public convenience and necessity authorizing a continuance of 
specified operations. On the applicant’s petition for rehearing, 
reconsideration, and oral argument the proceeding was reopened 
for reconsideration on the record. 

Applicant, in his petition, the report said, criticized the 
prior finding that he was a common carrier. It also criticized 
the scope of the authority granted. He insisted, said the report, 
that he was a contract carrier and that, in any event, as such he 
was entitled to operating rights more extensive than those 
granted. 

The Commission’s report first discussed the status of the 
applicant, and that discussion required it to consider the defini- 
tions of common and contract carriers which had been revised 
by the transportation act. As to the revised language, the con- 
clusion of the division has been set forth herein. The discussion 
traversed the ground of the common law definition of common 
carriage and private carriage. The Commission in its discussion 
also took note of Frost Trucking Co. vs. Railroad Commission, 
271 U. S. 573, in which the court recognized one of the limitations 
on the form which regulatory statutes might take. One of the 
limitations was not a private carrier (including one of the con- 
tract carrier type) could not by mere legislative command or 
ensuing administrative action be converted against his will into 
a public carrier and thus subjected to the duties and obligations 
imposed by law on public carriers. 

The report said that Congress must be presumed to have 
framed and enacted part II of the interstate commerce act in 
the light of that well known limitation on legislative power. 
It could not have been intended, said the division, in the formula- 
tion of the definition of the various classes of carriers, that any 
carrier was to suffer an involuntary transmutation from the 
class he occupied to another class. On that basis, it added, there 
were set up two classes for hire, common and contract. 


“In a general way,” said the report, “the constituents of one 
of these classes, making due allowances for the predominance 
of small operators and easy flexibility of the instrumentality 
employed, met all the essential common law requirements of a 
common carrier. Those of the other class, for contrast called 
contract carrier, resembled in some respects private carriers but 
at the same time and inconsistently with true private carriage 
its members supplied only for-hire services. However, the two 
classes were not distinct. Instead, they graded into each other 
and the line of demarcation between them was difficult of de- 
lineation. Some operators were obviously and unquestionably 
common carriers. Others, for example, those supplying highly 
specialized services to meet the peculiar needs of a particular 
shipper, were clearly contract carriers; but in between were 
many possessing some of the attributes of both classes.” 

Congress in undertaking to regulate motor carriers, said 
the report, obviously could not and did not attempt by the statu- 
tory definition to declare for all cases a line of demarkation be- 
tween the two classes. Instead, continued the report, it merely 
recognized the factual situation and made its definition. That 
discussion of what Congress had done was followed by the declar- 
ation that in view of these considerations and of the state limita- 
tion on legislative power to effectuate an involuntary change in 
the status of any given carrier it was clear that the recent amend- 
ments were not intended to and did not change the basic 
conception on which they were based originally. 

In its discussion of the language of the statute, the Com- 
mission said that when it came to the subject of contract carrier 
services, the definition was silent, its language referring only 
to the contracts. In order to determine what the intention of 
Congress was, said the report, it was necessary to refer to the 
factual situation with which it was dealing. It said that the 
most obvious case of a contract carrier was one rendering “a 
highly specialized service meeting the peculiar needs of a par- 
ticular shipper which speaks with relation to the existing situa- 
tion.” On the other hand, the Commission added, ‘“‘as the degree 
of specialization diminishes and as the number of shippers served 
increases, a general holding out to serve the public, or a class or 
classes thereof, becomes evident, and the operation approaches 
that of a common carrier.” 


The Commission in its report paid much attention to spe- 
cialization of service. The lack of specialization with regard to 
the Craig service, it said, was established not only by the number 
and variety of shippers served, but also by the character and 
diversity of the commodities transported. It said that according 
to Craig’s own estimate, 85 per cent of his business had been the 
transportation of glassware, canned goods, dried beans, and fer- 
tilizer. The glassware in question, it said, appeared to have been 
principally containers or similar items for canners. So far as 
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was apparent from the present record, the Commission said, 
these commodities did not require anything special in the wav of 
service. Certainly, it said, they had no common requirement as 
to specialization. The commodities comprising the remaining 15 
per cent of the applicant’s business, said the report, were equally 
diversified. 


Reversal on Leased Bus Rights 


With the statement that it had recognized that for many 
of the purposes of regulation the “grandfather” right might 
be regarded as an inchoate certificate and that it was included 
with the term “certificate” in many of the places where the 
word was used in the act, the Commission reversed, on recon- 
sideration, its findings in its prior report, 21 M. C. C. 633, in 
MC 30882, Inter-Carolinas Motor Bus Co., common carrier 
application, embracing MC 61598, Smoky Mountain Stages, 
Inc., common carrier application. Thereby the Commission 
authorized continuance of operations by both applicants as 
common carriers of passengers, baggage, express, mail and 
newspapers over specified routes between designated points 
in Georgia, South Carolina and North Carolina, and, with 
respect to Smoky Mountain Stages, Tennessee. _ 

The Commission said that in the prior report it had denied 
Inter-Carolinas Motor Bus Co. the authority sought, under the 
grandfather clause, but had authorized continuance of opera- 
tions by Smoky Mountain Stages as lessee of operating rights 
over two routes of Inter-Carolinas. The report showed that 
Inter-Carolinas had leased its rights over certain routes to 
various lines successively, that Old South Lines, Inc., was the 
lessee of those routes on the statutory date and that in Decem- 
ber, 1936, the Atlantic Greyhound Corporation became the 
lessee. Smoky Mountain Stages also was lessee of certain 
other routes of Inter-Carolinas on June 1, 1935, the report 
said. It added that division 4 had dismissed two applications 
of Atlantic Greyhound Corporation; one, to purchase operating 
rights of Inter-Carolinas over two routes, the other to extend 
its lease of those operating rights. The dismissals were ground- 
ed, said the report, on the decision of division 5 in the prior 
report, 21 M. C. C. 633, that Inter-Carolinas had no “grand- 
father” operating rights. Thus, said the report on reconsidera- 
tion, an anomalous situation arose with respect to these oper- 
ating rights and who might lawfully exercise them since the 
expiration of the lease on August 1, 1939, in that the lessor 
was found not to have any operating rights and the lessee 
was found unable to exercise its option to purchase or re-lease 
because of the non-existence of rights in the lessor, or vendor. 

Inter-Carolinas and Atlantic Greyhound had petitioned 
jointly for reconsideration, the Commission said, contending 
that the certificate sought was issuable to the lessor as the 
owner of the rights and not to the lessee, and that the lessee 
was operating pursuant to interests of the lessor. 


“On reconsideration,” said the Commission, “it seems cer- 
tain that the basic operating right over these routes has 
always remained in the Inter-Carolinas. The lessees did not, 
and could not, obtain any indefeasible ownership thereof dur- 
ing the terms of their leases unless they exercised the option 
to purchase such right. Such option was not availed of until 
the expiration of the lease on August 1, 1939. It seems to be 
clearly shown and intended by the parties not only from the 
terms of the lease agreement but by public displaying on the 
tickets sold and the buses operated that the operation was 
being conducted by the lessees in the name of and on behalf of 
the Inter-Carolinas. . . . It is evident that this arrangement was 
essentially an operating agreement rather than a lease... .” 

Undivided interstate operating rights over the routes the 
leases of which had expired now resided in Inter-Carolinas, 
the Commission held. These routes were: between Atlanta, 
Ga., and Columbia, S. C., between Atlanta and Anderson, S. C., 
between Greenwood, S. C., and Charlotte, S. C., and between 
Rock Hill, S. C., and Gastonia, S. C. Smoky Mountain Stages, 
Inc., was authorized to continue operations over routes between 
Asheville, N. C., and Atlanta, between Chattanooga, Tenn., and 
Ranger, N. C., Sylva, N. C., and Athens, Ga., Atlanta and 
Lavonia, Ga., and Asheville and Anderson, S. C., Rosman and 
Franklin, S. C., and Ducktown, Tenn., and Blue Ridge, Ga. 





* * 
Commission Reports 
Commodity Rates Relief 


Fourth section application No. 18601, commodity rates 
from and to Felix Spur, Ala. By division 2. Authority granted 
by fourth section order No. 14219 to establish and maintain 
commodity rates, carloads and less-carloads, as to which tem- 
porary relief was given in fourth section order No. 13972, 
between Felix Spur, Western Junction, and Western Railway 
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Junction, Ala., and points in the United States and Canada, 
without observing the long-and-short-haul part of the fourth 
section. 


Agricultural Implements 


Fourth section application No. 18624, agricultural imple- 
ments to Craig, Colo. By division 2. Authority granted by 
fourth section order No. 14222 to establish and maintain rates 
on agricultural implements, carloads, from points in LIllinois, 
Iowa, Kansas, Minnesota, Missouri, Nebraska, and Wisconsin 
to Craig, Colo., as to which temporary relief was given by 
fourth section order No. 13975, without observing the long-and- 
short-haul part of the fourth section. The relief is subject to 
33% and 50 per cent circuity limitations. 


Petroleum Coke 


No. 28352, Speer Carbon Co. et al. vs. C. & O. et al. 
By division 3. Rates, petroleum coke, on and after August 
10, 1937, Toledo, Lima and Findlay, O., to Kaulmont, Pa., 
not unreasonable on and after March 20, 1940, but unreasonable 
to the extent they exceeded rates made 17.5 per cent of the 
corresponding contemporaneous first class rates prior to No- 
vember 15, 1937, to the extent they exceeded 17.5 per cent of 
the corresponding contemporaneous first class rates, plus 10 
cents a ton from November 15, 1937, to March 27, 1938, both 
inclusive, and to the extent they exceeded 17.5 per cent of the 
corresponding contemporaneous first class rates from March 
28, — to March 19, 1940. Reparation, with interest, 
awarded. 


Pitch Coke, Etc. 


No. 23071, American Tar Products Co. vs. New York Cen- 
tral et al., embracing No. 20723, F. J. Lewis Manufacturing 
Co. vs. A. C. & Y. et al., and No. 27874, Great Lakes Coal & 
Coke Co. vs. A. T. & S. F. et al. By division 2. On further 
hearing, findings in the prior reports, 183 I. C. C. 374, and 
227 I. C. C. 452, that the rates on pitch coke, carloads, 
from points in West Virginia, Ohio, and Illinois, to Massena, 
N. Y., and Niagara Falls, Ont., and on petroleum coke and 
petroleum coke breeze, carloads, from Lockport, Ill., to Mas- 
sena were unreasonable, modified to permit the establishment 
on or before August 26, 1941, rates on that traffic which 
shall not exceed 17.5 per cent of the corresponding present 
first class rates. The modification was made on petition of 
defendants, with a view to meeting competing forms of trans- 
portation. Dissenting, Commissioner Splawn said the de- 
cision of the majority would result in discriminatory treatment 
by increasing the rates heretofore prescribed an additional 30 
cents a ton. 

Beer and Ale 


I. and S. M-1310, beer and ale, Cincinnati to North and 
South Carolina. By division 2. Proposal of the Blue Ridge 
Motor Express of Asheville, N. C., to establish a reduced com- 
modity rate of 32 cents, minimum 11,000 pounds, on beer and 
ale, from Cincinnati, O., to Asheville, N. C., and Spartanburg 
and Greenville, S. C., not justified. Schedules filed to become 
effective November 1, 1940, and suspended until June 1, 1941, 
on protest of the Southern Freight Association rail carriers, 
ordered canceled on or before July 1 and proceeding discon- 
tinued. The respondent, the report said, had not established 
that the proposed rate would be on or above a reasonable 
minimum. 


Paper 


Fourth section application No. 18265, paper to Jacksonville, 
Fla. By division 2. Parties to Peel’s I. C. C. 3190 authorized 
by fourth section order No. 14220 to establish and maintain a 
rate not lower than 50 cents on wrapping paper and paper 
bags, minimum 40,000 pounds, to Jacksonville, Fla., from 

mden and Crossett, Ark., and Advance, Spring Hill, Monroe, 
West Monroe, Bastrop, and Elizabeth, La., over existing routes, 
without observing the long-and-short-haul part of the fourth 
section. Temporary relief, pending disposition of the ques- 
tion of continuing relief as a result of the hearing, the report 
said, was denied. The purpose of the relief sought was to meet 
rail-water competition. The relief is subject to 50 per cent 
Cireuity limitation. Commissioner Alldredge dissented. 


Shingle Binder 


No. 28473, Medusa Portland Cement Co. vs. Pennsylvania 
et al. By division 3. Dismissal proposed. Rate of $3.60 a net 
ton on shingle binder, a blend of finished white portland cement 
and coarsely, pulverized white limestone, carloads, York, Pa., 
to Stratford, Conn., not unreasonable. The question presented 
‘or determination was whether shingle binder, for which there 
'S No tariff provision, was a cement and subject to the cement 
tate of $3.60, considering the nature of the service provided. 
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Complainant alleged that the rate was unreasonable and asked 
for a $2.84 rate as reasonable maximum on the ground that 
that was all the service was worth. After discussing the issues 
raised and giving consideration to the nature of the service, the 
Commission concluded from a rate standpoint that shingle 
binder naturally fell into the cement category and the cement 
rate might well be applied as a maximum. 


Pineapple Reparation 


No. 28157, Arthur Serra & Co. vs. Alton & Southern et al. 
By division 2. On further hearing, finding in the prior report, 
238 I. C. C. 31, that the rates on imported pineapples, carloads, 
from Key West and Port Everglades, Fla., and New Orleans 
and Belle Chasse, La., to destinations in Wisconsin and the 
Upper Peninsula of Michigan were unreasonable, and that 
complainant was entitled to reparation, modified to the extent 
of determining a reasonable estimated weight to be used in 
computing the amount of reparation. The Commission con- 
cluded that a reasonable estimated weight for complainant’s 
shipments had been and was 80 pounds a crate, and found, on 
that basis, complainant entitled to reparation, with interest. 


Wharfage at Vancouver 


No. 28429, Firestone Tire & Rubber Co. of California vs. 
Southern Pacific Co. et al. By the Commission. Report respect- 
ing wharfage and loading charges at Vancouver, B. C., Canada, 
on crude rubber shipped from Vancouver to Los Angeles, 
Calif. (see Traffic World, Dec. 28, 1940, p. 1579), corrected to 
show December 11, 1936, instead of December 24, 1936, as the 
period limitation pertaining to the total applicable charges. 


Sulphur to Atlanta 


Fourth section application No. 18057, sulphur from Texas 
to Atlanta, Ga. By division 2. Parties to Peel’s I. C. C. 
3121, having circuitous routes, authorized by fourth section 
order No. 14227 to establish and maintain rates not lower than 
$6 a net ton on sulphur (brimstone), crude, unground and un- 
refined, minimum 80,000 pounds, from points in Texas to At- 
lanta, Ga., as to which temporary relief was given by fourth 
section order No. 13588, without observing the long-and-short- 
haul part of the fourth section. The relief is subject to a 50 
per cent circuity limitation provision. 


Cement to Albany 


Fourth section application No. 18343, cement from Leeds, 
Ala., to Albany, Ga. By division 2. Authority denied by fourth 
section order No. 14225 to establish and maintain a rate of 17 
cents on cement, concrete mix and dry building mortar, car- 
loads, from Leeds, Ala., to Albany, Ga., without observing the 
long-and-short-haul part of the fourth section. The present 
rate over the route of the Central of Georgia from Leeds to 
Albany, 233 miles, is 17 cents, says the report, adding that 
applicants proposed to establish that rate over the route of the 
Southern to Maplesville, Ala., the G. M. & O., to Montgomery, 
Ala., and the A. C. L., beyond, 415 miles, and over the route 
of the Southern to Selma, Ala., the Western of Alabama to 
Montgomery, and the A. C. L. beyond, 443 miles. Those routes, 
respectively, are 78 and 90 per cent circuitous. The purpose of 
the relief was to meet the competition of the Central of Georgia 
without reducing the rates at intermediate points on the longer 
routes. The Commission said it was not convinced that it would 
be in the public interest to encourage by a grant of fourth 
section relief, the diversion of traffic from the shorter and 
manifestly more economical route to the longer and more ex- 
pensive routes. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
full may be obtained by prompt application to the Commission.) 


*MC 1282, Sub. No. 1, P. D. Clarkson, Memphis, Tenn., 
extension, Snow Lake. By division 5. Authority granted for 
operation as common carrier of general commodities, with 
exceptions, between Helena, Ark., and Old Town, Ark., over 
Arkansas Highway 20, serving all intermediate points. 

MC 4872, Griffith Motor Lines, Inc., common carrier ap- 
plication. By division 5. On further hearings, findings in 
prior report, 9 M. C. C. 685, with respect to operations between 
Birmingham, Ala., and Memphis, Tenn., reversed, and au- 
thority denied, under grandfather clause, for operation as 
common carrier of general commodities, with exceptions, be- 
tween Birmingham and Memphis, over irregular routes. In 
its report on further hearing the Commission said that the 
fact that applicant transported three shipments between the 
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points in question in February, 1935, did not establish bona 
fide operation on June 1, 1935, and continuously since and that 
the absence of evidence of operations between Birmingham and 
Memphis subsequent to February, 1935, led to the conclusion 
that such operations were not continued after that date. The 
report noted that substitution of McDonough Motor Express, 
Inc., as applicant in lieu of Griffith Freight Lines, Inc., was 
approved April 20, 1938, in MC-FC 3794. 

*MC 50493, Sub. No. 2, Paul J. Miller, Germansville, Pa., 
extension agricultural spray materials. By division 5. Au- 
thority granted for operation as common carrier of agricul- 
tural spray materials from Bound Brook, N. J., over irregular 
routes, to points in Pennsylvania. The Commission found that 
applicant did not intend to operate in direct competition with 
existing transportation facilities, but sought authority to per- 
form a service not offered by other carriers in the affected 
territory to meet emergencies on special occasions. 

MC 76118, Sub. No. 1, Harry R. Cook, Jonesboro, Ark., 
extension of operations. By division 5. On reconsideration, 
findings in prior report, 26 M. C. C. 277, reversed in part, 
thority granted for operation as common carrier of agricul- 
foodstuffs for human consumption, from Louisville, Ky., Cleve- 
land, O., and points in Indiana, Illinois and the southern penin- 
sula of Michigan to specified points in Arkansas, and canned 
vegetables from Blytheville, Ark., to Louisville and points in 
Ohio, Indiana, Illinois, Iowa, Missouri and the southern penin- 
sula of Michigan, over irregular routes. The Commission said 
it concluded that applicant’s proposed operation in transporta- 
tion of foodstuffs was more particularly adapted to the ship- 
pers’ requirements than the present operations of competing 
carriers and that the grant of authority would not adversely 
affect operations of such carriers. 

*MC 101741, Arthur R. Barnes and Oscar Clark, co-part- 
ners, dba Barnes & Clark, Boise, Ida., contract carrier appli- 
cation. By division 5. Authority granted for operation as con- 
tract carrier of lumber and building materials, other than ce- 
ment, for wholesale and retail lumber establishments, from 
specified points in Oregon and Washington to specified points 
in Idaho, over regular and irregular routes. The Commission 
said it was clear that the proposed operation would not deprive 
protestants—the Union Pacific and several motor carriers— 
of any traffic and that it would fill a need that could not be 
met satisfactorily by authorized carriers. 


MC F-1387, Shirks Motor Express Corporation, Lancaster, 
Pa., purchase, Blaine G. Silvius. By division 4. Authorizes 
purchase by the former of operating rights and property of 
the latter, also of Lancaster. The purchase, the report said, 
would afford applicant direct access to Philadelphia, Pa., which 
it presently served through interchange with vendor at Lan- 
caster. 


*MC 2058, Hipp & Cress, Salisbury, N. C., contract carrier 
application. By division 5. On finding applicants’ operations 
to be those of a common carrier, authorizes continuance of op- 
erations as such a carrier of new automobiles and trucks by the 
driveaway method, from Detroit, Mich., to points in Rowan, 
Stanley, Richmond, and Anson counties, N. C., over irregular 
routes. It has also authorized operation as a common carrier 
of new automobiles and trucks by the truckaway method, 
from Detroit to points in Rowan, Stanley, Richmond and Anson 
counties, N. C., over irregular routes. Commissioner Lee con- 
curred in part. 


*MC 52495, Sub. No. 2, Otto Abshier, Indianapolis, Ind., ex- 
tension, steel. By division 5. Authority granted, subject to 
condition, for operation as contract carrier of (1) hot-rolled 
steel bars and rods and rough turned forgings and shafts, from 
designated points in Alabama, Illinois, Michigan, Missouri, 
Ohio, Pennsylvania and West Virginia to Hammond and Indian- 
apolis, Ind., and (2) cold finished steel and cold finished steel 
axles, shafts and pins from Hammond and Indianapolis to points 
in Alabama, Arkansas, Illinois, Iowa, Kentucky, Michigan, Min- 
nesota, Missouri, Ohio, Pennsylvania, Tennessee, Virginia, West 
Virginia and Wisconsin over irregular routes. Issuance of per- 
mit authorized on condition that applicant apply for revocation 
of that part of his certificate under MC 2982 authorizing trans- 
portation of iron and steel products as a common carrier. 
Finding made that dual operations by applicant to the extent 
existing after compliance by applicant with that requirement 
will be consistent with the public interest and the national 
transportation policy. The Commission observed that the 
Monarch Steel Co., the shipper which applicant would serve, 
was now supplying its own transportation, having acquired 
specially equipped trucks trained its own drivers; that it did 
not wish to continue as a private carrier; that cold-finished 
steel, comprising about half of the shipper’s output, was valu- 
able in machine tool manufacturing and especially important 
to the defense program and required specially trained drivers 
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to handle it; that the shipper had investigated applicant's 
record and had deemed him dependable for the proposed trans. 
portation service; that applicant would acquire the shipper’s 
equipment and would employ trained drivers, and that ap- 
plicant was willing to surrender the authority he now held to 
transport iron and steel products as a common carrier. The 
Commission held that two protestants and an intervener, motor 
carriers, did not offer service meeting the shipper’s need. 

MC FC-14235, Hartford Transportation Co., Inc., Hartford, 
Conn., purchase, Salvatore J. Squatrito. By the Commission, 
On reconsideration, authorizes purchase by the former of a 
portion of the operating rights of thé latter, dba United Truck- 
ing Co., also of Hartford. 

*MC 59254, Sub. No. 1, Checker Transportation & Storage 
Co., Inc., Columbia, S. C., extension of operations. By division 5, 
Authority denied to operate as a contract carrier of genera] 
commodities from Columbia and Greenville, S. C., to points 
in South Carolina. Applicant, according to the report, is en- 
gaged in the distribution of pool-car shipments of soap products 
and soap premiums for the Colgate-Palmolive-Peet Co., and 
Procter & Gamble Distributing Co., and fresh meats and pack- 
ing house products for Wilson & Co., from Columbia to various 
points in South Carolina. The evidence, it said, was convincing 
that adequate transportation facilities, other than those of ap- 
plicant, were available to Colgate and Procter & Gamble, both 
at Columbia and at Greenville, and that their interest in obtain- 
ing applicant’s service was primarily a desire for cheaper, 
rather than more, service. 

MC F-1440, Asbury Transportation Co., Los Angeles, Calif, 
control, Arrowhead Freight Lines, Ltd. By division 4. Author- 
izes acquisition by the former of control of the latter, also of 
Los Angeles, through purchase of capital stock. Arrowheads 
transportation business, the report said, had possibilities for de- 
velopment, and under applicant’s control and management a 
more regular service and better coordination of schedules with 
connecting carriers at Salt Lake City would be provided. Econ- 
omies estimated at more than $20,000 per annum, it added, 
would be possible through joint use of applicant’s solicitors, of- 
fice and terminal at Los Angeles, quantity purchases of tires, 
and reduction of administrative, safety, advertising, and insur- 
ance expenses. 

MC F-1370, Burlington Transportation Co., Chicago, Ill., 
purchase, Elmer Corse, embracing MC F-1371, Same purchase, 
Ralph H. Quernheim, and MC F-1416, Same, purchase, Adolph 
G. Fischer. By division 4. Authorizes purchase by the for- 
mer of operating rights and property of Corse, dba Elmer 
Corse Transfer Line, of Quincy, Ill., operating rights of Quern- 
heim, dba Quernheim Transfer, of Galesburg, Ill., and certain 
operating rights and property of Fischer, dba Fischer Transfer, 
of Hastings, Neb. The purchases by Burlington, a wholly-owned 
subsidiary of the Chicago, Burlington & Quincy Railroad, the 
report said, would enable the railroad to use service by motor 
vehicle to public advantage in its operations, and would not un- 
duly restrain competition. It is provided that if the authority 
granted is exercised, the operating authority purchased from 
Fischer shall be modified, coincident with such purchase, by 
excluding therefrom all rights to render service from or to, or 
interchange traffic at, any point which is not a station on the 
railroad if such point is more than 10 miles by highway from 
such a station. 

MC F-1254, Tri-City Railway Co. (lowa), Davenport, la. 
purchase, Clinton, Davenport & Muscatine Railway Co. By 
division 4. Authorizes purchase by the former of operating 
rights and property of the latter, also of Davenport, for $4,250. 
Under the proposed transaction, the report said, vendor would 
dispose of all of its remaining operations, and immediate steps 
would be taken towards its liquidation and dissolution. 

MC 95477, Lawrence M. Harpster, Paris, III., common 
carrier application. By division 5. Authority granted to op 
erate as a common carrier of corn products from Paris, IIl., to 
points in Indiana; coal from Clay and Vermillion counties. 
Ind., to points in Edgar, Coles and Moultrie counties, II1.; and 
limestone from Greencastle, Ind., to points in Moultrie county, 
Tll., over irregular routes. 

*MC 101293, Fred J. Tiffin, Paris, I11., common carrier 
application. By division 5. Authority granted to operate as 
a common carrier of coal and live stock, from and to specified 
points in Illinois and Indiana, over irregular routes. 


NEW HAVEN REORGANIZATION 

The Commission, by division 4, in Finance No. 10992, New 
York, New Haven & Hartford reorganization, has authorized 
L. Stanley Champion, Harry I. Weil, John G. Annala, S. P. Bel- 
singer and Chetwood Smith to serve as a protective committee for 
holders of common stock of the New Haven, and to solicil 
authorizations to represent the holders of such stock, without 
the deposit thereof. The solicitation is to be in accordance with 
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the rules of the committee and the provisions of the authoriza- 
tions. 


F.D. D. M. & S. REORGANIZATION 

The Commission, in Finance No. 12545, Fort Dodge, Des 
Moines & Southern Railroad Co. reorganization, has denied a 
petition of certain creditors, filed May 2, 1941, requesting that 
the report and order of division 4, dated March 6, 1941, ap- 
proving a plan of reorganization for the F. D. D. M. & S. be 
modified to provide that the entire personnel of the voting 
trust and reorganization committee provided for in the plan 
be appointed by the court having jurisdiction of the proceeding. 
The Commission said it appeared that no new facts or reasons 
not heretofore considered were advanced in support of the 
petition. 


New England Motor Carrier Rates 


In another supplemental report, the twenty fifth, in Ex 
Parte MC 22, New England motor carriers rates, the Commis- 
sion, by division 5, has authorized further modifications in the 
basis of minimum class and commodity rates prescribed in the 
original report, 8 M. C. C. 287. The rates as authorized are to 
be made effective on or before July 21, on not less than one 
day’s notice. In this report the Commission dealt with requests 
made by the New England Motor Rate Bureau, Inc., the Eastern 
Motor Freight Conference, Inc., and others. 

In the report the Commission dealt with alum, artificial 
leather and related articles, bags, bakery goods, boot and shoe 
factory supplies, boxes, burlap, castings, Christmas greens, fish, 
frozen cream, furniture, groceries and grocery store supplies, 
hydrogen gas and cylinders, leather, linings and blankets, malt 
liquors and empty containers, maple products, molasses, nails, 
pads, paper and paper articles, paper, paper makers’ materials, 
chemicals, rags and waste paper, pyroxylin products, rayon 
piece goods, silicate of soda, soap and related articles, stoves and 
related articles, sugar, telephone appliances and supplies, wines, 
wooden articles, woodenware, wood pulp, woolen and rayon 
piece goods, woolen cloth, wool, wool waste, yarn, chalk, bob- 
bins and bags. 


At the time this report was made public the Commission, 
y division 5, reopened the proceeding for further hearing, June 
12 at the Hotel St. George, Brooklyn, N. Y., before Examiner G. 
E. Sullivan with respect to the matters presented in petition No. 
91 of Eastern Motor Freight Conference, Inc., filed April 24, 
for modifications of orders heretofore entered in this proceed- 
ing. 

At the same time the Commission issued a notice to the 
parties in this proceeding in relation to statements of com- 
modity rates of motor common carriers less than the corre- 
sponding rates of rail carriers. Such statements were required 
by the Commission in the twenty third supplemental report 
together with the reasons for maintenance. Statements were 
permitted by shippers and others containing their reasons and 
justifications for the continued maintenance of any of those 
commodity rates. Continuing the notice says: 


Some of the parties have inquired whether it is necessary to serve 
copies of the statements upon all parties of record and whether an op- 
portunity will be given to reply to the statements. It has been decided 
to require the motor carriers and associations of motor carriers to serve 
copies of their statements upon counsel of record for shippers, ship- 
pers associations, chambers of commerce, local public traffic authori- 
es, and similar organizations, and to require the shippers, shippers 
associations, chambers of commerce, local public traffic authorities, and 
others to serve copies of their statements upon all practitioners and in- 
dividuals appearing of record for motor carriers and associations of 
motor carriers. 

The parties will be permitted until July 21, 1941, to reply to any 
of the statements filed June 20, 1941. Six copies of each statement 
should be filed with the Commission for its use. 


Cc. G. W. REORGANIZATION 


The Chicago Great Western has officially and finally emerged 
from reorganization proceedings in the federal court at Chicago, 
mre than six years after the railroad filed for reorganization 
under section 77-B of the federal bankruptcy act, and its trustees 
have been discharged. Judge John P. Barnes, after receiving the 
trustees’ final report, in which they said that all provisions of 
the court and Commission approved plan had been complied with 
and that the new Chicago Great Western Railway Company was 
able to operate at a profit, has signed orders approving the 
report, discharging the trustees, Patrick H. Joyce and Luther M. 
Walter, and decreeing the proceedings closed. Judge C. E. Wood- 
Ward sizned an order last February authorizing the trustees 
tin over the properties of the old Chicago Great Western 


a ai the new railway company (see Traffic World, Feb. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-1653, the Commission has suspended from 
June 4 until January 4, the operation of Supplement No. 2 
to schedule M. F.-I. C. C. No. 4 of Joe Duffey, dba Joe Duffey 
Trucking Co., Monroe, Mich. The suspended schedules pro- 
posed to establish a reduced contract carrier minimum charge 
of 20 cents a 100 pounds on heavy industrial chemicals, not 
including drugs, medicine and toilet preparations, minimum 
20,000 pounds, from Joliet, Ill., to points and places in Wayne 
county, Mich.; in lieu of the present minimum charge of 22 
cents a 100 pounds governed by the same minimum weight. 

In I. and S. No. M-1654, the Commission has suspended 
from June 5, 1941, until January 5, 1942, the operation of 
certain schedules as published in tariff MF-I. C. C. No. 9 of 
Vance Trucking Co., Inc., Henderson, N. C. The suspended 
schedules proposed to establish reduced any-quantity com- 
modity rates on unmanufactured leaf tobacco, other than Su- 
matra or shade grown, in bulk in barrels, boxes, hogsheads 
or tierces, from Hughesville, La Plata, Marlboro, and Waldorf, 
Md., to nine North Carolina and five Virginia points. The 
following is illustrative, rates being in cents a 100 pounds: 


From Marlboro, Md., to Kinston, N. C. Present, 55; proposed, 45. 
From Marlboro, Md., to Richmond, Va. Present, 34; proposed, 33. 


In I. and S. M-1646, the Commission has suspended from 
June 2 until January 2 the operation of schedules published in 
schedule MF I. C. C. No. 2 of James E. Wilson, dba Wilson 
Bros. Trans., Malden, Mass. The suspended schedules pro- 
posed to establish new minimum rates or charges of 12 cents 
a 100 pounds, minimum 8,000 pounds, applicable on canned 
— sugar and flour, from Boston, Mass., to Providence, 


In I. and S. M-1647, the Commission has suspended from 
June 1 until January 1 the operation of schedules published 
in supplement No. 4 to schedule MF I. C. C. No. 9 of Matthew 
Leo McKeone, dba Red Ball Transfer Co., Omaha, Neb. The 
suspended schedules proposed to establish new minimum rates 
or charges of 20 cents a 100 pounds, minimum 20,000 pounds, 
applicable on hides, pelts or skins from Omaha and South 
Omaha, Neb., to Kansas City and St. Joseph, Mo. 

In I. and S. M-1648, the Commission has suspended from 
June 1 until January 1 the operation of certain schedules pub- 
lished in supplement No. 2 to tariff MF I. C. C. No. 6 of 
Mahoning Express Co., Youngstown, O. The suspended sched- 
ules proposed to establish a commodity rate of 21 cents a 100 
pounds, minimum 20,000 pounds, in lieu of a present rate of 
23 cents a 100 pounds, minimum 20,000 pounds, applicable on 
iron and. steel articles, between Mt. Vernon, O., and Grove 
City, Pa. 

In I. and S. M-1649, the Commission has suspended from 
June 1 until January 1 the operation of certain schedules as 
published in supplement No. 3 to tariff MF I. C. C. No. 1 of 
Union Transfer Affiliated Co., Philadelphia, Pa. The suspended 
schedules proposed to establish classification exceptions rat- 
ings of three times first class on native wood doors, door frames, 
moulding, window sash, and iron or steel door hangers, hanger 
rails, tracks, and parts thereof, any-quantity, and to establish 
a minimum charge per shipment of $2 applicable within the 
area comprising Philadelphia, Pa., and Camden and Gloucester, 
N. J., in lieu of ratings ranging from fourth to one and one- 
quarter times first class, and minimum charge of 50 cents a 
shipment 


In I. and S. 4968, the Commission has suspended from 
June 1 until January 1 the operation of certain schedules as 
published in supplements Nos. 15 and 16 to The Kansas City 
Southern Railway Co. tariff I. C. C. No. 5007, supplements 
Nos. 38 and 39 to The Atchison, Topeka and Santa Fe Railway 
Co. tariff I. C. C. No. 12887, supplement No. 12 to Agent L. E. 
Kipp’s tariff I. C. C. No. A-3209, and other tariffs. The sus- 
pended schedules propose to reduce the rates on confection- 
ery, in less carloads, from St. Louis, St. Joseph and Kansas 
City, Mo., and related origins to destinations in Kansas and 
Missouri. 


In I. and S. 4969, the Commission has suspended from 
June 1 until January 1 the operation of certain schedules as 
published in supplement No. 40 to The Chesapeake & Ohio 
Railway Co. tariff I. C. C. No. 12548, and supplement No. 37 
to Agent A. P. Hecker’s tariff I. C. C. No. 227. The suspended 
schedules propose to increase the rate on crushed or ground 
slate and stone chips or granules, in carloads, from Dutch Gap, 
Esmont, and 10 other Virginia points in close proximity thereto, 
to North Tonawanda, N. Y., from $4.03 to $4.60 a net ton. 
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In I. and S. 4970, the Commission has suspended from 
June 1 until January 1 the operation of certain schedules as 
published in supplement No. 33 to New York, New Haven & 
Hartford Railroad Co. tariff I. C. C. No. F-3710. The suspended 
schedule proposes to reduce the rates on fresh fish, in car- 
loads, from New Bedford, Mass., and Providence, R. IL, to 
Harlem River, New York. An illustrative proposal is to estab- 
lish a rate of 20 cents from New Bedford to Harlem River in 
lieu of a present rate of 45 cents. 

In I. and S. 4971, the Commission has suspended from 
June 1 until January 1 the operation of certain schedules as 
published in supplement No. 16 to Agent L. E. Kipp’s tariff 
I. C. C. No. A-3225, Agent J. R. Peel’s tariff I. C. C. No. 3389 
and other tariffs. The suspended schedules propose to reduce 
the rating on macaroni, spaghetti, noodles and vermicelli, in 
carloads, from 29% to 20 per cent of first class, from, to and 
between southwestern and western trunk line territories. 

In I. and S. 4972, the Commission has suspended from 
June 2 until January 2 the operation of certain schedules as 
published in supplement No. 42 to Agent Jos. Hattendorf’s 
tariff I. C. C. No. 38. The suspended schedules propose to 
restrict the export rates on explosives, in carloads, from Ohio 
River crossings to southern ports so as not to apply over the 
Illinois Central System lines. 

In I. and S. 4973, the Commission has suspended from 
June 2 until January 2 the operation of certain schedules as 
published in supplement 41 to Agent F. D. Miller’s tariff 
I. C. C. No. 537. The suspended schedules propose to establish 
reduced less-carload commodity rates on paint and paint 
materials, minimum 500 pounds, from Carteret and Newark, 
N. J., and New York, N. Y., to destinations in North Carolina 
over water-rail routes. The following is illustrative: 


From New York, N. Y., to Charlotte, N. C., present rate, applicable 
on paint and paint materials except dry ochre, 79; present rate, appli- 
cable only on dry ochre, 71; proposed rate, 54. From New York, N. Y., 
to Durham, N. C., present rate, applicable on paint and paint ma- 
terials except dry ochre, 65; present rate, applicable only on dry 
ochre, 59; proposed rate, 49. 


In I. and S. 4974, the Commission has suspended from 
June 15 until January 1 the operation of certain schedules as 
published in supplements Nos. 9 and 12 to Agent I. N. Doe’s 
tariff I. C. C. No. A-683, supplements Nos. 9 and 13 to Agent 
B. T. Jones’ tariff I. C. C. No. 3539, and others. The suspended 
schedules propose to reduce the rating on folded writing paper, 
envelopes other than government stamped, papeteries, and 
printed forms N. O. I. B. N., in less carloads, within official 
territory and from western trunk line to official territory, 
from 85 per cent to 55 per cent of first class. 

In I. and S. 4975, the Commission has suspended from 
June 1 until January 1 the operation of certain schedules as 
published in supplement No. 56 to Agent I. N. Doe’s tariff 
I. C. C. No. 367. The suspended schedule proposes to reduce the 
rate on electrical or hand appliances, in carloads, minimum 
20,000 pounds, from Meriden, New Britain, Stamford and 
Waterbury, Conn., to Chicago, Ill., from 84 to 81 cents a 100 
pounds. 


In I. and S. M-1650, the Commission has suspended from 
June 3 until January 3 the operation of certain schedules as 
published in supplement No. 22 to tariff MF-I. C. C. No. 2 of 
Kansas City-Illinois Express, Inc., Kansas City, Mo. The sus- 
pended schedules proposed to establish less-than-truckload com- 
modity rates on builders’ hardware from Rockford, Ill., to Kan- 
sas City and St. Joseph, Mo., and Tulsa and Oklahoma City, 
Okla. The following is illustrative: 


From Rockford to Kansas City, present rate 95, proposed rate 78; 
from Rockford to Oklahoma City, present rate 160, proposed rate 125; 
from Rockford to St. Joseph, present rate 97, proposed rate 76; from 
Rockford to Tulsa, present rate 143, proposed rate 112. 


In I. and S. M-1651, the Commission has suspended from 
June 3 until January 3 the operation of supplement No. 13 to 
tariff MF-I. C. C. No. 4 of Northern Truck Line, Inc., Williston, 
N. D. The suspended schedules proposed to establish new and 
reduced any-quantity commodity rates on petroleum products, 
in bulk in tank trucks from Billings and Laurel, Mont., to points 
in the State of North Dakota. The following is illustrative: 


Petroleum products from Billings to Beach, present rate in cents a 
gallon, 1.90; proposed rate in cents a gallon, 1.80. Petroleum products 
from Billings to Killdeer, present rate in cents a gallon, 2.68; pro- 
posed rates in cents a gallon, 2.62. 


In I. and S. M-1652, the Commission has suspended from 
June 3 until January 3 the operation of schedules MF-I. C. C. 
No. 9 of E. L. Parker and E. R. Thomas, dba Parker & Thomas, 
Billings, Mont. The suspended schedules proposed to establish 
new any-quantity minimum rates or charges on petroleum and 
petroleum products, in bulk in tank trucks from, to or between 
Billings, Mont., and certain points in North Dakota, South Da- 
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kota and Wyoming. No minimum rates or charges are in effect 
on this traffic at the present time. The following is illustrative: 


In cents a gallon from Billings, Mont., to: 


I ML a want wale ou's oie RSLs bes Mer enone 54 1.00 
EE Ach oc acebpcen sem acbasgherek ues ynwee 2.98 3.50 
EES S05 Cu sis nwola ks Gis baked dese heeebaw she oked 1.90 2.45 
ee eis dctnha kab vk 4Sakdeb enn besiosaeub eae 3.11 3.50 





A—Refined petroleum. 
B—Asphalt, asphaltum and road oil. 
*Applies between. 


‘In I. and S. M-1641, the Commission has suspended from 
May 30 until December 30 the operation of all schedules as 
published in supplement No. 1 to schedule MF I. C. C. No. 2? 
of Morris Haskell, dba M. Haskell, Palmer, Mass. The suspended 
schedules proposed to establish minimum rates and charges of 
15 cents a 100 pounds, minimum weight 10,000 pounds, applying 
on paper, in rolls, between Pepperell and East Pepperell, Mass, 
and Versailles, Conn. 

In I. and S. M-1642, the Commission has suspended from 
May 29 until December 29, the operation of certain minimum 
rates or charges as published in supplement No. 5 to schedule 
MF I. C. C. No. 2 of Ralph L. Scott, dba Scott Truck Line, Hax. 
tun, Colo. The suspended schedules proposed to establish new or 
reduced commodity rates applicable on canned goods, dairy 
products, packing house products, and “food products and gro- 
cery articles,” minimum 18,000 pounds, and “hardware and 
other general merchandise,” less-truckload, and minima 5,000, 
10,000 and 18,000 pounds, from Chicago, Ill., to Denver, Colo. 
The following is illustrative: 


Canned goods, present rate, 20,000 pounds minimum, 70; proposed 
rate, 18,000 pounds minimum, 70; Hardware, no present rate; pro- 
posed rate, less truckload, 125; 5,000 pounds minimum, 110; 10,00 
pounds minimum 100; 18,000 pounds minimum, 


In I. and S. M-1643, the Commission has suspended from 
June 1 until January 1 the operation of all schedules as pub- 
lished in tariff MF I. C. C. No. 5 of Henry Hedrick Mest, Penns- 
burg, Pa. The suspended schedules proposed to establish new 
any-quantity commodity rates on lumber from Philadelphia, 
Pa., to 85 eastern Pennsylvania points. For example, the sus- 
pended schedules proposed to establish a rate of 10 cents a 100 
pounds on lumber, any-quantity, from Philadelphia to Read- 
ing. 

In I. and S. M-1644, the Commission has suspended from 
May 31 until December 31 the operation of certain schedules as 
published in tariff MF I. C. C. No. 2 of Harry and William Sher- 
man, dba Harry Sherman and Son, Freehold, N. J. The sus- 
pended schedules proposed to establish a new any-quantity 
rate of $2 a net ton on fertilizer, fertilizer compounds and manv- 
factured fertilizer from New York, N. Y., and Philadelphia, Pa. 
to points in Burlington, Mercer, Middlesex, Monmouth and 
Ocean counties, N. J. 

In I. and S. M-1645, the Commission has suspended from 
May 30 until December 30 the operation of certain schedules as 
published in tariff MF I. C. C. No. 2 of K. W. James and W. J. 
James, dba W. J. James and Son, Edgerton, Kan. The suspended 
schedules proposed to establish a new rule governing the stop- 
ping of volume shipments in transit for partial loading and un- 
loading at a charge of $2.50 a stop. 

In I. and S. 4966, the Commission, on its own motion, has 
suspended from June 1 until January 1 the operation of certain 
schedules as published in supplements Nos. 6, 12, 13 and 14 to 
Agent Ira D. Dodge’s tariff I. C. C. No. 529. The suspended 
schedules propose to reduce the rates on various commodities 
between New Orleans, La., and interior Texas points, without 
observing the provisions of section 4 of the interstate commerce 
act. 


Rates on Citrus Fruits 
The Traffic World Washington Bureau 


In a proposed report in I. and S. 4786, package rates on 
citrus fruits, and cases joined with it, Examiner Carter has 
recommended that the Commission find not justified proposed 
package charges on citrus fruits from Florida, Texas, Cali- 
fornia, and Arizona to destinations throughout the United 
States. He has recommended that the findings in estimated 
weights on citrus fruits (237 I. C. C. 313) be affirmed. 

In addition, he has recommended estimated weights and 
charges. ‘Those recommendations, in effect, are for reduced 
rates from the four states named but increased minimum Cal 
loads. The proposals are expected to preserve carrier revenue 
and make, generally speaking, the by-the-package charge 
the shipper less than at present, 
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Proposed Reports in I. C. C. Cases 


Railroad, Water, and Motor Transport 





Eastbound California Rice 


Wholly disagreeing with the complainants’ contention that 
rates keep Louisiana rice millers and dealers out of California 
as a source of rice supply, Examiner Alfred G. Hagerty has 
proposed dismissal of No. 28572, Rickert Rice Mills, Inc., et al. 
ys. Abilene & Southern, et al., on a finding that the rates on 
rice, carloads, from California to destinations in Arkansas, 
Louisiana, Texas and defined territories east thereof, over all- 
rail and rail-water routes, and to the Gulf ports for export, are 
not unreasonable or otherwise unlawful. 

The complainants, Louisiana rice millers and dealers and 
the New Orleans Joint Traffic Bureau, alleged that from Cali- 
fornia to consuming markets, generally in central and eastern 
states, according to the examiner, the rates by various rail and 
rail-water routes passing through their intermediate milling 
locations, by rail-water through the Gulf ports, by rail to the 
Gulf ports for export, and more specifically, by rail to their 
own and other mills in Louisiana, Texas and Arkansas, and to 
Memphis, Tenn., were unreasonable and unduly prejudicial. 

The allegations, said the examiner, were rooted in com- 
plainants’ conception that they were prevented from trading in 
California-grown rice by the rate adjustment. They charged, 
he added, that the defendants not only kept California closed 
to them as a source of supply of rough rice, but also that by 
preferential rates they protected California rice millers and 
dealers in what otherwise was a monopolistic control by them 
over the marketing of rice grown in that state. From 1914, 
when rice production in California first assumed commercial 
production, until 1918-1920, the New Orleans rice mills, the 
examiner said, claimed to have “pioneered” in the purchase of 
that rice; but because of freight rate increases in the years 
mentioned, they had been shut out as a buyer in California. 
Many but not all Louisiana and Texas mills, according to the 
proposed report, intervened in support of the complaint. Others 
in those states and in Arkansas, together with California in- 
terests, intervened in opposition. The opposing interveners, 
said the report, objected to rate changes that would permit the 
importation of California rough rice into those states, thus 
bringing it into competition with home grown rice where from 
year to year they usually were required to hold over unsold 
quantities of their own crops. Similarly, said the examiner, 
the California interveners objected to rate changes that would 
permit “remote and outside interests,” such as complainants, 
to enter that state solely for the purpose of competing with 
them in marketing their crops. 

The transcontinental carriers, declared the report, con- 
tended that the assailed rates were below a maximum reason- 
able level and did not give rise to the alleged unlawful 
prejudice. The examiner said the issue was as to whether 
there was now available to the complainants a reasonable and 
otherwise lawful adjustment to which they were entitled by 
statutory right. It mattered not, he said, where the products 
in which the complainants desired to trade were grown, whence 
they were shipped, at what consuming markets they might be 
sold, or what trade competition was encountered in selling 
them. It was elementary, he said, that the freight rate might 
not be used either in furtherance of a trade monopoly to create 
trade competition otherwise beyond normal reach, or to hamper 
or destroy business opportunities inherent in the natural ad- 
vantages of location. 

Notice was taken, said Examiner Hagerty, that the present 

export rate on rough or clean rice from San Francisco to New 
Orleans, for example, was but 53 cents to shipside when for ex- 
port to the West Indies, while, for like domestic transportation 
over the same route from San Francisco for shorter hauls of 
domestic traffic to intermediate points, the domestic rate was 
7 cents. Such departures, if they were legally such—and 
according to the findings in Commodity Rates to Mexico, 209 
IC. C. 370, it appeared they were—he said, were admittedly 
unauthorized and therefore should be discontinued or justified 
in the manner required by statute. 

The case required the examiner to go into transit cases, 
port relationship cases, practices of railroads cases, proportional 
tate cases, both before the Commission and before the courts, 
to reach his conclusion that the complaint should be dismissed. 





BRICK 


No. 28250, Charlotte Chemical Laboratories, Inc. vs. Nor- 
olk Southern, et al. By Examiner J. H. Eisenhart, Jr. Dis- 


missal proposed. Rates, brick, from the plant of the Carolina 
Fire Proofing Co., outside the switching limits of Gulf, N. C., to 
Curtis Bay, Md., within the switching limits of Baltimore, Md., 
shipped between April 12, 1937, and June 22, 1938, proposed to 
be found not unjust, unreasonable or unduly prejudicial, as 
alleged. The rates applicable and charged, the report said, were 
19.5 cents, minimum 60,000 pounds, on 61 shipments and 21 
cents, same minimum, effective March 30, 1938, on others. 
Charges, it added, were assessed on five shipments based on 
less than the 60,000-pound minimum resulting in outstanding 
undercharges. The examiner said the defendants should be 
directed to collect the outstanding undercharges. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
hecome effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “black face’ type, 
with name of town or city following.) 


New Jersey (Newark)—MC 96410, Herbert T. Foster, con- 
tract carrier application. Examiner Harold L. Seaman. Served 
June 2. Permit proposed. Adding machines, adding machine 
parts and adding machine paper between New York, N. Y., 
points in New Jersey and those in Rockland county, N. Y., over 
irregular routes. Modified procedure. Hearing on request. 
Exceptions, if any, must be filed within 30 days from date of 
service. 

New Jersey (Tuckerton)—MC 102489, John Rosenholm, 
Jr., contract carrier application. Joint board 119. Served 
June 3. Permit proposed. Bakery products, over irregular 
routes, from Egg Harbor City and Absecon, N. J., to Barnegat, 
Beach Haven, Beach Arlington, Ship Bottom, Manahawkin and 
Tuckerton, N. J., and rejected bakery products on return. The 
joint board said the Great Atlantic & Pacific Tea Co., which now 
distributed its bakery products, manufactured in Philadelphia, 
Pa., and shipped to New Jersey points for distribution, in 
privately-owned motor vehicles, required the “specialized and 
expedited” services of applicant, as common carriers now serv- 
ing these points were unable to make deliveries before store 
opening hours. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 

Texas (Stephenville)—-MC 102396, Duke Cogdell, dba Earl 
Cogdell & Son’s, common carrier application. Joint board 171. 
Served June 3. Denial of certificate proposed. Specified com- 
modities between points within 100 miles of Stephenville and 
between that area, on the one hand,-and points in New Mexico 
and Louisiana, and Houston, Tex., on the other, over irregular 
routes. 

Texas (Honey Grove)—MC 102282, Jeff Davis, common 
carrier application. Joint board 89. Served June 3. Denial 
of application for certificate, for want of prosecution, proposed. - 
Specified commodities between points in Grayon, Fannin, Lamar, 
Hopkins and Hunt counties, Tex., on the one hand, and points 
in Texas, New Mexico and Colorado, on the other, over irreg- 
ular routes. 

Pennsylvania (Sharon)—MC 102159, Orlo H. Rust, common 
carrier application. Examiner Allan F. Borroughs. Served 
June 3. Denial of certificate proposed. Dump truck com- 
modities between points in Ohio and Pennsylvania within a 
30-mile radius of Sharon, Pa., over irregular routes. 

Texas (Lubbock)—-MC 102048, Sub. No. 1, Armstrong 
Warehouse & Transfer Co., Inc:, extension, Oklahoma. Joint 
board 16. Served June 3. Certificate recommended. House- 
hold goods between Lubbock and points in Texas within 100 
miles of Lubbock, on the one hand, and points in Oklahoma on 
the other, over irregular routes. 

New York (New York)—-MC 101943, Thomas Carnazza, 
common carrier application. Examiner W. E. Messer. Served 
June 3. Denial of certificate proposed. Household goods be- 
tween New York City, on the one hand, and points in Con- 
necticut, Massachusetts, New Jersey, New York and Pennsyl- 
vania, on the other, over irregular routes. 

Minnesota (Fisher)—-MC 101758, A. Knutson, common car- 
rier application. Joint board 24. Served June 3. Denial of 
application for certificate, for want of prosecution, proposed. 
Live stock between Fisher, Minn., and points within 10 miles 
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thereof, and Fargo, West Fargo, and Union Stock Yards, N. D., 
and building materials and feed between Grand Forks, N. D., 
and points within 10 miles of Fisher, Minn., including Fisher, 
over irregular routes. 

Texas (Dallas)—-MC 101744, W. C. Price, dba Lumber 
Transport Co., common carrier application. Examiner Frank 
Hand. Served June 3. Certificate proposed. Lumber from 
Mena, Pine Bluff, Little Rock, Ark., and points within five miles 
thereof, Plain Dealing, La. and points within eight miles 
thereof, Castor, La., and points within four miles thereof, 
Smackover, Ark., and Homer, Ala., and points within two miles 
thereof, Melvern, Ark., and Antlers, Okla., and points within 
one mile thereof, Norman, Eagleton, Hatton, Waldron and Hat- 
field, Ark., Ansley and De Ritter, La., to points in Dallas and 
Tarrant counties, Tex., over irregular routes. 

IMinois (Chicago)—-MC 101437, Ace Cartage Co., Inc., com- 
mon carrier application. Joint board 21. Served June 3. 
Denial of application for certificate, for want of prosecution, 
proposed. General commodities, with exceptions, between 
points in the Chicago commercial zone, over irregular routes. 

North Carolina (Polkville)—-MC 101352, V. A. Powell and 
Frank Shytle, dba Powell & Shytle, common carrier applica- 
tion. Joint board 2. Served June 3. Certificate proposed. 
Cotton, cotton seed and cotton seed meal from a specified terri- 
tory in North Carolina to specified points in South Carolina, and 
fertilizer from specified points in South Carolina to specified 
territory in North Carolina, over irregular routes. The joint 
board said that the applicants were unfortunate in the matter 
of proof of demand for their services in that several of the 
witnesses who had promised to be at the hearing to testify did 
not attend; that these witnesses, instead, gave the applicants 
letter “which, because of impossibility of cross-examination, 
had to be excluded,” and that only one of the applicants, Frank 
Shytle, and the son of the other, who acted as a truck driver, 
appeared in applicants’ behalf. 

Georgia (Atlanta)—-MC 100636, Sub. No. 1, B. C. Simpson, 
dba Simpson Trucking Co., Florida extension. Examiner 
Richard Yardley. Served June 3. Certificate recommended. 
Cotton in quantities of 15,000 pounds or more, from points in 
Alabama, North Carolina and South Carolina to Atlanta, Ga., 
and points within 25 miles thereof, over irregular routes. 

New York (Busti)—MC 96383, Clare E. Curtis, contract 
carrier application. Examiner Roy R. Waterbury. Served 
June 3. Permit proposed. Passengers and baggage from 
Celeron, Busti and Frewsburg, N. Y., over irregular routes, to 
Sugargrove, Pa., and from Kinzua, Pa., through the State of 
New York, to Sugargrove, Pa., over irregular routes, in the 
season from September 1 of each year to July 1 of the follow- 
ing year. The examiner noted that applicant had never held 
himself out to serve the general public or to operate a sched- 
uled passenger carrier service, that he received his remunera- 
tion only from the school boards which contracted for his 
services, and that the school boards were willing to enter into 
bilateral contracts which would conform to the Commission’s 
requirements. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 


Georgia (Kite)—-MC 96378, Sub. No. 1, E. J. Claxton, 
Canton (N. C.) extension. Joint board 130. Served June 3. 
Permit recommended. Rosin in quantities of not less than 
10,000 pounds, between Baxley, Ga., and points within 10 miles 
thereof, Douglas Ga., and points within 10 miles thereof, and 
Brunswick, Ga., and points within 10 miles thereof, on the 
one hand, and Canton, N. C., on the other, over irregular 
routes. Joint Board Member H. M. Nicholson, of North Caro- 
lina, in a dissenting expression, said that applicant proposed 
to purchase various commodities at Canton and points in Georgia 
and to haul them to Brunswick, Douglas and Baxley on his 
return trips from Canton. Mr. Nicholson said he believed 
that the hauling of these commodities gave applicant an undue 
advantage over other carriers and was not consistent with the 
public interest and the national transportation policy. 


Manitoba, Canada (Winnipeg)—-MC 96333, Moor’s Taxi 
Limited, common carrier application. Joint board 24. Served 
June 3. Certificate proposed. Passengers and baggage in round- 
trip charter operations from points on the Canadian-United 
States boundary, through ports of entry at points in North 
Dakota and Minnesota, to points in Minnesota and North 
Dakota and return, over irregular routes, subject to restric- 
tion that applicant may not pick up or discharge passengers 
in Minnesota and North Dakota. 

West Virginia (Grafton)—-MC 96324, Emery Ellers, dba 
Ellers Taxi & Transfer Co., common carrier application. Ex- 
aminer U. E. Conlon. Served June 3. Certificate recommended. 
Household goods between Grafton, W. Va., and points within 
25 miles thereof, on the one hand, and, on the other, points in 
Maryland, New York, Ohio, Pennsylvania, Virginia and the 
District of Columbia, over irregular routes. 
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South Carolina (Conway)—MC 89617, Sub. No. 2, Free. 
man A. Lewis, dba Lewis Truck Lines, extension, North Caro. 
lina, South Carolina and Georgia points. Joint board 139 
Served June 3. Denial of certificate proposed. General com. 
modities, with exceptions, between points in North Carolina 
South Carolina and Georgia, over irregular routes. 


West Virginia (Wheeling)—-MC 72923, Interstate Truck 
Service, Inc., common carrier application. Examiner Reece 
Harrison. Served June 3. Denial of certificate, under the 
grandfather clause, proposed. General commodities, with excep. 
tions, between points in Alabama, the District of Columbia, 
Georgia, Illinois, Indiana, Iowa, Kansas, Kentucky, Maryland 
Massachusetts, Missouri, Nebraska, New Jersey, New York 
North Carolina, Ohio, Oklahoma, Pennsylvania, South Caro. 
lina, Tennessee, Virginia and West Virginia, over irregular 
routes. The examiner cited “trip” lease and “regular” lease 
arrangements under which applicant used the services of owner. 
operators, and noted that applicant had complete dominion 
over equipment and drivers of regular lease operators but did 
not have such control over the trip lease operators. It was 
the examiner’s conclusion, based on O. L. D. Forwarding Cor. 
poration Contract Carrier Application, 26 M. C. C. 481, that 
applicant was a common carrier. He proposed a finding that, 
in view of irregularity in the movement of traffic by applicant 
and the shifting of operations from one state to another, ap- 
a was not entitled to a certificate under the grandfather 
clause. 


Washington (Snohomish)—MC 69635, Sub. No. 2, Sno- 
homish Auto Freight Co., Inc., extension of operations. Joint 
board 80. Served June 3. Certificate proposed. General com- 
modities, with exceptions, between Skykomish, Wash., on the 
one hand, and, on the other. a ski lodge at the summit of 
Stevens Pass 12 miles east of Scenic, Wash., over Washington 
Highway 15. Exceptions, if any, must be filed within 25 days 
from date of service. 

New York (New York)—MC 66562. Sub. No. 277. Railway 
Express Agency, Inc., extension, Newport. Joint board 18. 
Served June 3. Certificate proposed. General commodities 
moving in railway express service between Fall River, Mass.. 
and Newport, R. I., over a specified route, serving the inter- 
mediate points of Portsmouth and Tiverton and intermediate 
points in the town of Newport, subject to conditions ordinarily 
prescribed for railway express service. 

New York (New York)—MC 66562, Sub. No. 250, Railway 
Express Agency, Inc., extension of operations, West Warwick. 
Joint board 232. Served June 3. Certificate proposed. General 
commodities between Providence and West Warwick, R. L., over 
Rhode Island highway 3, serving intermediate and off-route 
points in West Warwick, subject to the conditions ordinarily 
prescribed for railway express service. 


Wyoming (Frannie)—-MC 61174, Sub. No. 1, Arthur Muller. 
common carrier application. Joint board 123. Served June 3. 
Certificate proposed. Oil field equipment, machinery and sup- 
plies between points in Park and Big Horn counties, Wyo., and 
Carbon county, Mont., and between points in Park and Big 
Horn counties, Wyo., on the one hand, and points in Carbon 
county, Wyo., on the other, over irregular routes. 


Maryland (Frederick)—-MC 56304, Sub. No. 1, W. Guy 
Molesworth, contract carrier application. Joint board 112. 
Served June 3. Permit proposed. Flour from Westminster. 
Md., over U. S. highway 140 to Baltimore, Md., serving no 
intermediate or off-route points. 


Wisconsin (Belmont)—-MC 52353, Sub. No. 1, Glen W. 
Beaumont, common carrier applications. Joint board 111. 
Served June 3. Denial of certificate proposed. Live stock 
between Belmont, Elk Grove, Kendall and Seymour townships 
in Lafayette county, Wis., on the one hand, and, on the other, 
Dubuque, Ia., and East Dubuque and Galena, IIl., over irregular 
routes. 

Ohio (Logan)—-MC 48948. Sub. No. 1, Charles C. Chute. 
common carrier application. Examiner U. E. Conlon. Served 
June 3. Certificate proposed. Clay products, except chinaware. 
from points in Hocking county, O., to points in Indiana, and 
specified areas in Pennsylvania, West Virginia, Kentucky, ané 
Michigan. over irregular routes, with the right to operate ove! 
Maryland highways for operating convenience only. 

Pennsylvania (Pittsburgh)—-MC 47693, Sub. No. 3, Johi 
R. Callahan, extension of operations, Ohio. Examiner James 
C. Cheseldine. Served June 3. Permit proposed. Malt 
beverages from Pittsburgh and Carnegie, Pa., to points 
Ohio, and empty malt beverage containers in the reverse direc: 
tion, over irregular routes. 

Texas (Waco)—MC 30867, Sub. No. 5, Central Freight 
Lines, Inc.. extension, Lake Worth, Tex. Joint board 77. Servet 
June 3. Certificate recommended. General commodities, wit! 
exceptions, between Fort Worth and Lake Worth, Tex., ove! 
Texas highway 199, with no service to intermediate points. 
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Modified procedure. Hearing on request. Exceptions, if any, 
must be filed within 30 days from date of service. 

New York (New York)—MC 16789, Dickerson Forwarding 
Lines Corporation, common carrier application. Examiner Mack 
Myers. Served June 3. On further hearing, denial of certifi- 
cate, under grandfather clause, proposed. General commodities, 
with exceptions, over specified routes between points in New 
York, New Jersey, Massachusetts, Pennsylvania, Maryland, 
Connecticut and Rhode Island. The examiner observed that in 
the first recommended report it was proposed that applicant 
be authorized to operate as a common carrier of general com- 
modities, with specified exceptions, between New York City 
and Buffalo, N. Y., over specified routes, and that on petition 
of applicant the proceeding was reopened for further hearing. 
The examiner noted also that at the conclusion of the first 
hearing counsel for rail protestants moved that any rights 
granted applicant be those of a broker, and that applicant indi- 
cated it had no objection to such conclusions. The examiner 
found, however, that applicant had sold its interest in the 
trucking business to other concerns, that it had not operated 
since April 1, 1940, and that it had no interest in the instant 
proceeding. Its operation, he said, consisted chiefly of pick-up 
of freight and forwarding of it to destination by regular com- 
mon carriers. The record did not contain data, he said, to 
support a finding that service by applicant as a broker would 
be consistent with the public interest and the national trans- 
portation policy. 

Maryland (Hurlock)—MC 16512, Sub. No. 2, Rickwood 
Transportation Co., Inc., extension, frozen foods. Examiner 
L. B. Dunn. Served June 3. Denial of certificate proposed. 
Frozen agricultural commodities and sea foods between Dela- 
ware, the Eastern Shore section of Maryland, Accomac and 
Northampton counties and Norfolk, Va., and Vineland, N. J., 
on the one hand, and points in Massachusetts, Rhode Island, 
Connecticut, New York, New Jersey, Pennsylvania, Delaware, 
Maryland, Virginia, North and South Carolina, Georgia, Florida 
and the District of Columbia, on the other hand, over irregular 
routes. 

Texas (Wichita Falls)—-MC 13868, Sub. No. 1, Edward 
Francis Riley, extension, Louisiana. Examiner Frank Hand. 
Served June 3. Certificate recommended. Household goods 
between points in Wichita, Clay, Archer, Wilbarger, Young 
and Montague counties, Tex., on the one hand, and points in 
Kansas, Oklahoma, Louisiana and Colorado, on the other, over 
irregular routes. 

Virginia (Exmore)—MC 6890, Sub. No. 1, E. P. Miles, dba 
Flying Cloud Express, extension, frozen foods. Examiner L. B. 
Dunn. Served June 3. Denial of certificate proposed. Frozen 
agricultural commodities and frozen sea foods from points in 
Delaware and specified points in Maryland and Virginia to 
points in Virginia, Massachusetts, Rhode Island, Connecticut, 
New York, New Jersey, Pennsylvania, Delaware, Maryland, 
the Carolinas, Georgia, Florida and the District of Columbia, 
over irregular routes. 

Pennsylvania (East Berlin)—MC 694, Cletus E. Mumert, 
contract carrier application. Examiner Walter W. Bryan. 
Served June 3. Permit proposed. Continuance of operation, 
printing paper from Spring Grove, Pa., to designated points in 
New Jersey, New York City commercial zone, Baltimore, Md., 
and the District of Columbia, over irregular routes. 

Georgia (Metter)—-MC 102170, Howard Bland, common 
carrier application. Joint board 130. Served May 29. Cer- 
tificate proposed. Live stock and agricultural commodities 
between Metter, Ga., and points within 50 miles thereof, on the 
one hand, and, on the other, points in the Carolinas, over ir- 
regular routes. 


Indiana (South Bend)— MC 30504, Sub. No. 1, Tucker 
Freight Lines, Inc., extension of operations—Kingsbury. Joint 
board 72. Served May 29. Certificate recommended. Gen- 
eral commodities, with exceptions, in off-route point service to 
and from Kingsbury, Ind., and the Kingsbury Ordnance Works, 
La Porte county, Ind., in connection with applicant’s regular 
route operations as described in MC 30504. 

Maryland (Frederick)—-MC 26970, Sub. No. 2, Roger A. 
Etzler, extension—household furnishings. Joint board 200. 
Served May 29. Dismissal of application for a certificate pro- 
posed at request of applicant. Household furnishings and uten- 
sils and machines, between Frederick, Md., on the one hand, 
and Washington, D. C., and Gettysburg, Pa., on the other, 
over regular routes. 

Arkansas (Pine Bluff)—-MC 7416, Sub. No. 3, F. P. King, 
deceased (William H. King, administrator) and Francis A. King, 
H. E. King, and William H. King, dba Red Line Transfer & Stor- 
age Co., extension—Pine Bluff Municipal Airport. Joint board 
215. Served May 29. Certificate recommended. General commodi- 
ties, with exceptions, between Pine Bluff, Ark., and the Pine 
Bluff Municipal Airport, over regular routes. The need for 
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additional service between the points named, the report said, 
had developed primarily through the growth and expansion of 
the national defense program. Modified procedure. Hearing 
on request. Exceptions, if any, must be filed within 30 days 
from date of service. 

New York (New York)—-MC 3168, Baker’s Horse Trans- 
portation, Inc., common carrier application. Examiner R. J. 
Burns. Served May 29. Certificate proposed. Continuance 
of operations, under the grandfather clause, household goods, 
live stock, and such accessories and equipment as is used in 
conducting horse races and horse shows, between New York, 
N. Y., and points in Nassau, and Weschester counties, N. Y., 
and Fairfield county, Conn., on the one hand, and points in 
Connecticut, Delaware, Maine, Maryland, Massachusetts, New 
Hampshire, New Jersey, New York, Pennsylvania, Rhode Is- 
land, Vermont, Virginia and the District of Columbia, on the 
other, over irregular routes. 

Texas (Lubbock)—-MC 1954, Sub. No. 3, H. J. Luther, dba 
Lubbock Transfer & Storage Co., extension—Arkansas. Ex- 
aminer Frank Hand. Served May 29. Certificate proposed. 
Household goods between Lubbock, Tex., and points in Texas 
within 100 miles of Lubbock, on the one hand, and points in 
Louisiana, Arkansas, Kansas, Missouri and Colorado, on the 
other, over irregular routes. 

Florida (Key West)—MC 1388, Sub. No. 1, Overseas 
Transportation Co., Inc., extension of operations—explosives. 
Joint board 205. Served May 29. Amended or consolidated 
certificate under MC 1388 proposed to include explosives and 
articles of unusual value, between Miami, Fla., and Key West, 
Fla., over a specified route, with service to all intermediate 
points and to certain off-route points. Modified procedure. 
Hearing on request. Exceptions, if any, must be filed within 
30 days from date of service. 

Arkansas (Pine Bluff)—-MC 889, Sub. No. 6, Southeast 
Arkansas Freight Line, Inc., extension—Pine Bluff Municipal 
Airport—Camp Joseph T’.. Robinson. Joint board 215. Served 
May 29. Certificate proposed. General commodities, with ex- 
ceptions, between Pine Bluff, Ark., and the Pine Bluff Munic- 
ipal Airport, over regular routes, and between North Little 
Rock, Ark., and the site of Camp Joseph T. Robinson, Ark., over 
regular routes. Modified procedure. Hearing on request. Ex- 
ceptions, if any, must be filed within 30 days from date of 
service. 


North Dakota (Grand Forks)—-MC 101940, Bill Whalen 
and Cornelius Whalen, co-partners, dba Bill Whalen Transfer 
Company, common carrier application. Joint board 24. 
Served May 29. Certificate proposed. General commodi- 
ties, with exceptions, between points in the corporate 
limits of Grand Forks, N. D., and East Grand Forks, Minn., 
over irregular routes. Applicant, the report said, was now op- 
erating under authority granted in MC 47138 as a contract 
carrier of packing house products between Grand Forks and 
East Grand Forks. The joint board recommended that the 
Commission find that the granting of dual authority to appli- 
cant between those points would be consistent with the public 
interest and the national transportation policy. 


North Dakota (Litchville)— MC 101735, Emil Erickson, 
common carrier application. Joint board 24. Served May 29. 
Certificate proposed. Cream, eggs and poultry from points in 
that part of North Dakota on and bounded as follows: Be- 
ginning at Edgeley, and extending in a northerly direction 
along U. S. highway 281 to junction U. S. highway 10; thence 
in an easterly direction along U. S. highway 10 to North 
Dakota highway 9; thence in a southerly direction along North 
Dakota highway 9 to junction North Dakota highway 46; 
thence in an easterly direction along North Dakota highway 
46 to junction North Dakota highway 1; thence in a southerly 
direction along. North Dakota highway 1 to junction North 
Dakota highway 13; thence in a westerly direction along North 
Dakota highway 13 to point of beginning, except no service 
should be permitted from points on U. S. highway 10, to Moor- 
head, Minn., over irregular routes. 


INlinois (Chicago)—-MC 101343, Matthew S. Dzik, common 
carrier application. Joint board 21. Served May 29. Denial 
for want of prosecution proposed. General commodities, with 
exceptions, between points in Chicago, Ill., commercial zone, 
over irregular routes. 


Virginia (Bluefield)—-MC 101148, William E. Dale, com- 
mon carrier application. Joint board 245. Served May 29. 
Denial of application proposed. Household goods between points 
in Virginia and West Virginia, over irregular routes. The re- 
port said it appeared that the territory involved was presently 
being furnished ample transportation service of the character 
proposed. 

California (Keeler)—-MC 96396, A. G. Miller, common car- 
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rier application. Joint board 75. Served May 29. Certificate 
recommended. Mined ores, from points within 25 miles pro- 
Keeler, Calif., to Keeler, over irregular routes. Modified pro- 
cedure. Hearing on request. Exceptions, if any, must be filed 
within 30 days from date of service. 

North Dakota (Fargo)—-MC 96326, Paul Kreier and Eu- 
gene Kreier, co-parners, dba Paul Kreier Transfer, common 
carrier application. Joint board 24. Served May 29. Dismis- 
sal of application proposed at request of applicant. General 
commodities between Fargo, N. D., and Moorhead, Minn., and 
between points within Fargo and Moorhead and vicinities, over 
irregular routes. 

illinois (Chicago)—-MC 96221, George Peter Harris, com- 
mon carrier application. Joint board 21. Served May 29. De- 
nial of certificate proposed. General commodities, with ex- 
ceptions, between points in the Chicago, Ill., commercial zone, 
over irregular routes. 

New York (Delhi)—MC 96317, Joseph Rosa, common car- 
rier application. Examiner F. R. Benny. Served May 29. Cer- 
tificate proposed. fresh fruits and vegetables from Delhi, 
N. Y., and points within 10 miles thereof, to New York, N. Y., 
and Philadelphia, Pa., over specified regular routes with no 
service to intermediate points, and return, with no transporta- 
tion for compensation. 

New York (Liberty)—-MC 96262, John H. Edwards, com- 
mon carrier application. Examiner F. R. Benny. Served May 
29. Denial for want of prosecution proposed. Coal from Archi- 
bald, Pa., and points within 10 miles thereof, to Liberty, N. Y., 
and points within 10 miles thereof, over irregular routes. 

illinois (Chicago)—-MC 96172, Frank Gorny, common car- 
rier application. Joint board 21. Served May 29. Denial of 
certificate proposed. General commodities between points in 
the Chicago, Ill., commercial zone, over irregular routes. 

Maryland (Cumberland)—-MC 95863, Sub. No. 1, John M. 
Riley, extension—dump trucks. Examiner L. B. Dunn. Served 
May 29. Denial of certificate proposed. Road building ma- 
terials, in dump trucks only, between points within a radius of 
50 miles of Cumberland, Md., in Maryland, Pennsylvania and 
West Virginia, over irregular routes. 

Texas (San Angelo)—-MC 94195, Sub. No. 1, Fay Lawson, 
common carrier application. Joint board 77. Served May 29. 
Certificate recommended. Wool and mohair from San Angelo, 
Tex., and points in Tom Green, Irion, Reagan, Upton, Pecos, 
Crockett, Crane, Concho, Coke, Sterling, Classcock, Schleicher, 
Sutton, Val Verde, Terrell, Runnels, Brewster, Presidio, Ed- 
wards, Menard, Coleman, and Brown counties, Tex., to Houston, 
Tex., over irregular routes. Applicant sought authority, in addi- 
tion to wool and mohair, to transport live stock, feedstuffs, farm 
machinery, household goods and grain between various Texas 
points. The evidence revealed, said the report, that much of 
the movement contemplated would consist of the transportation 
of the commodities sought from actual ranch or farm locations 
to railroad shipping points, for subsequent movement by rail; 
and the movement of such commodities by applicant, from the 
railroad shipping points out to the actual ranch or farm loca- 
tions. The joint board recommended that the Commission find 
that the movements from and to the railroad shipping points 
were not movements in interstate commerce, but intrastate, 
and that no authority from it was necessary to authorize ap- 
plicant to engage in such transportation activities. 

South Dakota (Lemmon)—MC 89542, Sub. No. 1, Arthur J. 
Carr and Pete Pederson, co-partners, dba Dakota Transport, 
extension of operations. Joint board 300. Served May 29. 
Certificate proposed. Passengers and their baggage, and ex- 
press, mail, and newspapers in the same vehicle with passengers 
between Mandan and Bismarck, N. D., over U. S. highway 10. 

Wisconsin (Mt. Hope)—MC 70246, Sub. No. 1, William 
Koschkee and Orval Koschkee, common carrier application. 
Joint board 111. Served May 29. Denial of certificate pro- 
posed. Live stock between points in Grant and Iowa counties, 
Wis., on the one hand, and, on the other, points in Iowa on and 
east of U. S. highway 63, and in Iowa and Illinois on and north 
of U. S. highway 6, over irregular routes. 

Oregon (Madras)—-MC 77568, Sub. No. 1, Purl F. Lytle, 
extension of operations—Jefferson. Joint board 172. Served 
May 29. Certificate recommended. General commodities, with 
exceptions, between Madras, Ore., on the one hand, and, on the 
other, points in Jefferson county, Ore., except Warm Springs 
and points located on U. S. highway 97, over irregular routes. 
Exceptions, if any, must be filed within 25 days from date of 
service. 

Oregon (Portland)—MC 49201, W. G. Manning, dba Pacific 
Coast Forwarding Co., broker application. Joint board 172. 
Served May 29. Dismissal of application for a broker’s license 
proposed on motion of applicant. Applicant, dba Pacific Coast 
Forwarding Co., sought a license to arrange transportation of 
property in interstate or foreign commerce. Exceptions, if any, 
must be filed within 25 days from date of service. 





TRAFFIC WORLD 








Maryland (Frederick)—-MC 45986, Sub. No. 1, Roger A 
Etzler, extension—castings. Joint board 74. Served May 29, 
Denial of certificate proposed. Specified commodities between 
Frederick, Md., and Philadelphia, Pa., and between points jn 
Lancaster county, Pa., on the one hand, and Frederick county, 
Md., on the other. 

Texas (Dallas—MC 41432, Sub. No. 11, East Texas Motor 
Freight Lines, extension—Camp Joseph T. Robinson. Joint 
board 215. Served May 29. Certificate proposed. Generaj 
commodities, with exceptions, between North Little Rock, Ark, 
and the site of Camp Joseph T. Robinson, Ark., over a regular 
route. Modified procedure. Hearing on request. Exceptions, 
if any, must be filed within 30 days from date of service. 

Washington (Seattle)—-MC 40860, Sub. No. 2, W. A. Slater, 
dba Northwest Film Service, extension of operations—Washing.- 
ton. Joint board 80. Served May 29. Certificate recom. 
mended. Motion picture films, and supplies and equipment in- 
cidental to the operation of motion-picture theaters, newspapers, 
mail, express, and laundry, between Burke and Ritzville, Wash, 
over Washington highway 18, between Quincy and Spokane, 
Wash., over Washington highway 7, from Quincy to Davenport, 
Wash., thence over U. S. highway 10 to Spokane, and return 
over the same route, and between Omak and Oroville, Wash., 
over U. S. highway 97, serving all intermediate points on the 
specified routes. Exceptions, if any, must be filed within 25 
days from date of service. 

Georgia (Pulaski)—-MC 36220, Sub. No. 1, D. L. Foss, com- 
mon carrier application. Joint board 130. Served May 29, 
Certificate proposed. Agricultural commodities and live stock 
between Metter, Ga., and points within 50 miles thereof, on the 
one hand, and, on the other, points in the Carolinas, over irreg- 
ular routes. 

Alabama (Decatur)—-MC 75840, Sub. No. 6, Harry Lund 
Malone, dba Malone Freight Line, Lister extension Joint board 
100. Served May 31. Certificate recommended. General com- 
modities, with exceptions, between Sheffield, Ala., and site of 
Reynolds Aluminum Plant near Lister, Ala., over an unnum- 
bered county highway. 

Connecticut (West Haven)—-MC 68123, Lillian Bruneau, 
common carrier application. Examiner Herbert P. Haley. 
Served May 31. Certificate proposed. Continuance of opera- 
tions, scrap and waste materials, minimum 15,000 pounds, from 
points in Connecticut, Massachusetts, and Rhode Island to 
points in New York and New Jersey; of sugar, minimum 5,000 
pounds, from Brooklyn, N. Y., to New Haven, Stamford, Nor- 
walk, Middletown, and New Britain, Conn.; and of general 
commodities under arrangements with other common carriers 
lawfully operating in Connecticut, Massachusetts, New Jersey, 
New York, Rhode Island, on their bills of lading covering the 
entire movement, between points in those states. 

lowa (Alta)—MC 2247, Russell P. O’Bannon and R. A. 
Boatman, dba Rusco Transportation Co., common carrier ap- 
plication. Joint board 54. Served May 31. Certificate recom- 
mended. Continuance of operations, butter, eggs, and dressed 
poultry from points in specified counties in Iowa to Chicago, 
Ill., over irregular routes to Carroll, Ogden, or Boone, Ia., thence 
over regular routes to Chicago; and groceries and hardware 
from Chicago to the Iowa points specified, over the foregoing 
routes in the reverse direction. 

Kentucky (Madisonville)—MC 35397, Sub. No. 2, H. W 
Denton, extension—St. Louis, Mo. Joint board 135. Served 
June 4. Permit proposed. Fresh meats, packing house prod: 
ucts, butter, eggs, and cheese, from St. Louis, Mo., to Lawler, 
Ili., from St. Louis over bridges and ferries to East St. Louis, 
Ill., thence over Illinois highway 15 to Mt. Vernon, IIl., thence 
over Illinois highway 142 to Equality, Ill., and thence over 
Illinois highway 13 to Lawler, with no service at intermediate 
or off-route points, and returning with no transportation for 
compensation. 


THURSTON MOTOR PURCHASE 
Examiner C. R. Engelhart, in a proposed report in MC 
F-1389, D. J. Thurston, Jr., purchase, Capital Coast Express 
Co., Inc., served June 5, recommended that the Commission 
authorize purchase by the former, dba Thurston Motor Lines, 
of Wilson, N. C., of certain operating rights and property of 
the latter, of Raleigh, N. C. 


LOCOMOTIVE INSPECTION RULES 


The Commission has issued a notice to the public concernin? 
an application made by the Delaware & Hudson for a modifica- 
tion of the Commission’s Rule 23 (b) of its code for the inspection 
and testing of locomotives and tenders. The notice advises those 
interested to the extent of being hereon thereon to give notice 
of their desire, in writing, within 20 days of the date of the 
notice, May 27. The applicant desires to modify the rule so as t0 
= testing and inspection when flexible staybolts are t0 
be used. 
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June 7, 1941 


Class Rate Investigation 


Giving those directly interested as well as the public gen- 
erally suggestions for a radical revision of the class rate struc- 
ture throughout the country made with a view, probably, of 
enabling the railroads better to compete with motor carriers, 
formulated by C. G. Jensen, assistant to the director of its 
Bureau of Traffic, the Commission has announced the begin- 
ning of hearings in No. 28300, class rate investigation, 1939, 
No. 28310, Consolidated Freight Classification, at the Hotel 
Statler, St. Louis, Mo., July 10, at 10 a. m. 

The Jensen suggestions, a typewritten document of 131 
pages, plus an appendix showing the effect adoption of his 
suggestions would have on class rates, are part of a mass of 
statistical material placed before parties to the proceeding 
for their consideration prior to the hearing. 


None of the material, according to the notice issued by 
the Commission, has been considered by the Commission or a 
division thereof. Members of the staff that prepared it, says 
the notice, will be available for questions at the St. Louis 
hearing. ‘That hearing, says the notice, is “for the purpose 
of offering in evidence” the material mentioned, called studies, 
prepared by members of its staff, and that only. As named 
by the Commission, the studies, each, all paper bound volumes, 
are: 

Natural Resources of the Freight Rate Territories of the United 
States, by W. H. S. Stevens, Assistant Director, Bureau of Statistics. 

Cost of Performing Railroad Freight Service in the Various Rate 
Territories for 1939, including Cost Scales by Territories and Types 
of Equipment, by F. K. Edwards, Principal Economist (Transporta- 
tion Cost), Bureau of Statistics. 

Progression in Freight Rate Mileage Scales Prescribed by the Com- 
mission, by E. S. Hobbs, Statistical Analyst, Bureau of Statistics. 

Some Suggestions for Improvements in Railroad Class Rates, by 
Cc. G. Jensen, Assistant to Director, Bureau of Traffic. 


The thought that the Jensen proposal would enable the 
railroads to compete more readily with motor carriers is based 
on the fact that the initial block or terminal charge would be 
2 cents a hundred. Jensen admits that would be a help for 
forwarders, but he thinks they can be controlled. 


Jensen’s suggestions as to class rates in substance are that 
first-class rates throughout the country be constructed by the 
addition of line-haul elements to a terminal element; that 
the terminal element be 25 cents a 100 pounds everywhere; 
and that territorial variations in level should exist in the line- 
haul elements only. The lowest level, he believes, should ob- 
tain in central territory, but he suggests that the boundary 
between central and trunk line territory be moved westward 
to coincide approximately with a line drawn from Cleveland, 
0., to Huntington, W. Va. Within trunk line territory and 
New England he would make the rates 5 per cent higher than 
in central territory. 

He proposes also a division of southern territory, north and 
south of a line drawn from Halls, Tenn., through Nashville, 
Bristol, Va.-Tenn., Winston-Salem and Raleigh, N. C., to Wash- 
ington, N. C., on the seaboard, with the rates in the northern 
section 10 per cent higher and those in the southern section 
20 per cent higher than in central territory. He believes that 
the four class-rate zones in western trunk line territory and 
the southwest should be retained, with the first-class rates 
made 10, 20, 30 and 40 per cent higher, respectively, than in 
central territory. He recommends that the first-class rates 
in mountain-Pacific territory be also made 40 per cent higher 
than in central territory, except in the states of Washington 
and Oregon, where he suggests a basis 20 per cent higher than 
central territory, and in a section of California along the coast 
where he believes they should be only 10 per cent higher. 


His proposed basis of rates for central territory, for first — 


class only, is a terminal factor of 25 cents, plus a line-haul ele- 
ment of 17.8 cents by hundred miles for distances up to 500 
miles and 13.5 cents a 100 miles beyond 500 miles. 

As to classification, his suggestion is that the railroads, 
given the first-class rates he proposes as a base, revise their 
classifications upwards so as to preserve substantially their 
present revenues from class traffic. He expresses the view 
that the present class rates in the south and west exceed those 
in the east by greater percentages than the percentages of 
difference in the actual rate levels, and that this necessitates 
the maintenance of lower classifications in the south and west 
than in the east. These differences in classifications, he be- 
lieves, make the establishment of reasonable interterritorial 
Class rates practically impossible. His thought is that if the 
levels of the first class rates in the several rate territories 
are brought closer together and the classifications are revised 
as he suggests, the result will be a closer approach to uni- 
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formity of classification than has heretofore been possible, and 
the problem of interterritorial class rates will be mucl: 
simplified. 


Live Stock Pick-Up 


The National Live Stock Marketing Association, in excep- 
tions to the proposed report of Examiner Disque on further 
hearing in No. 28216, pick-up of live stock in Illinois, Iowa and 
Wisconsin, says that approval of pick-up service for live stock 
in rail transportation “would give practical effect to the na- 
tional transportation policy expressed by Congress and accord 
the live stock industry equality of treatment in transportation 
services” to which it is rightly entitled. The brief, signed by Lee 
J. Quasey, commerce counsel for the association, was mailed 
to the Commission, June 3. 

Specifically, it takes exceptions to those parts of Examiner 
Disque’s proposal that say that the Commission should find that 
live stock pick-up services do not constitute railroad services 
within the meaning of the act, and that the ten-mile area 
within which it is proposed to perform the services does not con- 
stitute a terminal area within the meaning of the act. The 
association’s exceptions assert that the act does not define the 
limits of a terminal area, but that it leaves such determination 
to the Commission. If live stock is to receive equality of treat- 
ment with other freight in pick-up services, the area must per- 
force be defined broadly enough to include farms adjacent to 
the community where the rail transportation is to begin, it 
asserts. It cites Section 202(c) of the act in support of its 
contention that the pick-up services proposed are not amenable 
to regulation under Part II of the act but constitute a part of 
the through transportation by rail covered by Part I. 

“The Commission has approved pick-up service in con- 
nection with other commodities; it has recently given approval 
to multiple car or quantity rates,” say the exceptions. “These 
things were done in recognition of changed conditions and the 
trend of modern times. They make for progress. Similarly in 
this case, we believe, the Commission should take a more 
liberal view of the matter than it did on the first hearing and 
than the examiner recommends on further hearing.” 

The brief of exceptions asks for oral argument. 

The Secretary of Agriculture, in exceptions to the proposed 
report of Examiner Disque in No. 28216, pick-up of live stock 
in Illinois, Iowa and Wisconsin, asked the Commission to find 
that the examiner’s proposal would effect a needless and bur- 
densome discrimination against the producers of live stock; 
that the proposal would vitiate the pragmatic discretion of the 
administrative process which the Commission was created to 
employ, and would discourage the utilization of a flexible co- 
ordinated transportation system in the period of national emer- 
gency. Oral argument was requested by the secretary. 


COMMISSION ORDERS 
No. 28381, Houston Chamber of Commerce vs. A. T. & S. F. et al. 
Consolidated Steel Corporation of Texas permitted to intervene. 
Finance No. 13046, Raleigh & Charleston receiver’s abandonment. 


Effective date of certificate issued April 21 extended for 20 days. 


MC 67234, United Van Lines, Inc., common carrier application. 
Independent Movers & Warehousemen’s Association, Inc., permitted to 
intervene. 

Ex Parte MC 21, central territory motor carrier rates. Effective 
date of order of August 3, 1938, as postponed by subsequent orders, 
further postponed to July 31 insofar as it prescribes the following: 
Rates on alcoholic liquors, minimum 15,000 and 20,000 pounds, from 
Lawrenceburg, Ind., to Canton, Cincinnati, Cleveland, Columbus and 
Toledo, O., and Detroit, Mich. 

McC 59254, Checker Transportation and Storage Co., Inc., common 
carrier application. Order of January 31, which by its terms, as there- 
after modified, denies application, effective June 3, only in so far as it 
denies applicant authority to continue operations as a common carrier 
by motor vehicle, of general commodities from Columbia, S. C., to all 
points in South Carolina, and from Greenville, S. C., to points in 
Pickens, Anderson, Greenville, Spartanburg, Laurens, Abbeville, Cher- 
okee, Union, Greenwood, McCormick and Oconee counties, S. C., further 
modified to become effective, solely with respect to hereinbefore de- 
scribed operations, July 15. 

MC 74791 (has been transferred to MC 52772 Sub. No. 1), Lincoln 
Trails System, Inc., extension of operations to Pittsburg. Denial and 
cease and desist order of April 4 modified to become effective July 15 
instead of June 5. 

MC 93384, Benjamin E. Grove, common carrier application. Denial 
order of December 9, 1940, further modified to become effective July 8 
instead of June 6. 

No. 28647, D. A. Stickel & Sons, Inc., vs. Alton et al. Merchants 
Exchange of St. Louis, Mo., permitted to intervene, 

No. 28659, Board of Trade of Kansas City, Mo., vs. A. T. & S. F. 
et al. Merchants Exchange of St. Louis, Mo., permitted to intervene. 

MC 30532, New York & New Brunswick Auto Express Co., Ine., 
common carrier application; and MC 60169, Freedman Motor Service, 
Inc., contract carrier application. Time for complying with conditions 
set forth in report and order of June 11, 1940, extended to December 
1, 1941. 


Ex Parte MC 23, midwestern motor carrier rates. Orders of 
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January 2 and April 15 vacated and set aside to extent minimum rates 
were prescribed on dairy products and related commodities, viz.: 
Butter, butterine, butter grease, eggs, dressed poultry, oleomargarine 
and rabbits (other than live). 

No. 28407, Animal Trap Co. of America vs. Erie et al. Petition 
by defendants for reopening and reconsideration by entire Commis- 
sion on record as made denied. 

MC 373, Charles M. Leith, common carrier application; and MC 
65297, William Dewey Lovie, common carrier application. Order of 
January 8, which by its terms, as thereafter modified, denies applica- 
tion in MC 65297 effective June 12, further modified to extent that 
such denial of application in MC 65297 made effective July 5. 

MC 19187, Adam C. Leibensperger, common carrier application. 
Denial order of March 29 modified to become effective August 9 in- 
stead of June 2. 

MC 22310, Freer Motor Transfer Co., common carrier application. 
Matter reopened for further hearing at time and place to be fixed. 
Order of November 25, 1940, which by its terms denies application, 
vacated and set aside. 

MC 29886, Schrader Transportation Co., Inc., common carrier ap- 
plication; MC 29886, Sub. No. 1, Same, extension; and MC 94459, Sub. 
No. 1, Clarence F. Shelper, extension. Denial order of March 27 modi- 
fied to become effective August 9 instead of May 29. 

MC 31537, Sub. No. 1, Fines B. Hudson, extension, Alabama and 
other states. California Van & Storage Association permitted to in- 
tervene. In all other respects, petition filed by California Van & Stor- 
age Association for leave to intervene and for further hearing denied. 
Petition filed by Western States Household Goods Carriers’ Bureau for 
further hearing denied. 

MC 37473, Detroit-Pittsburgh Motor Freight, Inc., common car- 
rier application; MC 37473, Sub. No. 1, Same, extension of operations, 
Michigan; and MC 37473, Sub. No. 2, Same, extension of operations, 
Michigan et al. Denial order of January 10 further modified to become 
effective July 5 instead of June 12. 

MC 93869, Arthur T. Bethards, common carrier application. Matter 
reopened for further hearing at time and place to be fixed. 

1. & S. M-1316, wool tops between Massachusetts, Rhode Island 
and the Philadelphia area. Respondents’ petition to vacate suspension 
order and institute general investigation herein denied. 

MC 104 Sub. No. 1, J. A. Pittman, Montgomery extension (now 
MC 52692 Sub. No. 5, Transportation, Inc., Montgomery extension); 
MC 15660 Sub. No. 4, M. & A. Motor Freight Lines, Inc., Pensacola 
extension; and MC 6554 Sub. No. 1, Dixie Freight Lines, Inc., Mobile 


extension. Petition of applicant in MC 6554 Sub. No. 1 for reconsidera- 
tion denied. 


MC 1632, Chas. C. Rosen, common carrier application. Denial order 
of April 15 modified to become effective August 9, instead of June 21. 

MC 3076, Karn’s Transfer, Inc., common carrier application. Ap- 
plicant’s petition for reconsideration denied. 


MC 2651, Motor Haulaway Co., contract carrier application; and 
MC 31340, Motor Transit Co., common carrier application. Petition of 
applicant in MC 2651 for reconsideration, and supplementary petition 
of applicant in MC 31340 for further postponement of denial order 
denied. 

MC 4920, R. R. Wallace, common carrier application; and MC 4920 
Sub. No. 1, Same, extension of operations, Mississippi. Applicant’s 
petition for reconsideration, rehearing and/or stay order denied. 

MC 8965, Lawrence A. Wise, Jr., common carrier application. 
Applicant’s petition for reconsideration denied. 


MC 20779, Louis C. Dearman, common carrier application. Appli- 
cant’s petition for reconsideration denied. 

MC 30378, Associated Transports, Inc., common carrier application. 
Applicant’s petitions for further consideration and extension of effec- 
tive date of order and for leave to amend ‘‘grandfather’’ application 
and for further hearing dismissed. 


MC 31653, Andrews & Pierce, Inc., contract carrier application. Ap- 
plicant’s petition for reconsideration denied. 


MC 33089, Elmira Transportation Lines, Inc., common carrier ap- 
plication; and MC 68637, Same, broker application. Applicant’s peti- 
tion for further hearing denied. 

MC 35840, Arrow Motor Transit, common carrier application. Peti- 
tion filed by protestants, O. I. M. Transit Corporation, Days’ Transfer, 
Inc., and Norwalk Truck Lines, for reconsideration denied. 


MC 37473, Detroit-Pittsburgh Motor Freight, Inc., common car- 
rier application; MC 37473 Sub. No. 1, Same, extension of operations, 
Michigan; and MC 37473 Sub. No. 2, Same, extension of operations, 
Michigan et al. Applicant’s petition for reconsideration and for vaca- 
tion or postponement of denial order denied. 

MC 43164, Hugh Breeding Transport, Inc., common carrier ap- 
plication; and MC 43164, Hugh Breeding, extension of operations, 
New Mexico. Denial order of January 6 further modified to become 
effective July 10 instead of June 12. 

MC 43599, Charles A. Rick, common carrier application. Applicant's 
petition for reconsideration denied. 

MC 48645 Sub. No. 6, Indiana Railroad, extension, Fort Wayne via 
Muncie. Petition filed by protestants, Keeshin Motor Express, Inc., and 
others, for reconsideration and oral argument denied. 

MC 59006, H. E. Bellomy and T. U. Bellomy, common carrier ap- 
plication. Applicant’s petition for rehearing, reconsideration and/or 
Stay order dismissed. 

MC 59856 Sub. No. 3, Salt Creek Freightways, extension, Glenrock. 
Order of March 29, in so far as it reopened matter for formal hearing, 
vacated and set aside. 

MC 95220, Henry W. Taylor, common carrier application, 
cant’s petition for reconsideration denied. 

MC 96000, Arthur H. Brelsford, common carrier application. Peti- 
tion filed by protestant, Public Service Interstate Transportation Co., 
for reconsideration and oral argument denied. 

MC 100448, Daniel Morgan Gossett, contract carrier application. 
Petitions filed by Gummed Products Co. and Brown Bridge -Mills, Inc., 


Appli- 
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for leave to intervene denied. Applicant’s petition for reconsiderati:.» 
denied. 


No. 28633, Jeffreys-Myers Manufacturing Co. vs. Southern et 
Traffic Bureau, Lynchburg Chamber of Commerce, permitted to ini: 
vene, 

Ex Parte MC 23, midwestern motor carrier rates. Procec:ing 
reopened for further hearing with respect to rates between points 
within scope of investigation between which rates were not presc: ibeq 
by order heretofore entered on January 2. Proceeding assigne* for 
such further hearing on July 1, at 9 o’clock a. m., Standard time, at 
Hotel Pickwick, Kansas City, Mo., before Examiner M. T. Corcoran. 

No. 28476, Thorton Quarries Corporation vs. Chicago & Eastern 
Illinois et al. By Commissioner Alldredge. This proceeding, handled 
under shortened procedure, assigned for further hearing to develop 
additional desired information. Responses may be filed on or hefore 
June ‘14 and rebuttal on or before June 24. 


Northwest Pacific Oil Fight 


“That the proposed rates will destroy the water carriers, 
we think, there can be no doubt,” says a brief on behalf of the 
Inland Empire Waterways Association, Inland Navigation Co., 
Shaver Forwarding Co. and the Tidewater Transportation Co. 
in No. 28609, Asbury Transportation Co. vs. Union Pacific and 
I. and S. No. 4846, petroleum—Portland to Washington and 
Oregon. 

These cases are sequels to the Commission’s decision in I. 
and S. No. 4614, petroleum between Washington, Oregon, Idaho 
and Montana, 234 I. C. C. 609 (see Traffic World, Oct. 7, 1939, 
p. 734). In that case the Commission sought to end brass- 
knuckle and eye-gouging among railroads, Columbia River 
water carriers, common, contract and private motor carriers in 
one group, and petroleum refiners in California and northern 
Montana for the markets in the Pacific northwest. 

This proceeding arose from the suspension, by the Com- 
mission, of reduced rates on petroleum: products by the rail- 
roads from Portland, Ore., to Washington and Oregon points. 
That filing of proposed reduced rates was attributed to the fact 
that lower intrastate rates within Oregon were applicable over 
the Union Pacific. The formal case was brought by the Asbury 
company, a motor carrier, under section 13. It seeks an order 
from the Commission requiring an increase in the rate with 
what is known as 16-C territory. 

The water carriers, their brief asserted, had lost business 
to the rails where the rates were the same or the rail rate was 
lower. It asserted that the water carriers must have a differen- 
tial under the rail rates, calling attention to the fact that in the 
sugar cases of 1933 the Commission recognized a differential of 
5 cents a hundred pounds in favor of the barge line on the 
Mississippi River between New Orleans and Memphis. 

The Asbury Transportation Co. submitted that the rates 
proposed in I. and S. No. 4846 should be found to have not been 
justified. It asked that the 16-C intrastate rates involved in 
the thirteenth section case be found to cause an undue and un- 
reasonable advantage, preference or prejudice between persons 
and localities and unjust discrimination against interstate 
commerce. 

The rail carriers submitted that the suspended rates had 
been fully justified; that they were no lower than necessary 
to meet the competition of the river-truck route; and that the 
Commission should permit the railroads to compete on a basis 
somewhere near that equal to the cost of river-truck movement. 

The Pacific Inland Tariff Bureau, Inc., and others, motor 
protestants and complainants, in their brief contend that the 
railroads have not justified the proposed rates and that those 
rates, if permitted to become effective, would diminish revenue. 

Inland Refineries, Inc., an oil refiner at Spokane said the 
Commission should find the rates on gasoline from Spokane to 
points in 16-C territory east of and including Hermiston, Ore., 
served by the main line of the Union Pacific, including points 
on the Pilot Rock and Joseph branches, should be no higher than 
those contemporaneously maintained from Portland, and that 
to the other destinations the rates from Spokane should not 
exceed rates which bore approximately the same percentage re- 
lationships to the so-called 23508 refined scale as did the con- 
temporaneous rates from Portland. It said that in the event 
the Commission could not so find it should recommend to the 
carriers that they maintain such a relationship in the future. 


MOTOR FINANCE CASES 


Report and order in No. MC F-1445, Consolidated Freightways, Inc. 
—issuance of stock, embracing No. MC F-1497, Consolidated Freight 
ways, Inc.—issuance of note, authorizing, subject to conditions, issu 
ance by Consolidated Freightways, Inc., of (a) 7,383 shares of 6 per 
cent cumulative dividend first preferred stock, par value $100 each, 
1,000 shares of 6 per cent cumulative dividend employes’ preference 
stock, par value $100 each, and 15,000 shares of common stock without 
par value, and (b) its unsecured promissory note in face amount of 
$600,000, to reclassify outstanding capital stock and for other cor 
porate purposes. 
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June 7, 1941 


Fine Coal to Twin Cities 


A loss on fine coal from southern Illinois, Indiana and 
western Kentucky to the Twin Cities to the government’s 
barge line on the Mississippi River and a gain in their net by 
the railroads, in the view of the Inland Waterways Corpora- 
tion, would not be in the public interest nor consistent with 
the national transportation policy declared in the transportation 
act of 1940. That thought is expressed by the government 
corporation in a brief in I. and S. No. 4840, fine coal, Illinois, 
Indiana and Kentucky to Twin Cities and fourth section ap- 
plication No. 18676, rates on bituminous fine coal, carloads, 
from the origin districts to the destinations mentioned. 

The railroads, in an effort to compete with barge lines on 
the upper Mississippi, as they said, proposed to reduce rates on 
the sort of coal mentioned. The government barge line said 
that if the reduced rates, with fourth section relief attached 
were granted, the coal diverted to the Illinois Central-Min- 
neapolis & St. Louis route, would result in a net gain in the net 
operating revenue of $82,201. The barge line said the exhibit 
to prove that was in error because it failed to take into con- 
sideration losses in switching revenue and per diem payments 
which would result from the diversion of coal from the rail- 
barge to the all-rail route. It said that if the Commission were 
to authorize rates not less than $3.20, as in fourth section 
application No. 18497, the rail carriers might possibly obtain 
a trifling increase in their net operating revenue. In so doing, 
however, the government barge line said, they would be taking 
traffic from the government line which was more profitable 
than the average of the other traffic handled by it on the upper 
Mississippi, and the government line would suffer a loss far 
exceeding any possible gain to the rail lines. 

In behalf of upper lake coal dock interests, the Western 
Pennsylvania Coal Traffic Bureau said the Commission should 
find that the proposed rates would result in undue prejudice 
to the docks and undue preference to the mid-western mines, 
and condemned them on that account. It said that should the 
Commission permit the proposed rates to become effective, that 
should be done only by the contemporaneous issue of orders 
requiring carriers to avoid undue prejudice of the docks and 
contemporaneously to publish relatively reasonable rates from 
the docks. 

Also opposing the proposed reduced rates, eastern railroads, 
said the Commission should find the suspended rates unreason- 
ably low, lower than necessary to meet rail-barge-rail com- 
petition, and that the rates would be unduly prejudicial to 
eastern all-rail shippers and lake dock shippers and unduly 
preferential of Illinois, Indiana and Kentucky shippers. 

The Fifth and Ninth Districts Coal Traffic Bureau sub- 
mitted that, to enable the railroads to recover any of the 
movement of fine coal from the Belleville, Ill., district mines, 
the rail rate must be no greater than that applicable via the 
barge lines to East St. Louis and Alton, Ill. They suggested 
rates of $2.85, $2.75 and $2.60 a ton from the southern Illinois, 
Belleville and DuQuoin groups. 

The Maher Coal Bureau, representing Lake Superior dock 
operators, asks the Commission to deny fourth section relief 
and condemns the tariff filed in I. and S. 4840. It said that if the 
Commission decided to grant fourth section relief it should not 
permit a rate lower than $3.20 a net ton in any event. 

The Coal Trade Association of Indiana, urging that it was 
necessary to the very existence of the country that the rail- 
roads be maintained. said that it was clear that the railroads 
were in danger if they were not permitted to compete with 
water carriers when in so doing they could earn a profit above 
the out of pocket costs. 

The Property Owners Committee, opposing the establish- 
ment of reduced rates and the grant of fourth section relief. 
referred to the justification, ‘to meet water competition” urged 
by the railroads, as a mere subterfuge. The committee said it 
was absurd to believe that the government barge line would 
permit the railroads to take the traffic. The committee sug- 
gested that the real purpose of the railroads was to take busi- 
ness from the Lake Superior docks and not from coal plants 
on the Mississippi river. 

The Northern Illinois Coal Trade Association and Middle 
States Fuels. Inc., asked that in the event the Commission 
found reductions were necessary from southern Illinois. Du- 
Quoin and Belleville districts to meet barge competition, similar 
reductions be made from the Fulton-Peoria and northern Illi- 
nois districts to the Twin Cities. 

The Illinois Coal Traffic Bureau requested the Commission 
to deny the fourth section application so far as it sought author- 
ity to establish the proposed rates from groups from which no 
rail-barge competition had been shown to exist, to refuse author- 
ity or permit the establishment of rates from the Belleville 
group which would be lower than those authorized from the 
southern Illinois group, and to require the suspended tariff to 
be canceled without prejudice to the filing of new schedules in 

conformity with those requests. 
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The railroads proposing the reduced rates, with fourth sec- 
tion relief attached, in their brief contend the rates they have 
proposed are not lower than necessary to meet the barge line 
competition, that they are compensatory, and will produce a net 
increase in the revenue over that some of them receive for the 
movement of coal from the mines for the short distances to 
the ports of transshipment at Alton and St. Louis. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 13228, Pennsylvania Railroad Co. 
abandonment, permitting abandonment by the Pennsylvania Railroad 
Co. of a branch line of railroad in Clearfield County, Pa. Approved. 

Report, certificate and order in F. D. No. 13209, Burlingtun-Rock 
Island Railroad Co. abandonment of operation, etc. 

1. Permitting abandonment by the Burlington-Rock Island Rail- 
road Co. of operation, under trackage rights, over lines of the Texas 
& New Orleans Railroad Co., Galveston, Harrisburg & Antonio Rail- 
way Co., and Southern Pacific Terminal Co. between Houston and 
Galveston, in Harris and Galveston counties, Tex. 

2. Approving and authorizing operation by the Burlington-Rock 
Island Railroad Co., under trackage rights, over the line of the Gulf, 
Colorado & Santa Fe Railway Co. between Houston and Galveston, Tex. 
Approved. 


Report and order in F. D. No. 13283, Missouri Pacific Railroad Co. 
trustee’s equipment trust certificates, granting authority to assume ob- 
ligation and liability in respect of not exceeding $2,895,000 of Missouri 
Pacific Railroad equipment-trust certificates, series EE, to be issued 
by J. P. Morgan & Co., Inc., as trustee, and sold at 101.069 and ac- 
crued dividends in connection with the procurement of certain equip- 
ment. Approved. 


Supplemental Order in F. D. No. 12340, Texas & Pacific Railway 
Co. bonds, extending to June 30, 1943, the time in which the Texas 
& Pacific Railway Company may pledge and repledge $10,000,000 of 
general and refunding mortgage 5 per cent bonds, series D, as col- 
lateral security for short-term notes. Approved. 


FINANCE APPLICATIONS 

MC F-1557. Pacific Freight Lines, Los Angeles, Calif., asks author- 
ity to issue promissory notes in the amount of $100,000, for purchase of 
heavy trucking equipment and supplies and to provide working capital. 
Applicant says it is difficult to obtain delivery of new heavy trucking 
equipment, that it seems advisable to buy used equipment wherever 
possible so as to obtain sufficient rolling stock to move its traffic, but 
that such used equipment purchases cannot as a rule be made on a 
conditional sales contract basis. It adds that it has a monthly payroll 
of approximately $115,000. Appli¢ant says, further, that refusal of the 
Commission in MC F-1382 to authorize extension of its previously 
granted authority to issue up to $100,000 in promissory notes, except 
to the extent of $50,000 for taxes, has seriously handicapped the ap- 
plicant, and that applicant must continue to expand its facilities to 
take care of substantially increased business. 


Finance No. 13313. Charles City Western Railway Co. asks author- 
ity to issue and deliver to the City National Bank & Trust Co. of Chi- 
cago its 3 per cent serial note for $80,000, the proceeds of which are to 
be used to pay at or before maturity on July 1, 1941, an unpaid bal- 
ance of $80,000 due on a $140,000 note originally issued to the RFC; 
issue and deliver to the First Security Bank & Trust Co. of Charles 
City, Ia., its promissory note for $20,000, the proceeds to be used to pay 
at maturity of such of its outstanding first mortgage 6 per cent bonds; 
to extend to July 1, 1951, the maturity of $350,000 of its first mortgage 
6 per cent bonds and reduce the interest rate to 4 per cent per annum; 
and to pledge $200,000 of its first mortgage bonds as collateral security 
for the $80,000 note, and up to $50,000 of its first mortgage bonds as 
collateral security for its $20,000 promissory note. 


Finance No. 13314. Oregon Short Line and Northern Pacific, lessee, 
asks authority to abandon and remove the 1.45 mile single track on 
Butte Hill, in Silver Bow county, Mont., together with appurtenant sid- 
ings and connecting tracks. The track, built in 1884 to serve mines on 
Butte Hill, serves no useful purpose, says the application, adding that 
there were no industries on the track and the only mine located thereon 
was served by the Butte, Anaconda & Pacific Railway Co. 

Finance No. 13315. North Carolina Railway Co. asks authority to 
issue 10-year notes not to exceed $200,000, to be, in turn, loaned to the 
Atlantic & East Carolina to be expended in installing needed cross-ties 
in the roadbed. 


Finance No. 13316. Southern Pacific Co. asks authority to issue, 
sell and guarantee, $14,625,000 of series R equipment trust certificates 
to finance the purchase of new equipment, estimated to cost $18,281,250. 
The equipment is to consist of 40 oil burning locomotives with 22,000 
gallon rectangular tenders; 10 semi-streamlined oil burning locomotives 
with 23,500 gallon rectangular tenders; 2,500 steel-sheathed, wood- 
lined box cars, and 50 tight bottom gondola cars. The certificates are 
to mature $975,000 on June 1 of each year from June 1, 1942, to June 
1, 1956, inclusive, and bear dividends at 2%, per cent per annum paya- 
ble on June 1 and December 1 in each year. The road said it was pro- 
posed to sell the certificates for 99.568 per cent to the First Boston 
Corporation. 

MC F-1558. Merchants Fast Motor Lines, Inc., Fort Worth, Tex., 
asks authority to purchase operating rights and property of Marvin 
Couey, dba Western Motor Lines. 

MC F-1559. B. F. Walker, Inc., Fort Worth, Tex., asks authority 
to purchase operating rights and property of H. E. Blue, of Wewoka, 
Okla. 

MC F-1560. K. & K. Motor Transportation, Inc., Toledo, O., asks 
authority to acquire control of Chicago & Southeastern Trucking Co., 
Chicago, Ill., through ownership of capital stock. 

MC F-1561. Queen City Coach Co., Charlotte, N. C., asks authority 
to purchase operating rights of the Florence-Bamberg Bus Co., Inc., 
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Cheraw, S. C., between Florence, S. C., and Allendale, S. C., for $3,000. 
The application says that applicant presently has authority to operate 
as a common carrier of passengers, baggage, mail, express and news 
papers in the Carolinas and Tennessee and that vendor conducts similar 
operations in South Carolina, 

Finance No. 13230, amended. The Moosic Mountain & Carbondale 
Railroad Co. asks authority to purchase the Wilkes-Barre & Eastern 
Railroad between Suscon and Plains, Pa., for $41,000 instead of $35,000, 
the latter being the proposed purchase price set out in the original 
application. The amended application states that at a hearing in federal 
court at Harrisburg, Pa., on the petition of Joseph P. Jennings, trus- 
tee of the Wilkes-Barre & Eastern, for authority to sell the aforesaid 
section of railroad, the Associated Metals & Minerals Corporation, of 
New York City, offered $40,000 for that section. Applicant adds that 
on consideration of the present value of the salvageable materials, the 
traffic value of the line, etc., the Erie trustees, who ask authority in 
this same application to operate the line, concluded that $41,000 was 
not in excess of a fair and reasonable price for the property involved 
and accordingly offered that sum, which was the “highest and best’’ 
bid submitted. 

MC F-1233, amended. T. E. Mercer Teaming & Trucking Con- 
tractor asks the Commission to authorize substitution of it, a partner- 
ship of T. E. Mercer and G. E. Mercer, as applicant in lieu of T. E. 
Mercer individually, in the application of the latter for authority to 
purchase operating rights of the Reich Bros., in the state of Missis- 
sippi. 

MC F-1562. H. Hills Wythe, William G. Wahl and Rudolph E. 
Hoerler, partnership dba Security Truck Line, San Jose, Calif., ask 
authority to purchase operating rights and property of Gabriel A., 
Joseph A., and Bruno T. Bisceglia, partnership dba B-Line Transport 
Co., San Jose, Calif., for $24,000, and to merge such rights and 
property with those presently owned by applicants. The application 
shows that the vendors hold authority to operate as a common carrier 
of alcoholic liquors and other specified commodities between points 
in designated sections of California. 

MC F-1563. Fox & Ginn, Inc., Bangor, Me., asks authority to 
purchase operating rights of Charles Starbird, Dexter, Me., for 
$5,500, and subsequently to consolidate those operations with its own. 
The application says that vendor’s operations cover generally the 
territory from Bangor and Brewer, Me., to Garland, Dexter, Sanger- 
ville, Guilford, Parkman and other Maine points, and that applicant 
is presently duplicating the route of vendor. 

MC F-1564. Denco Bus Lines, Inc., Ada, Okla., asks authority to 
lease, for a period of five years, operating rights of Oklahoma Trans- 
portation Co., Oklahoma City, Okla., as a common carrier of pas- 
sengers, express, mail and newspapers between Sulphur, Okla., and 
Davis, Okla. 

Finance No. 10020. J. C. Floyd, Meridian, Miss., asks the Com- 
mission to ratify his appointment by the federal court for the southern 
Mississippi district, eastern division, as one of two trustees of the 
Meridian & Bigbee River Railway Co., debtor, the appointment hav- 
ing been made following the death, on April 16, 1941, of the former 
trustee, W. E. Hopkins. Applicant said he had acted as counsel for Mr. 
Hopkins. 


Finance No. 13318. Chicago Union Station Co., Chicago, Burling- 
ton & Quincy Railroad Co., Henry A. Scandrett, Walter J. Cummings 
and George I. Haight, trustees of the property of the Chicago, Mil- 
waukee, St. Paul & Pacific Railroad Co.; The Pittsburgh, Cincinnati, 
Chicago & St. Louis Railroad Co. and the Pennsylvania Railroad Co. 
ask the Commission to authorize the Chicago Union Station Co. . to 
issue and sell guaranteed serial bonds in the principal amount of 
$6,860,000, to provide funds for the retirement of $6,860,000 of 3% 
per cent guaranteed bonds dated Sept. 1, 1936, maturing Sept. 1, 1951. 
Applicants also ask authority to guarantee jointly and severally, by 
endorsement, the payment of principal and interest of the bonds pro- 
posed to be issued. The application says the ultimate object is to 
effect a saving of interest and a more rapid reduction in amount of 
outstanding debt of Chicago Union Station Co. The next saving result- 
ing from the proposed refunding operation will be set out in an 
amended application of the Chicago Union Station Co., says the 
application. 


Finance No. 13319. The Texas & Pacific Railway Co. asks authority 
to abandon operations over and to dismantle a portion of its Eunice 
Branch line in Louisiana, extending approximately 15 miles from 
Ville Platte, in Evangeline parish, to Eunice, in St. Landry parish, 
La. Applicant says that the line is being operated at a loss and that 
there is no prospect of increased revenue in the future. 

Finance No. 13320. Texas, Oklahoma & Eastern Railroad Co. asks 
authority for issuance by it of 200,000 new shares of common stock 
of the par value of $1 a share, for the purpose of ‘‘rectifying an error 
or omission which apparently occurred some twenty years ago.’’ Ap- 
plicant says its original capital was $200,000, divided into 2,000 shares 
of par value of $100 a share, that the par value was reduced in 1921 
to $1 a share, and that it is proposed to exchange 198,705 shares of 
the new stock for the same number of shares of old stock now out- 
standing and substitute 1,295 shares of new stock for that number 
of old shares now in applicant’s treasury. 

MC F-1565. Joseph Robertson, of San Francisco, Cal., in control 
of the stock of Robertson Drayage Co., Inc., which in turn is in control 
of Highway Transport, Inc., asks authority to acquire control of the 
A-B-C Transfer & Storage Co., Inc., also of San Francisco, through 
ownership of capital stock. 

MC F-1566. Robertson Drayage Co., Inc., of San Francisco, Cal., 
asks authority to acquire and/or retain control of Highway Trans- 
port, Inc., through ownership of 334 shares of capital stock of High- 
way Transport, Inc., also of San Francisco, now owned and held by 
it. 

MC F-1567. United Transports, Inc., of Oklahoma City, Okla., 
asks authority to purchase a portion of the operations of S & C Trans- 
port Co., of Pontiac, Mich. 

MC F-1568. Commercial Carriers, Inc., of Pontiac, Mich., and 
S & C Transport Co., also of Pontiac, ask authority to merge the 
properties of the latter into the former, except certain operating 
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rights of the S. & C. contracted to be transferred to United Transports, 
Inc. 


PETITIONS FOR REHEARING, ETC. 


Ex Parte MC 20, trunk line territory motor carrier rates. Metro- 
politan Motor Carriers Conference, Inc., asks Commission to modily 
its orders to extent of permitting publication of following proposed 
rate: Commodity—steel tubing, made from skelt iron or steel, ingots, 
billets or disks, packed in bundles, of 2,000 pounds a bundle, or 
shipped loose in ten foot sections, 174 pounds to a piece, from Newark, 
N. J., and Wallington, N. J., to Philadelphia, Pa., 18 cents a 100 
pounds, truckload minimum weight 23,000 pounds. 

No. 27137, National Sugar Refining Co. of New Jersey vs. A. & R. 
et al. National Sugar Refining Co. asks Commission to set aside 
its order of May 6, excluding proceeding from its order of November 
15, 1940. 

MC F-1446, B. & E. Transportation Co., Inc., purchase, Merchants 
Transportation, Inc, B. & E. Transportation Co., Inc., asks Commis- 
sion (1) to amend its decision to extent that B. & E. Transportation 
Co., Inc., will not be expected to preserve separate nature of its 
regular and irregular route operations following purchase of Merchants 
Transportation, Inc.; (2) that matter be referred to entire Commission 
for reconsideration, 

MC F-1535, Merchants Fast Motor Lines, Inc., purchase, Dalby 
Motor Freight Lines, Inc., and A. R. Dalby and J. A. Fadell, dba 
Dalby & Fadell. Merchants Fast Motor Lines, Inc., asks temporary 
authority for a period not exceeding 180 days to lease or contract to 
operate motor carrier properties of Dalby Motor Freight Lines, Inc., 
and A. R. Dalby and J. A. Fadell, dba Dalby & Fadell. 

1. & S. M-822 and MC C-148, scrip books, exchange of coupons; 
interchangeable scrip books. National Bus Traffic Association asks 
Commission to reconsider, reverse and vacate the report and order 
issued herein by division 2, dated April 3, and to discontinue these pro- 
ceedings. 

MC F-1542, Theodore J. Richmond, control, Consolidated Moun- 
tain Lines, Inc. Theodore J. Richmond asks that application be dis- 
missed without prejudice. 

MC F-1561, application of Queen City Coach Co. to acquire Flor- 
ence-Bamburg Bus Co., Inc. Queen City Coach Co., Inc., asks that 
application be dismissed without prejudice. 

No. 27723, Phosphate Export Association et al. vs. A. C. L. et al. 
Complainants ask reconsideration and reargument by entire Commis- 
sion of report and decision of division 3. 

No. 28239, Martin Brothers Box Co. vs. N. Y. C. Complainant asks 
for an order granting reopening; that complainant be permitted to 
file an amended petition setting forth violation of sections 2 and 3 
of interstate commerce act, or an order reopening case for rehearing 
with the restoration of the original complaint and its allegations; and 
that complainant be permitted to offer its proof. 

Ex Parte MC 20, trunk line territory motor carrier rates. In a 
forty-third petition, Middle Atlantic States Motor Carrier Conference, 
Inc., asks reopening, reconsideration and modification of orders. 

MC F-1466, Ready Truck Lines, Inc., purchase, Chrispens Truck 
Lines, Inc. Applicants, Ready Truck Lines, Inc., and Chrispens Truck 
Lines, Inc., ask dismissal of application. 

MC F-1509, Haeckl’s Express, Inc., purchase, Frank Shisler, dba 
Fast Freight Line. Haeckl’s Express, Inc., and Frank Shisler, dba 
Fast Freight Line, applicants, ask dismissal of application. 

Ex Parte MC 22, motor carrier rates in New England. New Eng- 
land Motor Rate Bureau, Inc., asks further modification of order of 
August 3, 1938. 

Ex Parte MC 23, midwestern motor carrier rates. Mid-Western 
Motor Freight Tariff Bureau, Inc., asks that Commission except from 
proceeding and further hearing herein rates on petroleum and pe- 
troleum products between points in Illinois, points in Indiana taking 
Chicago, Ill., rates, points in Missouri and Kansas. 


1. & S. M.1609, Boyd Truck Lines, Inc., to and from Missouri and 
Kansas. Respondent, Boyd Truck Lines, Inc., asks that Commission 
vacate and set aside its suspension order of May 12 in so far as item 
No. 342, rates subject to minimum weights of 5,000 and 10,000 pounds 
are concerned, and schedule a general investigation of rates applicable 
on traffic involved. 

1. & S. No. 4947, vinegar in official territory. Railroad carriers 
in Central Freight Association territory, respondents, ask Commission 
to lift suspension of proposed rates pending hearing and final deter- 
mination. 

1. & S. No. 4850, sugar to Illinois territory; and No. 28641, sugar 
from the New Orleans district to northern river points. Railroads op- 
erating in southern territory, respondents, ask Commission to broaden 
scope of investigation instituted by its order of March 14 in No. 28641 
so as to include therein reasonableness and lawfulness of rates and 
charges, including minimum rates and charges, and rules, regulations 
and practices affecting such rates and charges, applicable to transpor- 
tation of sugar from origins on Atlantic seaboard to ports on Lake 
Michigan in Illinois, Indiana and Wisconsin over all-water routes; and 
so as to make respondents in No. 28641 all common and contract water 
carriers engaged in transportation under said rates and charges in 
interstate or foreign commerce. 

1. & S. M-1627, feed, fertilizer, canned goods, Baltimore to Penn- 
sylvania points. Thomas F. Buzby, dba Buzby Freight Co., asks Com- 
mission to vacate and set aside its order of suspension, dated May 21, 
and to discontinue proceeding. 

Ex Parte MC 22, motor carrier rates in New England. Moshassuck 
Transportation Co. asks further modification of order of August 3, 
1938, in connection with tires, tubes, rubber, solid, pneumatic, and 
parts, viz.: Tires, loose, wrapped or not wrapped, tubes, in bales, 
cases or packages. 

Ex Parte MC 23, midwestern motor carrier rates. Western Trunk 
Line Motor Common Carriers Bureau asks Commission to postpone 
for a period of not less than 30 days, hearing set for June 9, at the Kirk- 
wood Hotel, Des Moines, Ia., before Examiner H. C. Lawton, which 
hearing involves a reopening of this proceeding with respect to rates 
on dairy products and related commodities, 
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Rail and Barge Line Ownership 


The Commission is asked, in Finance No. 13322, an appli- 
cation of the Atlas Corporation (an investment company), of 
Jersey City, N. J., the Ogden Corporation (successor to Utili- 
ties Power & Light), also of Jersey City, and the Litchfield & 
Madison Railway Co., to determine under section 5 of the 
interstate commerce act the fact of competition or possibility 
of competition with respect to operations of the Litchfield & 
Madison, of whose 10,000 shares outstanding 9,993 shares are 
owned by the Ogden Corporation in which the Atlas Corporation 
has a 76 per cent common stock interest, and the Mississippi 
Valley Barge Line Co., 48.7 per cent (or 339,262 shares) of the 
common stock of which is owned by the Atlas Corporation. 
The stock ownership figures showing the relationships of these 
companies and corporations are set out in the application. 

The application says that the Litchfield & Madison owns 
and operates 44.36 miles of line between Litchfield, Ill., and 
Madison, Ill., and has trackage rights over 22.52 miles into 
East St. Louis, Ill., at which point it connects with various 
rail carriers and with the Mississippi Valley Barge Line Co. 
Applicants state that the Litchfield & Madison is among the 
Class I railways which are compelled to maintain through 
routes and joint rates with the Mississippi Valley Barge Line 
Co. under orders of the Commission pursuant to the Denison 
act, under reasonable differential bases of rates also prescribed 
and fixed by the Commission. The Litchfield & Madison, say 
the applicants, has an agreed basis of divisions out of joint 
rates maintained either in connection with rail carriers or with 
the barge line. They add that the share or division received 
by the Litchfield & Madison out of joint service with the barge 
line would be greater than such division received out of joint 
service with connecting railroads after necessary absorptions of 
bridge tolls, etc. Notwithstanding that fact, the application 
said, the Litchfield & Madison in 1940 or the first four months 
of 1941 did not deliver to or receive from the barge line “a 
pound of traffic originating at or destined to points on its 
line.” In the handling of 36 carloads of freight which orig- 
inated at or were destined to points on railroad connections 
beyond its rails and which were handled in conjunction with 
the Mississippi Valley Barge Line Co. the Litchfield & Madison 
served as an intermediate carrier and did not exercise control 
over the routing, the applicants pointed out. 

According to the application, bond and stock holdings of 
the Atlas Corporation, totaling about $37,000,000, include 
$312,000 of equity stock of the Great Northern, $932,970.50 of 
the barge line’s stock, and $206,250 of New York Central stock. 
It adds that the Ogden Corporation has “a very minor interest” 
in the transportation companies, including Illinois and Missouri 
Pipe Line Co. securities valued at $275,000, and Chicago City & 
Connecting Railways and Chicago Railway Co. securities valued 
at $474,451. 

“Neither Atlas Corporation nor Ogden Corporation is or 
has ever aspired to be a transportation company and neither 
corporation has directly or indirectly undertaken to operate or 
to dictate or suggest methods of operation of any of the trans- 
portation companies in which they may have an interest,” the 
application asserts. 

Applicants aver, therefore, that there is no substantial 
competition as between the Litchfield & Madison and the barge 
line. They ask the Commission to make that finding, or, in the 
event it concludes that the relationship of these carriers does 
set up de facto competition within the meaning of the act, to 
enter an order to the effect that the existing status may be 
maintained and continued in the public interest. 


STATUS OF PUBLIC STOCKYARDS 


_ The Cleveland Union Stock Yards Co. has asked the Com- 
mission to postpone, as to it, the effective date of its order of 
April 7 in Ex Parte No. 127, status of public stockyard com- 
panies, for 90 days or until action has been taken on a petition 
It proposes to file for reopening, reargument and modification. 

It was its purpose, as soon as possible, the company said, 
to place itself in a situation similar to that of Fort Worth Stock 
Yards Co., St. Louis National Stock Yards, and others, by 
ceasing to perform or allow its employes to perform any service 
in connection with the loading or unloading of carload ship- 
ments of live stock shipped from or destined to it; and by ceas- 
Ing to operate or in any way control the operation of facilities 
— connection with the loading and unloading such live 

ock. 

The Cleveland company said the Livestock Terminal 
Service Co. had been notified of its intention to terminate the 
agreement now in effect, upon the required notice, unless 
sooner amended or canceled by mutual agreement. It said it 

ad renewed its offer to lease necessary and suitable facilities 
to the New York Central Railroad at an annual rental based 
on the fair value of the property leased, using the factors 
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established by the Secretary of Agriculture as a base for stock- 
yard rates. In the event the New York Central did not choose 
to perform the loading and unloading services, it said it would 
be its purpose to make a similar offer to the Livestock Terminal 
Service Co. or some other independent contractor satisfactory 
to both the railroads and it. 

Likewise, the Livestock Terminal Service Co., concurring 
in the request of the Cleveland Union Stock Yards Co., has 
asked postponement for 90 days of the effective date of the 
Commission’s order in Ex Parte No. 127, status of public stock- 
yard companies, to, as it said, allow time “for new arrangements 
to be made.” 

The Cincinnati Union Stock Yards Co., of Cincinnati, O., 
and the Bourbon Stock Yard Co., of Louisville, Ky., have asked 
the Commission to postpone until September 10 the effective 
date of its order in Ex Parte 127 requiring respondents to 
publish and file tariff schedules showing the charges assessed 
and collected for the loading and unloading of interstate ship- 
ments of live stock transported to and from their respective 
yards. Among other things, they said, they desired time to 
determine to what extent they might be held to be a common 
carrier, the status of their employes as employes of a common 
carrier, whether some of their employes would be considered 
tou be employes of a common carrier and others not, or whether 
all of their employes would be so considered. Also they said 
they desired time to consider the advisability of leasing their 
loading and unloading facilities to a subsidiary or inde- 
pendently owned corporation or individual. 

The Commission, on consideration of the petitions filed by 
the various stockyards companies, has modified its order of 
April 7 in Ex Parte 127 so as to become effective August 10, 
on statutory notice. The order was to take effect July 10. 


Southern Live Stock Rates 


A prodigious amount of material has been filed in briefs 
submitted to the Commission in No. 28450, Alabama Public 
Service Commission, et al vs. Aberdeen & Rockfish, et al., I. 
and S. No. 4779, live stock to and from the South, I. and S. No. 
4781, live stock, South to East, all rail, and eight formal com- 
plaints and a fourth section application related thereto. 

In the title complaint, No. 28450, the regulatory commis- 
sions of Alabama, Florida, Georgia, Kentucky, Mississippi, the 
Carolinas, Tennessee and Virginia, on behalf of the producers, 
marketers, shippers and dealers of live stock in their states, 
assailed rates on edible live stock, including stockers and 
feeders, between points within southern territory; from the 
western district to southern territory; from southern territory 
to Illinois and Official Classification territory, and from the 
western district through southern territory to Official Classifica- 
tion teritory, as in violation of sections 1 and 6. The allegation 
with regard to section 6 was that the rates were not plainly 
stated as required by that section. The complaint sought lower 
— on stocker and feeder live stock than on ordinary finished 
stock. 


In broad terms, the southern state commissions sought 
rates, transit privileges, bedding charges and rules comparable, 
as they said, to those in effect in other parts of the United 
States. The southern states complaining in No. 28450 were 
also protestants in the investigation and suspension proceed- 
ings. The brief in behalf of the complaining state commissions 
is a printed document of 344 pages. The brief of the southern 
railroads in answer to the representations of the southern com- 
missions is a printed document of 141 pages. The southern 
railroads said the suspension orders should be vacated and the 
complaints dismissed. 

Briefs were submitted, in addition to those mentioned, bv 
the Eastern Meat Packers Association; the Kansas Corporation 
Commission and Kansas Livestock Association; Armour & Co.; 
the Commonwealth of Kentucky; American National Live Stock 
Association; National Wool Growers Association; Texas and 
Southwestern Cattle Raisers Association, Inc.; Texas Sheep 
and Goat Raisers Association, Inc.; Highland Hereford Breed- 
ers Association, and Live Stock Traffic Association; Western 
Rail Carriers; Lexington, Ky., Board of Commerce; National 
Live Stock Marketing Association; complainants in No. 28289, 
Sub. 1, Swift & Co., et al. vs. Aberdeen & Rockfish; com- 
plainants in No. 28312, Louisville Live Stock Exchange vs. 
A. G. S., et al., No. 28365, The Bourbon Stock Yard Co., Inc., et 
al. vs. Same, No. 28372, Louisville Live Stock Exchange vs. 
Same, and No. 28425, Louisville Board of Trade vs. Same, and 
the Secretary of Agriculture. 

The Secretary of Agriculture said ‘“‘we have shown that the 
present freight rate structure within the South is an obstacle 
that is hindering the progress of a well-balanced agricultural 
program in that region” and that the production and market- 
ing of live stock in the South justified a basis of inter-territorial 








1430 


and intra-territorial rates comparable to those in effect in other 
territories. 

The St. Louis National Stockyards Co., St. Louis Live- 
stock Exchange, Kansas City Stockyards Co., Oklahoma Na- 
tional Stock Yards Co., Union Stock Yards Co. of Omaha, Ltd., 
and Omaha Live Stock Exchange ask the Commission to find 
that transit arrangements shall be maintained in connection 
with the through rates to be established in this case on live 
stock from the west to the south, applicable through central 
public markets and between official territory and the south, 
applicable through East St. Louis which shall permit the stop- 
ping of the stock for feeding, resting, trying the market, etc., 
and reforwarding to destination on the basis of the through 
rate in effect via the market from origin to final destination. 
They also ask that the Commission find that rates between 
East St. Louis and points in the south be on the same levels 
by the mile as those between Cincinnati, Louisville and 
Memphis and points in the south. 

Further, the yards companies ask that the Commission 
find that the railroads have not justified the proposed cancella- 
tion of rates on the so-called White Provision Co. scale from 
the central public markets to southern destinations nor the 
maintenance of rates from the central public markets to the 
south on higher level by the miles than the rates contem- 
poraneously maintained from Cincinnati, Louisville, Evansville 
and Memphis to the south; and that the southern shippers, 
producers and markets are entitled to reasonable rates, but 
that higher rates by the miles from the western district to 
official territory than rates contemporaneously maintained 
from the south to official territory would be unjust, unreason- 
able and prejudicial to producers and shippers in the west and 
unduly preferential of shippers in the south. 


D. & R. G. W. Abandonment 


Senator Johnson, of Colorado, chairman of a Senate inter- 
state commerce subcommittee investigating the proposed aban- 
donment by the Denver & Rio Grande Western Railroad Co. 
of its narrow gauge branch line extending approximately 125 
miles between Antonito, Colo., and Santa Fe, N. M., pursuant 
to S. Res. 82, has submitted a report of the investigation to 
the whole committee. The resolution was offered in opposition 
to the abandonment. The Commission, from time to time, has 
extended the effective date of the certificate issued by it per- 
mitting abandonment of the branch, in Finance No. 12829, 
the effective date now being June 11. 

“This proposal does not contemplate merely the abandon- 
ment of an unprofitable narrow-gauge branch railroad line,” 
says the report. “Rather it involves the whole policy of the 
operation of the Denver & Rio Grande Western Railroad and 
its rail outlets. If this application be granted, a very important 
railroad system, the Atchison, Topeka & Santa Fe Railway, 
and a very important trade area in New Mexico, Arizona, and 
California will be lost to the southern half of Colorado and 
portions of northern New Mexico, which will very materially 
affect their present prosperity and their economic future.” 


Many ranchers, townspeople and shippers protested against 
the abandonment at hearings conducted in Alamosa, Colo., and 
Santa Fe, N. M., said the report, adding that it was estab- 
lished beyond any doubt that, while the investment of the D. 
& R. G. W. was considerable in southern Colorado, the invest- 
ment of shippers, producers, farmers, ranchers, and towns- 
people was many times as great. The evidence, it said, clearly 
indicated that the railroad management had deliberately dis- 
couraged railroad traffic, both freight and passenger, by em- 
bargoes, rate discrimination, and extremely poor service and 
accommodations. 


Further, it said the evidence strongly indicated that the 
Denver & Rio Grande Western made it a practice to subsi- 
dize, with railroad funds and the free services of railroad 
officials, competing motorbus and truck service along all of 
its lines in southwestern Colorado and encouraged such com- 
petition in every way, but most effectively by arranging 
slower rail transportation schedules. Perishable local freight 
shipments to points on the Santa Fe branch were delayed, it 
added, until they rotted—a most effective method to make it 
impossible to ship by rail. 

The report said it was the policy that the present man- 
agement would divest itself of every rail line other than its 
main line at the earliest possible opportunity. If that policy 
was to be checked, it said, it should be checked now by denying 
the application. 

The most vital thing in connection with the proposed 
abandonment of the Santa Fe branch, the report said, was 
the loss of the right which the road now enjoyed—a southern 
Colorado rail connection with the Atchison, Topeka & Santa 
Fe. Permission to abandon, the report said, should be at least 
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postponed until the adverse effect on large areas of the south- 
west had been given further study and examination. 

The public interest, the report said, required that the 
“neglected and obsolete” narrow gauge line with its “miserable” 
service be replaced by a broad gauge line which doubtless would 
result in very satisfactory business. The junction with the Den- 
ver & Salt Lake, it added, had brought a large volume of new 
traffic to the D. & R. G. W. because the new connection had 
made it the shortest rail line between Denver and Salt Lake 
City. If the Santa Fe branch be replaced with a broad gauge 
line, it said, the D. & R. G. W. would have the shortest rai] 
line between Denver and Santa Fe, and rail traffic would be 
stimulated thereby to the south just as it so recently had 
been stimulated to the west. 


SIGNAL SYSTEMS 


The Chicago & North Western; Atchison, Topeka & Santa 
Fe; St. Louis Southwestern of Texas; Chicago Great Western; 
Northern Pacific; Boston & Albany; Chesapeake & Ohio; West- 
ern Pacific; and Pennsylvania have filed applications with the 
Commission for approval of proposed modifications of signal 
systems or devices under section 25 (b) of the interstate com- 
merce act. Any interested party desiring hearing should advise 
the Commission and applicant in writing within 20 days from 
June 5. 

The Chicago, Rock Island & Pacific; Missouri & Illinois 
Bridge & Belt; Missouri Pacific; Union Pacific; Seaboard Air 
Line; Pennsylvania; Southern Pacific Co.; Denver & Rio Grande 
Western; and Southern have filed applications with the Commis- 
sion for approval of proposed modifications of signal systems or 
devices under section 25 (b) of the interstate commerce act. 
Any interested party desiring hearing should advise the Com- 
mission and applicant in writing within 20 days from May 29. 

The Lehigh Valley; Minneapolis, St. Paul & Sault Ste. Marie; 
Northern Pacific; and Southern Pacific Co. have filed applica- 
tions with the Commission for approval of proposed modifications 
of signal systems or devices under section 25 (b) of the inter- 
state commerce act. Any interested party desiring hearing should 
advise the Commission and applicant in writing within 20 days 
from May 31. 

The Chicago, Rock Island & Pacific; Wabash; Chicago Great 
Western; Southern Pacific Co.; New York Central; Atchison, 
Topeka & Santa Fe; and Union Pacific have filed applications with 
the Commission for approval of proposed modifications of signal 
systems or devices under section 25 (b) of the interstate com- 
merce act. Any interested party desiring hearing should advise 
the Commission and applicant in writing within 20 days from 
June 2. 

The Pere Marquette; Pennsylvania; Chicago & Erie; and 
the Baltimore & Ohio have filed applications with the Com- 
mission for approval of proposed modifications of signal sys- 
tems or devices under section 25 (b) of the interstate com- 
merce act. Any interested party desiring hearing should ad- 
vise the Commission and applicant in writing within 20 days 
from June 3. 


Cc. & N. W. REORGANIZATION 

A petition by attorneys for the Chicago and North Western 
for an injuction by the federal court staying the effectiveness 
of the Commission’s order of March 11 declining to set a 
maximum allowance for debtor’s expenses in taking the com- 
pany’s reorganization case to the appeal courts, has been denied 
by a three-judge court consisting of Otto Kerner and Evan A. 
Evans, circuit judges, and P. L. Sullivan, district judge, at 
Chicago. In a memorandum issued with the order, the court 
said the federal bankruptcy act provided the proper method 
of attacking the Commission’s order and that the debtor at- 
torneys had taken that kind of action bx’ appealing from a dis- 
trict court order which, in effect, upheld the Commission’s 
refusal to fix the maximum allowances. Federal law did not 
give the three-judge court jurisdiction over the Commission 
except that it could diminish the maxima set by the Com- 
mission, the memorandum said. Judges Evans and Kerner 
have not yet entered their decision as to the debtor’s appeal 
from the district court order concerning the allowances, hear- 
ing on which was held in connection with the injunction case 
May 13 (see Traffic World, May 17, p. 1267). ; 

The Commission, by division 4, in Finance No. 10881, Chi- 
cago & North Western reorganization, has modified reports and 
orders conditionally authorizing Arthur T. Galt, William Byrd, 
H. L. Leyman, I. H. Overman and L. J. Schuster to serve as 4 
protective committee for holders of common stock of the C. & 
N. W. so as to approve the solicitation by the committee of an 
additional contribution of two cents a share from the common 
stock holders now represented by it and two cents from holders 
not now represented by it. 

A similar modification has been made in the same casé 
as to the committee headed by Harry W. Harrison for the 
holders of preferred stock. 
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Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





LOSS OF OR INJURY TO GOODS 


(Circuit Court of Appeals, Seventh Circuit.) Generally, a 
common carrier of goods, wares, and merchandise is not a com- 
mon carrier of money, jewels, or other articles which are not 
regarded as subjects of ordinary commerce, unless carrier has 
held himself out as ready and willing to transport them for 
the public generally for hire. 

The question whether a common carrier in Indiana of a 
trunk containing valuable jewelry, uninformed of its contents, 
was an insurer against loss thereof, where such loss was not 
due to its negligence, was controlled by law of Indiana. 

Under law of Indiana, where common carrier received 
trunk containing valuable jewelry to transport from railroad 
station to a hotel, without being informed of its contents, and 
transfer truck was held up by bandits who broke into the trunk 
and carried away its contents, carrier was not liable as an 
“insurer” against loss thereof. (S. Nathan & Co. vs. Red Cab, 
Inc., 118 Fed. Rep. 2d 864). 





(Court of Civil Appeals of Texas, Fort Worth.) The fact 
that a bill of lading was printed on yellow rather than white 
paper and contained the expression “notify” a designated com- 
pany, which was the buyer of the merchandise, did not pre- 
clude classification of the bill of lading as a “straight bill of 
lading” rather than an order bill of lading. Bills of Lading 
Act Sec. 2, 49 U. S. C. A., Sec. 82. 

Where a bill of lading names a consignee “in care of” an- 
other person, such other person is the named agent of the 
consignor for delivery of the merchandise, and as respects 
liability of carrier delivery to such person is delivery to the 
consignee. Bills of Lading Act, Secs. 8, 9, 49 U. S. C. A., Secs. 
88, 89. 

Where merchandise is shipped under a straight bill of 
lading and the carrier makes delivery thereof under any con- 
ditions other than those provided for in Bills of Lading Act, 
the carrier is liable for loss suffered by consignor on account 
of such delivery. Bills of Lading Act, Secs. 2, 8, 9, 49 U. S. 
C. A., Secs. 82, 88, 89. 

Under straight bill of lading naming shipper as consignor 

and consignee, shipper retained ownership of shipment at all 
times and was entitled to possession at destination. Bills of 
Lading Act, Secs. 2, 8, 9, 49 U. S. C. A., Secs. 82, 88, 89. 
_. Where merchandise was shipped under straight bill of lad- 
ing, naming shipper as consignor and consignee, the fact that 
consignee had no place of business at point named as destina- 
tion of shipment did not relieve carrier of liability for delivery 
of shipment to some one else not entitled to possession, but 
carrier, who had address of consignor, should have given con- 
Signor immediate notice of impossiblity of making delivery 
according to terms of bill of lading. Bills of Lading Act, Secs. 
2,8, 9,49 U. S. C. A., Secs. 82, 88, 89. 

Where consignee is absent from place of destination, or 

cannot, after reasonable inquiry, be found, and no one appears 
to represent him, carrier may store goods with a responsible 
person to be kept on account of and at the expense of the 
owner. 
_ Where air conditioning unit was shipped under bill of lad- 
ing naming shipper as consignor and consignee, with direction 
to “notify” the buyer, the carrier was liable for shipper’s loss 
resulting from delivery of goods to buyer without authorization 
by shipper, regardless of whether bill of lading was a straight 
bill or a shipper’s order bill, and notwithstanding shipper did 
not maintain a place of business and could not be found at 
point named as destination of shipment. Bills of Lading Act, 
Secs. 2, 8, 9, 49 U. S. C. A., Secs. 82, 88, 89. (Roundtree vs. 
Lydick-Barmann Co., 150 S. W. Rep. 2d 173). 


TELEGRAPHS AND TELEPHONES 


(Supreme Court of Arizona.) In action in state court for 
damages for failure to deliver interstate telegram, the federal 
rule of damages is applicable, in view of exercise by Congress 
of constitutional power to regulate interstate commerce. 47 U. 
S.C. A., Sec. 151 et seq.; Interstate Commerce Act, 49 U. S. 
C.A., Sees. 1-15; U. S. C. A., Const. art. 1, Sec. 8, cl. 3. 

. . The Congressional regulation of common carriers engaged 
in transmission of intelligence by wire or wireless in interstate 
and foreign commerce is exclusive. 47 U. S. C. A., Sec. 151 et 
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seq.; Interstate Commerce Act, 49 U. S. C. A., Secs. 1-15; U. S. 
C. A., Const. art. 1, Sec. 8, cl. 3. 

The federal rule is that mere mental pain and anguish are 
too vague for legal redress in absence of injury to person, prop- 
erty, health, or reputation, and that recovery cannot be had 
for physical and bodily injury which follows as a mere sequel to 
the mental anguish. 

Under federal rule, telegraph company not delivering inter- 
state telegram announcing death of addressee’s mother, so that 
addressee was prevented from attending funeral, was not liable 
for addressee’s mental anguish or physical suffering growing 
out of mental anguish. (Western Union Tel. Co. vs. Conway, 
112 Pac. Rep. 2d 857). 





* ee 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1941, by West Publishing Company.) 





REGULATION OF COMMON CARRIERS 


(Superior Court of Pennsylvania.) Where shipments were 
interstate, rights of parties in common carrier’s action to re- 
cover inadvertent undercharge in freight rates were governed 
by Interstate Commerce Act and its amendments, in so far as 
such legislation was applicable, and otherwise by common law 
principles. Interstate Commerce Act, 49 U. S. C. A., Sec. 1 
et seq. 

A common carrier’s right to recover an inadvertent under- 
charge in interstate freight rates from a person named in an 
order bill of lading as notify party who surrenders bill and pays 
original charges demanded depends on whether the person ac- 
cepted delivery of shipment or exercised such dominion over 
it as was equivalent thereto. Interstate Commerce Act, 49 U. S. 
C. A., Sec. 1 et seq. 


Where notify party named in order bill of lading covering 
an interstate shipment of goods surrenders possession of bill 
and, after paying freight charges demanded, accepts delivery of 
shipment or exercises such dominion over it as is equivalent 
thereto, such party becomes to all intents and purposes the 
consignee of shipment and liable for difference between freight 
charges erroneously paid by him and lawful amount due under 
applicable published rates, notwithstanding that consignee is 
only a commission agent and has remitted net proceeds to his 
principal, the shipper. Interstate Commerce Act, 49 U. S. 
C. A., Sec. 1 et seq. 


A consignee’s liability for freight charges rests entirely 
upon contract, express or implied, and consignee is equally 
liable whether goods are actually accepted by him or somé 
act of dominion is exercised over them by him from which a 
contract to pay charges may be implied. 

Evidence that defendant, as notify party named in order 
bills of lading covering interstate shipment of iron boiler tubes, 
surrendered bills of lading to delivering carrier and paid freight 
charges demanded under improper classification as scrap iron, 
that when cars arrived at general destination specified in bills 
defendant ordered carrier to deliver cars at a particular place, 
and that defendant’s authorized agent receipted for shipments 
when that warranted conclusion that defendant exercised such 
dominion over shipments as was equivalent to an “acceptance 
of delivery’ rendering defendant liable for inadvertent under- 
charge in interstate freight rates. Interstate Commerce Act, 
49 U.S. C. A., Sec. 1 et seq. 

A diversion or reconsignment order obligates the one sign- 
ing it for payment of freight charges unless he states in the 
order itself not only the fact that he is acting as agent for an- 
other, but also the name of his principal. 

That defendant was designated as “agent” in arrival notices 
sent to defendant by delivering carrier respecting interstate 
shipments of iron boiler tubes and that defendant was known 
to carrier as an agent for the steamship companies, including a 
line mentioned in notices, did not support inference that carrier 
knew that defendant was not beneficial owner of shipments for 
purposes of determining whether defendant was liable to carrier 
for inadvertent undercharge in freight rates resulting from 
improper classification of shipments as scrap iron. Interstate 
Commerce Act, 49 U. S. C. A., Sec. 1 et seq. 

To relieve himself from liability in dealing with a third 
party, an agent must not only disclose the fact of agency but 
also name of his principal. 

That order bills of lading covering interstate shipments of 
iron boiler tubes, which were improperly classified as scrap 
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iron, contained notations that shipments were “for export” did 
not exclude beneficial ownership in defendant, who was named 
as notify party in bills, and notations were immaterial on issue 
whether defendant exercised such control over shipments as 
would render him liable to delivering carrier for inadvertent 
undercharge in interstate freight rates resulting from improper 
eee Interstate Commerce Act, 49 U. S. C. A., Sec. 
et seq. 


RED CAP TIPS AND WAGES 


The Supreme Court of the United States, June 2, denied 
a petition for a writ of certiorari in No. 1023, A. J. Pickett, et 
al. vs. Union Terminal Co., of Dallas, Tex., in which the Circuit 
Court of Appeals, fifth circuit, held that tips given red caps 
constituted wages (see Traffic World, May 31, p. 1383). 


PACKING COMPANY FINED 


The Dubuque Packing Co., of Dubuque, Ia., the Commis- 
sion has been advised, has been fined $10,000 on a plea of guilty 
in the Federal court at Savannah, Ga., to an information charg- 
ing it with having misbilled and underbilled shipments of pack- 
ing house products destined to Augusta, Ga., in violation of the 
Elkins act. The average undercharge on each of ten shipments 
was $170.90, according to the Commission. 


TRUCKING AUTOMOBILES 


The Supreme Court of the United States in No. 1066, Dar- 
nall Trucking Co. et al. vs. B. H. Simpson et al., in a per 
curiam decision has upheld a decision of the West Virginia 
Supreme Court of Appeals sustaining the West Virginia statute 
against transportation of automobiles on vehicles of two levels 
on the highways of that state. A motion to dismiss was granted 
and the appeal was dismissed for want of a substantial federal 
question. 


K. C. Elkins Act Case 


With three justices declaring that the majority had placed 
“a forced and unreasonable construction” on the words of the 
Elkins act prohibiting rebates, concessions and discriminations 
in respect to the transportation of property by railroad and 
made it applicable to persons “wholly remote from any benefit 
to a railroad,” the Supreme Court of the United States, June 2, 
in an opinion by Justice Reed in No. 594, Union Pacific, et al., 
appellants, vs. United States, et al., affirmed a decision of 
the district court of the United States for the western district of 
Missouri enjoining the Union Pacific and others from violating 
the interstate commerce act and the Elkins act, with certain 
modifications. 

Justice Roberts, joined by Justices Black and Douglas, said 
the bill against the Union Pacific and others should have been 
dismissed. Justice Murphy did not participate in the case. 

This litigation grew out of activities participated in by the 
Union Pacific, according to the opinion, in connection with the 
new Food Terminal at Kansas City, Kan. The railroad, said 
Justice Reed, became interested in the development of the 
terminal in order to increase the volume of its traffic. The 
transactions involved related to efforts to get dealers to move 
to the new terminal market. Justice Reed reviewed these 
transactions in detail which involved payments by Kansas City, 
Kan., with which the U. P. was alleged to be connected. 

“The record fully supports the trial court’s conclusion that 
the concessions offered were not confined to fair compensation 
for the costs of removal, as a brief review of the instances 
specified by the judge will show,” said he. 

Throughout all phases of the activities, Union Pacific’s 
principal and compelling motive was to divert produce traffic 
from other railroads to its own, said he. 

“Obviously a bonus paid by a railway to induce a prospec- 
tive shipper to locate along its line would be as much a con- 
cession under the statute as a reduction in tariff applicable 
only to the favored shipper,” said he. “We are of the opinion 
that such a payment by a person who is not a carrier, if it is a 
payment ‘in respect to transportation,’ would be equally viola- 
tive of the section in question. . . . In our view, action by any 
person to bring about discriminations in respect to the trans- 
portation of property is rendered unlawful by the Elkins act. 
Any other conclusion would do violence to a dominant purpose 
of carrier legislation.” 

Justice Reed overruled contentions that the concessions 
were not made in respect to transportation of property but in 
furtherance of the municipal interests of Kansas City, Kan. 
In the concluding part of the opinion, he said: 

Where, as here, the action of the city in giving cash and rental 
credits is, as we have decided, a part of a plan in respect to trans- 
portation resulting in an advantage to shippers, we conclude that 
the giving ot any cash, rental credit, free or reduced rents to induce 
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leasing of space in the terminal is contrary to the Elkins act. Even 
if we assume that nothing will be given except the actual costs of 
removal, the receipt of those costs would put the shipper in a pre. 
ferred position to all other shippers using the facilities of an interstate 
carrier who did not receive such concessions. The act condemns any 
device ‘‘whereby any other advantage [than lower tariffs] is given, . .” 
The wording of paragraph (1) is approved. 

Another prohibition of the injunction determines that the rates 
for space shall be such ‘‘which will yield a proper rate of return upon 
the full value of the market facilities as a whole, after making pro- 
vision for all expenses of operation, including maintenance and de- 
preciation.’’ Identical language in paragraph Third (2) of the in- 
junction forbids produce dealers, of whom many were parties to this 
proceedings, and their agents from being tenants of the Terminal 
at rental rates which are not adequate to yield the required amount, 
The inclusion of this requirement is in our opinion erroneous. The 
words quoted in the text should be stricken and the injunction 
amended by inserting in lieu of the stricken words the following: 
‘“‘which is a fair rental value for the facilities occupied.’’ The reasons 
for the deletion follow. 

The preliminary injunction referred to in the excerpt from the 
final injunction quoted in note 24 set the rentals at not less than 
certain definite amounts per month and per annum for operating 
units and office space. There were allowances for uncompleted 
facilities not now important. No issue is raised here as to whether 
the sums fixed were or were not a fair rental value. Adequate 
findings determined the values of the facilities, the estimated gross 
and net revenues and rates of return. With these findings before it, 
the district court further found in its final order that the rates fixed in 
the preliminary injunction were compensatory and did not amount 
“to a gift of any part of the value of the use of the Food Terminal 
to the tenant shippers.’’ This result is not questioned. It may there- 
fore be concluded that this scale of charges meets the requirements 
of the decree for aggregate rates which do not amount to concessions, 
Since the adequacy of these rates was reached in considering the full 
value of the properties, including the land furnished by the city and 
the grant from the Public Works Administration, it may be assumed 
that they are not less than a fair rental value. The last paragraph 
of the order provides a method for modification by application to the 
court should either side be of opinion that this assumption is incorrect. 
As will immediately appear from this opinion, it is unnecessary to 
give consideration to the contention that the district court erred 
in adding the value of the city’s land and the amount of the grant 
to the cost of the facilities. If the correct test is fair rental value, 
cost of facility is only persuasive, not determinative. Consequently 
it may be shown as a material factor in determining the fair rental 
value of the properties but the rates are not required to be upon a 
level which will give a return upon the value of the investment as 
a whole. 

Fair rental value rather than a compensatory return upon full 
value of the market facilities is the standard by which the city’s 
schedule of rates is to be judged. To determine fair rental value the 
going rates of rental for similar facilities in the community are 
significant, as are the rentals prospective tenants are willing to pay. 
Likewise evidence of the overall cost and the overall value of the 
properties would be material. The cost of furnishing the facilities, 
including the normal return on capital employed in like enterprises 
would have weight. Other pertinent factors would doubtless emerge 
in a controversy to have determined judicially, whether certain rentals 
received are or are not fair. When enough evidence is offered to 
justify a conclusion based upon judgment and not guesswork, the 
requirements of the judicial process are met. 

This is not the case for a rigid rule that aggregate rentals are 
to equal costs, such as was applied in Baltimore & Ohio R. Co. v. 
United States, 305 U. S. 507, 523-524, where this Court approved an 
order of the Interstate Commerce Commission designed to root out 
competitive evils in discriminatory warehousing indulged in by car- 
riers in an effort to acquire traffic. The city is entitled to develop its 
properties and location in accordance with the laws of Kansas for 
civic advantage, so long as it does not utilize its facilities in furtherance 
of a scheme to obtain customers for a carrier by the offering of 
concessions, contrary to the Elkins act. It was recognized in Baltimore 
& Ohio R. Co. v. United States that a charge of fair rental value for 
services accessorial to transportation would adequately protect even 
a carrier under proper circumstances. We are of the view that rental 
charges fixed upon that concept will avoid the discriminatory evils 
proscribed by the Elkins Act. 

With the modifications directed in this opinion, the order of the 
district court is affirmed. 


Dissenting Opinion 


The dissenting justices objected strongly to the holding of 
the majority that the actions of the city constituted a violation 
of the Elkins act. In part Justice Roberts said: 


Every decision applying the relevant provisions of the interstate 
commerce act and the Elkins act has turned upon the fact that 
someone furnishing a service of transportation covered by a tariff 
has remitted a part of the tariff charge, or has rendered a free 
service, or a service below cost to some shippers which others did 
not enjoy; and where one not a carrier has been held guilty of 4 
violation of the Act it has been because he returned to the shipper 
through one performing a part of the transportation service covered 
by the carrier’s tariff part of the published rate or has induced the 
carrier to perform a service for the shipper covered by the tariff 
at less than the published rate, or has induced the carrier to perform 
a transportation service for a shipper to which the shipper was not 
entitled under the published tariff and which, therefore, the carrier 
failed to perform for others. 

The District Court, sensible of this unbroken line of authority, 
thought it necessary to attribute the proposed payments in some way 
to Union Pacific. To reach this resylt, it held that in the terminal 
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enterprise Union Pacific and Kansas City were joint adventurers. 
Obviously the conclusion is incorrect. Union Pacific was in no sense 
a partner and did not stand to make a profit from the conduct of the 
It was a lessee of a part of the property for its freight 
yard at an adequate rental. It was the owner of bonds lawfully 
acquired, and, as such, dealt at arm’s length with the city. Although 
the government seeks to sustain the conclusion of the District Court 
this court apparently discards it as unjustifiable. ... 

I venture to think that no one will be more surprised than the 
members of the Congress at the attribution to the statutory phrase 
“every person’’ who gives or receives, grants or solicits rebates or 
discriminatory service to states and municipal corporations and their 
officers who, in promoting lawful municipal purposes, incidentally 
bring additional business to an interstate carrier. We know that it 
is a common practice for chambers of commerce and city authorities to 
offer to manufacturing and business concerns lands and sites on 
favorable terms, such as low purchase price, reduced rentals, exemp- 
tion from taxation for a given period, in an effort to induce such 
concerns to locate within the limits of a municipality. 

We know that, in order to induce men to move their plants from 
one location to another, it is a practical necessity to offer them some 
recompense for the expense involved and for the loss which may 
result from doing business in a new location. Under the decision now 
announced, citizens or city officials connected with such a transaction, 
though their purpose be wholly remote from any benefit to a railroad, 
are guilty of a criminal offense. 

We also know that in the competitive effort of railroads to obtain 
business they have assisted municipalities to establish industries along 
their lines. It has never been thought that such activity on the part 
of the railroad, where it gave nothing in money and rebated nothing 
from its published tariffs in service or rates, constituted a violation of 
the Elkins act. To hold that, by this statute, Congress intended to 
paralyze lawful effort, well within the powers conferred by the states 
on their municipalities, in the view that such effort constitutes a rebate 
from a carrier’s tariff rate, seems to me to place a forced and unrea- 
sonable construction upon the words of the act. 


Motor Act Prosecutions 


(Digests of statements issued by the Secretary of the Commis- 
sion concerning prosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mission rules and regulations thereunder, appear below.) 


New Jersey district, McGill’s Interstate Express, Inc., and 
John Emmet McGill, its president, were fined a total of $925 
each on separate pleas of guilty to a criminal information con- 
taining ten counts, charging them with aiding and abetting 
Mid-Hudson Transportation, Inc., in violations of part II of the 
interstate commerce act. Each defendant was required to pay 
$125 in cash, and payment of the balance was suspended for a 
year. Previously, the other defendants in the case, Mid-Hudson 
Transportation, Inc., as principal, and Joseph Bassaro and 
Christopher Hansen, owners in equal shares of the Mid-Hudson 
corporation’s stock, as aiders and abettors, were fined $1,000 
each. Mid-Hudson Transportation, Inc., had operated as a mo- 
tor carrier in interstate commerce subsequent to the expiration 
of a lease authorized by the Commission, without having applied 
for or obtained requisite authority from the Commission, and 
had then entered into an agreement with the defendants, Mc- 
Gill’s Interstate Express and its president, John Emmet McGill, 
under which the McGill company transported some shipments 
of rayon pieces for Mid-Hudson and also permitted the Mid- 
Hudson corporation to use the McGill name generally in trans- 
porting other shipments of the same commodity between Pater- 
son, N. J., and Beacon, N. Y. 

Minnesota district, sixth division. Eli DeJong and C. G. 
Ledeborer, of Moorhead, Minn., operating under the trade name 
Ledeborer Truck Line, were fined $150 and $50, respectively, 
after pleading guilty to an information charging them with per- 
mitting a driver in their employ to drive and operate a motor 
vehicle for a greater number of hours within 24-hour periods 
than the maximum permitted by the Commission’s hours of 
Service regulations. 

Southern Indiana district, Indianapolis division. Glenn 
Naphew, of Kokomo, Ind., manager of J. E. Grinsdale, Inc., 
and Z. E. Johnson Transfer, and Ray Irvin Allen, of Monrovia, 
Ind., entered pleas of guilty to separate informations charging 
Violations of part II of the interstate commerce act and were 
fined $100 each. Homer L. McNaughton, of Indianapolis, Ind., 
dba McNaughton Transportation Service, and his son and em- 
Ploye, Vernon L. McNaughton, of Lawrenceburg, Ind., were 
fined $100 each on their pleas of guilty to an information charg- 
ing them jointly with violations of the act. Naphew was charged 
with having, as a common carrier by motor vehicle, engaged 
M Operations in interstate commerce not authorized by a cer- 
tificate issued by the Commission. The charge against Allen 
was that as a contract carrier by motor vehicle he had granted 
rate concessions by transporting property in interstate com- 
merce for a less compensation than the minimum rates pro- 
vided by his schedules filed with the Commission and that in 
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other instances transportation had been performed by him 
without his having on file with the Commission schedules of 
minimum rates applicable to the transportation performed. 
Homer L. and Vernon F. McNaughton were charged with falsi- 
fication of driver’s logs required by the Commission’s safety 
regulations, with permitting and requiring drivers to remain 
on duty for weekly periods in excess of the maximum number 
of hours prescribed by the hours of service regulations, and 
with failure to report to the Commission excessive hours of 
work by drivers as required by those regulations. 

Southern California district, central division. Richards 
Trucking & Warehouse Co., of Wilmington, Calif., fined $660, 
all of which was required to be paid, on a plea of guilty to an 
information charging it with knowingly offering, granting and 
giving concessions to consignees. Criminal charges were based 
on the transportation of general commodities from Los Angeles 
Harbor zone to the Los Angeles commercial zone, which prop- 
erty moved in through transportation from Atlantic seaboard 
points to Los Angeles, and empty beer bottles from the com- 
mercial zone to the Harbor zone, which was destined to Olympia, 
Wash. 


Unauthorized Trucking of Coal 


His case described by the law enforcement section of the 
Commission’s Bureau of Motor Carriers as the first conviction 
in a series of criminal proceedings pending in federal courts of 
New Jersey and New York against motor carriers accused of 
transporting coal from mines in Pennsylvania to New York 
City without authority from the Commission, Stanley Hallock, 
of Brooklyn, N. Y., has been fined $800 in the New Jersey dis- 
trict court on his plea of guilty to an information containing 
eight counts. 

Hallock was charged with operating without a certificate 
of public convenience and necessity, with transporting property 
without rates on file with the Commission, with failure to file 
adequate security for the protection of the public, and with 
failure to require drivers to keep drivers’ logs. The court re- 
quired him to pay $100 of the fine, suspended the remaining 
portion, and placed him on probation for a year. 

Jack Garrett Scott, chief attorney for the Bureau of Motor 
Carriers, said that 15 or 16 of the coal truckers involved in 
the unlawful interstate operations had been enjoined in civil 
proceedings instituted by the Commission, that subsequent.’ 
criminal charges had been filed, and that possibly 40 or * 
motor carriers would be defendants in such cases in federal 
courts of the New Jersey district and the eastern and southern 
New York districts. Fourteen of these carriers were indicted 
recently, he said. 

George Stolin, of Brooklyn, N. Y., also has been fined 
$800, of which $100 was required to be paid, on a plea of guilty 
in the federal court at Newark, N. J., to an information charg- 
ing violations of the interstate commerce act with respect to 
the transportation, between October 7, 1940, and March 14, 
1941, of coal from mines in Pennsylvania, through New Jersey, 
to coal dealers in New York City, for compensation. Stolin 
was accused of operating without a certificate, without filing 
rates, with failure to comply with the Commission’s insurance 
regulations, and with failure to require drivers to keep drivers’ 
logs. Payment of the $700 balance of the fine was suspended 
for a probationary period of a year. 


FARM SEEDS FROM NORTH DAKOTA 


Whether both present and suspended truckload rates on 
movements of farm seeds from Fargo and Grand Forks, N. D., 
through the Twin Cities to Indiana, Ohio, New York, and Penn- 
sylvania should be found justified was the subject of a hearing 
before Examiner Curtis C. Henderson at Chicago, May 29, in 
MC C-259 and I. and S. M-1458. The rates under investigation in 
MC C-259 were present combinations on the movement and 
those in I. and S. M-1458 were through commodity rates from 
Fargo and Grand Forks to destination points in the four states 
mentioned. The western railroads presented testimony to show 
that both the present and the suspended tariffs resulted in unduly 
low revenues to the motor carriers and Neal E. Williams. com- 
merce counsel for the Fargo Chamber of Commerce, and repre- 
sentatives of the Central States Motor Freight Bureau and the 
Northwest Tariff Bureau testified in support of the tariffs. 

Mr. Williams testified that on traffic moving from Fargo and 
Grand Forks to the Twin Cities, a presently effective tariff pro- 
vided for rates of 19 and 25 cents in 15,000-pound truckloads, 
respectively, and that another tariff provided an 85-cent rate on 
18,000-pound truckloads from the Twin Cities to Buffalo, N. Y.. 
for example, making the combination rate from Fargo $1.04 and 
from Grand Forks $1.10. The through commodity rates from 
those two cities to Buffalo as published in the suspended tariff, 
Item 1335, Sup. 3 to the Central States bureau’s MF I. C. C. 46, 
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would also provide for charges on 18,000-pound shipments of 
$1.04 and $1.10 from Fargo and Grand Forks, the witness said. 
The present combination rates were the same as the suspended 
rates to other destination points, he said. Other trucker wit- 
nesses testified that the rates were necessary to meet railroad 
rates which were generally three and four cents lower on 30,000- 
pound carload shipments. 

The railroad witnesses said that the trucker rates resulted 
in ton mile revenues of less than 2 cents, which they contended 
was unduly low. They sought to show that the truckers wanted 
the rates, not to meet railroad competition, but to get eastbound 
traffic to balance their heavier movements to Fargo and Grand 
Forks. 


TRANSCONTINENTAL CANNED GOODS 


A readjustment of transcontinental rates on canned goods 
became effective May 31, the Commission two days before hav- 
ing refused to suspend schedules filed as a result of changes 
permitted by the Commission, subject to protest, when it vacated 
part of I. and S. No. 4866, canned goods from Pacific coast to 
the east. The changes were permitted to become effective not- 
withstanding telegraphic requests by intercoastal steamship lines 
asking for suspension of a part of a revised proposal submitted 
by the railroads after the Commission had vacated and set aside 
part of I. and S. No. 4866. 

The steamship lines were interested in a proposed reduced 
rate of 102 cents between the Pacific coast and transcontinental 
group A (New York) filed to supersede an eastbound rate of 
116 cents and the present westbound rates of 149-cents on canned 
goods generally and 112 cents on syrups, glucose, etc. 





METAL FOOTBOARDS TEST 


The Erie has asked the Commission to modify its order of 
March T3, 1911, with respect to footboards required on steam 
locomotives used in switching service so that it may equip one 
switching locomotive at Buffalo, N. Y., with footboards made of 
copper-bearing steel. The request is made in No. 21997, and 
the purpose of the proposed installation is to determine by use 
and test in service whether a footboard so constructed of metal 
will provide the same or a greater degree of safety than as 
provided by boards made of wood. A notice by the Commission 
says any interested party desiring to be heard in this matter 
may do so by making application within 20 days from May 29. 





PENNSYLVANIA CONTROL OF WABASH 


The Commission failed for the second time June 4 in an 
effort to hold a hearing in Finance No. 13235, application of 
the Pennsylvania Railroad Co. and the Pennsylvania Co. for 
authority to acquire control of the Wabash by purchase of 
capital stock (see Traffic World, May 17, p. 1270). The hearing 
was to have been before Commissioner Miller. The first effort 
to hold a hearing was May 10, but that had to be postponed 
on account of the intervention of the New York Central, which 
represented that acquisition of the Wabash by the Pennsyl- 
vania would bring about a combination inimical to its inter- 
ests. 

The second hearing, scheduled for June 4, was postponed 
at the request of the New England Governors’ Advisory Com- 
mittee, the postponement being to June 12. The New England 
governors intervened on account of the interest of the Pennsyl- 
vania in the stock of the New Haven. The New England gov- 
ernors, in their petition for postponement said they desired 
to be heard on that phase of the matter. 

At the time of the pvostponement on account of the gov- 
ernors it was intimated by those interested in the matter that 
there would be further interventions. 


WESTERN DISTRICT LIVE STOCK 


Western railroads have asked the Commission to extend 
until August 15 the effective dates of its orders in I. and S. 
No. 4844, transit live stock at feed yards in western district, 
and No. 17000, part 9—live stock—western district rates, re- 
opened, so, as they say, “that the equalization between the 
primary markets and so-called country points may be effected.” 

The western lines said they already had held two meetings 
to consider the difficulty incurred in the publication on a uni- 
form date of rules governing sale in transit and reconsignment 
and diversion of live stock, since those rules were contained in 
many agency and individual lines’ tariffs in the western dis- 
trict. Further, they said, representatives of the central-western 
live stock markets had requested a meeting with the western 
lines’ executives to discuss the manner in which the publication 
would be made. This meeting, they added, would be held in the 
near future, and it would be their intention to invite other 
representatives of shippers and producers to attend. In view 
of those facts, the western roads said they found it impossible 
to comply with the Commission’s decision by June 15, the date 
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set forth in the order in I. and S. No. 4844, and hence requested 
the extensions. 


PIPE LINE RATES PROTESTED 

The Petroleum Rail Shippers’ Association, complainant in 
No. 28106, Petroleum Rail Shippers Association vs. Alton & 
Southern et al., has asked the Commission to suspend tariffs 
of the Great Lakes Pipe Line Co. and the Phillips Petroleum 
Co., dated to be effective June 11, in which they publish propor- 
tional rates in purported compliance with the Commission’s 
decision in that case. It claims the proportional rates are not 
according to the Commission’s requirements and that they are 
consequently unlawful. 

It is asserted by the association they are not remunerative 
under the decision in this case in that they are, in practically 
all instances, lower than the actual cost of transportation. 
Another assertion is that the proportional rates do not pretend 
to represent a continuance movement and that under the tariffs 
it would be impossible to police the movements. Nor said the 
request for suspension any provision requiring that the com- 
modities moved under the proposed rates be moved to final 
destination. 

Southwestern railroads also wired a protest asking suspen- 
a See that the tariffs were not in accord with the 

ecision. 


C. AND E. |. REORGANIZATION 

Counsel for parties to the Chicago and Eastern Illinois 
reorganization will receive all of the $143,682.26 set by the 
Commission as maximum limits of final allowances for fees 
and expenses, under a ruling of Judge John P. Barnes in fed- 
eral district court at Chicago. The court also approved re- 
imbursements totaling approximately $50,000 as allowances to 
attorneys and agents for their work from February 1 to May 
15 in exchanging securities of the old railway company for 
those of the new railroad. In a special memorandum accom- 
panying the order, Judge Barnes criticized the parties for hav- 
ing taken 16 months from the time the plan was confirmed 
to reach the final stages of the proceedings. Only six months 
should have been necessary, he said. 

The reorganization managers have submitted their final 
report to Judge Barnes, describing the progress of the re- 
organization from the date of the confirmation of the plan, 
January 10, 1940, to the present. Only the filing of the final 
report of the trustee and of the draft of the final decree, a 
hearing thereon June 16, and the signing of final orders remain 
before the case ends, says the report. 


NEW HAVEN ABANDONMENT 

Despite its conclusion that the operations of the line in 
question had resulted in profits for the applicants’ system, the 
Commission decided that there were other considerations- 
notably a saving of $21,500 to $50,000 for Connecticut taxpayers 
made possible by elimination of a proposed bridge over a new 
highway—that warranted authorization by it of abandonment 
of a line of the New Haven from Orange, Conn., approximate!: 
3.44 miles to a point near Derby, Conn., by Howard S. Palmer, 
James Lee Loomis and Henry B. Sawyer, trustees in reor- 
ganization of the New Haven. 

The Commission, by division 4, granted such authority 
in a supplemental report in Finance No. 11823, New York 
New Haven & Hartford Railroad Co. trustees abandonment. 
It pointed out that in the previous report, 228 I. C. C. 117, 
dated May 6, 1938, the applicants asked permission to abandon 
a line extending 8.21 miles from West Haven, Conn., to the 
aforesaid point near Derby; that the Commission permitted 
abandonment of the portion from Orange to West Haven, and 
that it denied the authority sought as to the remainder with- 
out prejudice to renewal of the application at the expiration 
of two years if the volume of traffic became insufficient to 
warrant continued operation. The supplemental report sa‘d 
that if the line were continued in operation the State of Con- 
necticut would have to build a temporary bridge at a minimu’ 
cost of $21,500 or a permanent bridge costing $40,000 to 
$50,000. In the event of abandonment, it said, the state high- 
way department had agreed to bear the estimated expense of 
$8,596 for transfer to North Haven of the plant of one of the 
principal shippers on the considered line. The commission also 
noted that shippers of two-thirds of the freight handled on 
the line in 1940 had no objection to the proposed abandon- 
ment. 


“While there can be no doubt that the line is a conven- 
ience to those who object to its abandonment,” said the Com- 
mission, “it is equally clear, in view of the short additional 
distances they would be required to haul their freight from 
other stations, that the inconvenience they would suffer would 
not reach such proportions as to warrant the conclusion that 
they have such a need for the line as would require the expel 
diture of either of the amounts named by the State of Con- 
necticut. We are, therefore, of the opinion that the permission 
requested should be granted.” 
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Railroad Wage Demands 


Leaders of fourteen self-styled “standard railway labor 
organizations,” representing approximately 800,000 railroad 
employes in other than train service, met in Chicago the after- 
noon of June 4 and agreed to submit to the railroads a demand 
for increases in the hourly rates of pay for those workers 
which would make the rates range from a minimum of 70 cents 
to a maximum of $1.15. The demand, according to the state- 
ment issued by the labor leaders after the meeting, will be 
served June 10 and the request will be for the making of the 
new rates effective July 10. 


B. M. Jewell, chairman of the railway employes’ depart- 
ment of the American Federation of Labor, with which 12 of 
the 14 unions involved are affiliated, presided at the meeting, 
which was held after groups of general chairmen of each of 
the unions had held separate meetings at which each had 
authorized its chief executive officer to join in the general de- 
mand. Mr. Jewell refused to add anything to the formal state- 
ment issued, even in explanation of what some thought were 
obscure statements in it. He said that it had been agreed 
among the labor leaders that nothing more than the formal 
statement would be made public at the present time. 


Others present, however, speaking unofficially, said that, 
reduced to percentages, the increase demands approximately 
paralleled the 30 per cent demand by the train service brother- 
hoods a fortnight ago (see Traffic World, May 24, p. 1339). 
While the increase from the present railroad minimum pay of 
36 cents on class I railroads and 33 cents on others for mainte- 
nance of way workers to 70 cents was far more than 30 per 
cent, they said, the percentage increases in the higher brackets 
would be progressively lower. One speaker said that the pres- 
ent maximum was “about $1.10,” which would make the in- 
crease in that bracket less than 5 per cent. The opinion was 
that the increases would “average out” at about 30 per cent. 


There was even more reluctance to estimate how much the 
increase, if allowed in full, would add to the annual railroad 
payroll. One of the leaders, however, grudgingly admitted that 
a rough calculation on the basis of present payrolls resulting in 
an estimate of $440,000,000 annually, “looked about correct.” 


The statement said that the organizations had decided “to 
open their existing wage agreements with the railways through- 
out the United States for the purpose of making such changes 
in wages as may be necessary to provide for a minimum wage 
of 70 cents per hour as the lowest rate to be paid in the in- 
dustry and with other corresponding increases which will pro- 
vide wage rates up to $1.15 per hour for the highly skilled 
workers in railroad service.” It said that demand was “mod- 
erate” in view of what was happening in other industries, and 
warned that unless equality in pay with those other industries 
was granted, railroad workers would abandon “this backward 
and lagging industry.” It read, in part, as follows: 


A thorough investigation has demonstrated that there is an abund- 
ance of evidence to support this moderate request for wage changes. 
The railway employes represented by these fourteen railway labor 
unions are not asking that their wages be fixed at any higher level 
than is paid those performing reasonably similar service in other 
comparable and organized industries, but these employes are no longer 
willing to lag farther and farther behind, while wage earners in the 
nation’s other major industries continue to move forward along the 
road of economic progress. 

Railroad employment requires a highly specialized and particular 
type of skill on the part of the majority of those engaged in the 
industry and there is little or no place in railroad service for the 
so-called common, unskilled laborer. With longer and heavier trains 
operating at constantly increasing speed, which now reaches 90 and 
100 miles per hour, and with the character of railroad service so 
closely interwoven and so highly interdependent, it necessarily fol- 
lows that the railroad worker must possess unusual qualifications. 
Otherwise he is not merely an unsatisfactory or incompetent worker, 
but he is actually a menace to the traveling and shipping public. 


Wages in the railroad industry have lagged behind those in other 
major industries. If the nation’s 25 largest industries were brought 
together for purposes of wage comparison, the average wage for the 
ceed industry would be found at or near the very bottom of the 

st. 

The backwardness of the railroad industry is further reflected in 
the fact that it is still bitterly resisting the attempts of railway 
workers to obtain vacations with pay, notwithstanding the fact that 
coal, steel, automobile and other major industries have granted this to 
their employes. 

The low and grossly inadequate wage rates now being paid in 
the railroad industry constitute a menace to our national security and 
our present belated efforts in the direction of preparedness. Unless 
the skilled railroad worker is granted an increase comparable with 
other skilled labor, he will not continue on his railroad job while 
highe: Wages are being paid to those who possess less skill and who 
assume less responsibility in other lines of employment. 

In short, railroad workers will not continue much longer in this 
backward and lagging industry, unless the railroads indicate a will- 
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ingness to pay its workers an equal wage with other industries for 
the performance of equal service. 


The statement was signed by the following: 


V. O. Gardner, president, Order of Railroad Telegraphers; H. W. 
Brown, international president, International Association of Machinists; 
J. A. Franklin, international president, International Brotherhood of 
Boilermakers and Iron Ship Builders and Helpers of America; Roy 
Horn, general president, International Brotherhood of Blacksmiths, 
Drop Forgers and Helpers; L. M. Wicklein, general vice-president, 
Sheet Metal Workers’ International Association; J. J. Duffy, inter- 
national vice-president, International Brotherhood of Electrical Work- 
ers; Felix H. Knight, general president, Brotherhood of Railway Car- 
men of America; George Wright, vice-president in charge of railroads, 
International Brotherhood of Firemen, Oilers, Round House and Rail- 
way Shop Laborers; George M. Harrison, grand president, Brother- 
hood of Railway and Steamship Clerks, Freight Handlers and Station 
Employes; E. E. Milliman, president, Brotherhood of Maintenance of 
Way Employes; James J. Delaney, president, National Organization 
of Masters, Mates and Pilots of America; Joseph P. Ryan, president, 
International Longshoremen’s Association; A. E. Lyon, grand presi- 
dent, Brotherhood of Railroad Signalmen of America; Samuel J. 
Hogan, president, National Marine Engineers’ Beneficial Association. 


All but the last two named unions are A. F. of L. affiliates. 
The National Marine Engineers’ Beneficial Association is a 
C. I. O. organization. 

The action of the fourteen unions brings to a total of nine- 
teen the rail labor organizations now joined in wage increase 
demands. Unions of sleeping car conductors and train dis- 
patchers are expected to take similar action which will make 
the demand unanimous among labor unions. 


Statement of Johnston 


The following statement was issued June 3 by C. E. John- 


ston, chairman of the Western Association of Railway Execu- 
tives: 


By announcing that they will demand an advance in their present 
wages of 30 per cent, over and above the rates established in 1937 and 
which are the highest ever paid, the transportation employes of the 
railways (those in engine, train and yard service) are seeking average 
hourly wages 38% per cent higher than they received at the height of 
the country’s prosperity in 1929. They give as one reason the ‘‘in- 
creasing cost of living.’’ The cost of living in April, 1941, as reported 
by the Bureau of Statistics, U..S. Department of Labor, must increase 
14 per cent even to equal that of April, 1929. Therefore, measured by 
the cost of living—the purchasing power of their pay—these employes 
are asking wages 58 per cent higher than they received in 1929. 

Road service employes are paid a minimum wage for each day 
they work, irrespective of the number of hours worked. This is done 
on a dual basis; being either a wage for a minimum number of hours, 
or for a minimum number of miles of assumed train operation. Many 
such minimum payments are made for less than three hours’ actual 
service. The earnings at present for many engineers who operate 
Diesel passenger engines, based upon time actually worked, is as much 
as $4 per hour. The total compensation of train and yard service 
employes in 1940 was 568 million dollars. 

This announced demand comes at a time when the entire nation 
has been asked by the President to make a supreme sacrificial effort 
for the national defense. It is to be made by the men who are not 
only being paid the highest wages in the history of American railroads 
but who are also the beneficiaries of many so-called ‘‘featherbed’’ rules 
by reason of which they secure large payments for doing very little 
work and in many instances for doing no work at all. The statistics 
of the Interstate Commerce Commission show that the ‘‘miles paid 
for but not run” in 1940 were 11 per cent as much as the ‘‘miles 
actually run.’’ 

The railways of Western Territory have sent notices to the trans- 
portation brotherhoods proposing changes in the working rules that 
result in the large payments being made for ‘‘featherbed’’ service. 
They have proposed to the locomotive engineers and firemen 11 and 
to the conductors 12 changes in these rules. 

For example, one proposal is for ‘‘elimination of all restrictions 
upon starting of yard service employes at any time or place necessary 
to meet requirements of the service and all penalty payments in 
connection therewith.’’ The Railroad Adjustment Board has approved 
claims for substantial sums because of complaints that an employe 
was started to work slightly earlier than the employes considered he 
should have been under the existing agreement. For instance, a 
railroad was ordered to pay a penalty of 12 hours’ wages for work on 
each day from 6:15 a. m. to 6:30 a. m. simply because the employe 
began work before 6:30 a. m.—and this ‘‘penalty’’ payment was in 
addition to the 8 hours’ regular wage that had to be paid for the 
7 hours and 45 minutes work done from 6:30 a. m. to 2:15 p. m, 

Another proposal made by the railways is the “elimination of 
all restrictions on road crews performing yard work and all penalty 
payments to either road or yard crews in connection with such per- 
formance.’’ 

It will surprise most persons not familiar with railway operation 
to learn that in numerous instances the railroad adjustment board 
has held that, when a train crew has done even a trifling amount of 
switching, not only must all members of the train crew be paid an 
extra day’s wages for doing this switching, but that a yard crew which 
did not work at all must also be paid a day’s wages. In 1932 when 
business had so declined that only about 3% hours’ switching per 
day was required, a railway discontinued assignment of a yard crew 
at a certain town and thereafter road crews did the switching at that 
place. From then until June, 1937, no claim was made that either 
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the yard crew or the train crews should receive additional pay because 
of such discontinuance. 

In January, 1941, however, a decision by the adjustment board 
ordered the railway not only to pay the yard crew a day’s wage for 
each day during the nine years following 1932 that the train crews 
did switching, but also to pay the train crews a day’s wage at yard 
rates in addition to their regular wages for every time they did any 
switching. There have been more than 300 cases throughout the coun- 
try in which railways have been ordered to pay in the aggregate 
many hundreds of thousands of dollars of this extra ‘‘back pay’’ to 
train and yard employes who had already been paid for a day’s work 
or who actually had done no work at all for it. In order to avoid 
for the future results such as those just mentioned, one of the pro- 
posals made by the railways is to ‘‘establish limitation of 30 days 
for filing time claims.’’ 

In addition to the large ‘‘featherbed’’ payments the railways are 
now required to make to their transportation employes, some of these 
employes, besides seeking a 30 per cent advance in their wages, are 
demanding the adoption of other ‘‘featherbed’’ rules. For example, 
the locomotive engineers are demanding the employment of an as- 
sistant engineer in the engine rooms of certain Diesel locomotives, and 
at the same time the firemen are demanding additional firemen by 
asking for the employment of one fireman on each unit of such locomo- 
tives, which are now being extensively put into both passenger and 
freight service. This is merely another effort to load down the rail- 
way payroll with wages for employes that are not needed. A Diesel 
locomotive is so constructed that it may be argued that it consists of 
one, two, three or even four ‘‘units.’’ It is, however, a single locomo- 
tive, and for all the millions of miles run by Diesel road engines 
since their inauguration seven years ago one engineer and one fireman 
have been used; thus there has been ample demonstration that no 
additional engineers or firemen are needed. But if the demands of 
the engineers and firemen were granted, it would be necessary to have 
four of these engineers and firemen on a Diesel locomotive of two 
units; five on one of three units, and six on one of four units. It is 
not clear why all these men are demanded upon a Diesel when only 
one engineer and one fireman are required on a steam engine capable 
of rendering the same transportation service. 

Present pay of firemen on coal-burning locomotives is higher than 
on Diesel and oil-burning locomotives. On the latter there is no 
coal to be shoveled; but the firemen are now demanding that their 
wages on Diesel and oil-burning locomotives shall be made as high as 
on coal-burning locomotives. 

In addition to all the above the fourteen unions composed of 
employes not in train service are negotiating for vacations with pay, 
and information reaching railway management indicates that they 
will soon meet to decide on demands for advances in wages. 

The western railways serve a predominantly agricultural territory. 
Last year they derived 28 per cent of their freight earnings from 
transporting the products of agriculture. They desire, while paying 
their employes reasonably, to make their operating costs as low as 
practicable in order to serve the farmers and all their other customers 
satisfactorily at reasonable freight and passenger rates. They cannot 
do this if they must pay their employes excessive wages—and large 
amounts for work that is not done. The money for these expenses 
must come from charges paid for transporting agricultural products 
and other commodities incident to western commerce and for carrying 
passengers. An advance of 30 per cent in the wages of their trans- 
portation employes would add 72 million dollars a year to their 
operating expenses. An advance of 30 per cent to all their employes 
would add about 263 million dollars to their expenses. Granting of 
the other demands of the labor unions mentioned would still further 
increase their operating expenses. 

Business on the western lines is better now than last year. It is 
quite evident, however, that there is no economic justification what- 
ever for the demands for huge increases in their payrolls now being 
made by the labor unions, and it is obvious that these demands cannot 
be granted without the most adverse effects upon the western railways, 
and the farmers and other producers and shippers that they serve. 


In a statement, issued June 6, Mr. Johnston quoted depart- 
ment of labor figures to show that the statement made by the 
non-operating unions, that rail wages were low in comparison 
with other industries was erroneous. Average hourly earnings in 
all manufacturing industry in the country in February, 1941, 
were 69.2 cents, he said those figures showed, as compared with 
the average of all railroad workers of 77 cents. The weekly 
average in all manufacturing industry in that month, he con- 
tinued, was $28.56 as compared to the rail average of $36.58, or 
28 per cent higher. He estimated the total of the wage demands 
now being made, including those of engineers and firemen for 
new wage bases and extra men on diesels; the non-operating 
wage and vacation demands, and the train service 30 per cent 
demand, at “substantially $750,000,000” and compared that 
— the total net income of the railroads in 1940 of $191,000,- 


Western Roads Wage Committee 


Western railroads have assigned negotiations with the 
train service brotherhoods on their wage demands to a com- 
mittee headed by F. G. Gurley, vice-president, Atchison, To- 
peka and Santa Fe. It was considered probable that nego- 
tiations with the standard rail labor unions would also be en- 
trusted to that committee, so far as the western railroads are 
concerned. The same committee has been holding joint ses- 
sions with representatives of the Brotherhood of Locomotive 
Engineers and the Brotherhood of Locomotive Firemen and 
Enginemen on matters of basic rates of pay and the numbers 
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of crews on diesel engines. The two unions are seeking a re- 
vision of the existing scale based on engine weights on drivers 
which are at present based on steam locomotives and which 
they contend are not logical for use with diesel locomotives, 
They also seek a revision of the schedules of men required on 
engines which, among other things, would require an engineer 
on duty in each of the units of multiple-unit diesels. 

The committee, it was said, was not contemplating consid- 
eration of the course it would adopt in the wage negotiations 
because of its immediate duties in connection with the diesel 
matters. In addition, it was said, nothing could be done about 
the wage matters until the demands were formally served on 
the railroads on the date set by both labor groups, June 10, 
There was a feeling, however, that when the wage matters 
come up, there will be a “digging in” for several months of 
meetings and negotiations. 

The first step in the process will be the holding of joint 
conferences with representatives of the two union groups, 
probably separately. Such negotiations, it was estimated, 
could hardly be completed in under thirty days and there 
seemed to be no feeling that they would result in agreement. 
Under the law, the next step would be arbitration, a proceed- 
ing that would likely also take at least another thirty days, 
and that failing, there would then come the traditional strike 
threat, the appointment of a presidential fact finding board and 
subsequent hearings and findings by that board. Assuming 
both sides to hold out that far—as seemed likely from the state- 
ments issued by both sides—it seemed probable that the ques- 
tion would not be settled until October or November at the 
earliest. 

It was pointed out that the appointment of a committee by 
the western railroads did not necessarily mean that those roads 
would conduct negotiations separately from their eastern and 
scuthern colleagues. The committee has power to merge itself 
with similar committees from the other regions and it was con- 
sidered probable that the negotiations would be conducted for 
the railroads, as has been the case in other wage cases in recent 
years, by a national committee acting on a nationwide scale. 

In addition to Mr. Gurley, the following are members of 
the committee: 


J. Cannon, chief operating officer, Missouri Pacific; J. D. Farring- 
ton, chief operating officer, Chicago, Rock Island and Pacific; C. P. 
Cahill, general manager, Union Pacific; C. R. Young, manager of 
personnel, Illinois Central; E. B. Hall, chief mechanical officer, Chicago 
and North Western; H. H. Urbach, mechanical assistant to the execu- 
tive vice-president, Chicago, Burlington and Quincy; A. D. Williams, 
superintendent of motive power, Southern Pacific. 


flandling Rail Labor Disputes 


Members of the House committee on appropriations sought 
information from members of the National Railroad Adjust- 
ment Board in hearings on the appropriation bill covering that 
board and the National Mediation Board as to why it cost $78 
to dispose of a deadlocked case when the referee was paid 
$50 a day while it cost $71 a case when the referee was paid 
$75 a day. Last year Congress put a limit of $50 a day for 
referees selected to sit in deadlocked adjustment board cases. 
Question was raised as to whether referees were taking longer 
to decide cases now. 

The bill, as reported to the House, for the fiscal year be- 
ginning July 1, carried $155,500 for the National Mediation 
Board and $220,000 for the National Railroad Adjustment 
Board, and continued the limitation of $50 a day for referees. 

The committee said in its report to the House that it 
seemed that referees had not been able to dispose of as many 
cases, per capita, as they did in the fiscal year 1940 when they 
received $75 instead of $50 a day. 

“The committee realizes, of course,” it said, “that each 
case is essentially different in its nature and that no set rule or 
standard can be arrived at as to the time element that may be 
reasonably expected to be involved in the settlement of each 
case. The committee is hopeful, however, that consideration 
will be given to this question by the board with a view of in- 
suring that adequate return in services rendered is made to the 
government for its expenditure for this purpose.” 

Paul M. Carter, a labor member of the adjustment board, 
said the reduction in referee pay from $75 to $50 a day had not 
shown the government a reduction in cost or turn-over of the 
men “but I think the records will bear out the statement that 
it is probably costing the government one-third more per case 
than the government paid handling the same number of cases 
under the previous type of set-up with the type of men that 
they were getting at that time.” 

“In other words,” asked Representative Keefe, of Wiscon- 
sin, “do I understand you to mean that with the $75 per day 
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fee allowed to referees you got higher quality or better class 
of men?” 

“Oh, no; I would not say that, because we have a very 
high class of men, the men that are on the job, and I do not 
mean that as a reflection upon them in any way.” 

“Then why has there not been a decrease in the cost?” 

“Strangely, it has not shown a saving to the government,” 
answered Mr. Carter. 

Mr. Keefe suggested that “maybe they have not put in as 
long a day for $50 as they did for $75.” 

“We know what the answer to that is,” said Mr. Carter. 
“We find figures showing up to $124 an award now.” 

Leland Howard, board’s administrative officer, said it did 
not run “quite that high.” 

The board representatives insisted the referees did not 
deliberately prolong consideration of cases under the $50 a day 
pay but suggested a certain referee, because of “mental ap- 
proach,” might take longer than another. 

Mr. Howard pointed out that the $50 a day pay rate had 
been in effect only nine months and thought over a period of 
time a reduction in cost would be shown. He said some referees 
worked much more rapidly than others. 

When reference was made to Frank Swacker obtaining 
$22,693.75 in the fiscal year 1940 for referee services, Mr. 
Carter said he turned out awards faster fhan any man “we 
have today sitting before the board.” 

Representative Tarver, of Georgia, said the $50 limitation 
had been established because of huge payments to referees 
“and we put this limitation in without receiving very much 
insistence on the part of the board that it ought to be done, 
and I am just impressed with the idea that we have not had 
the cooperation here that we have a right to expect.” 

The budget estimate for the referees was $50,000 but the 
committee cut that to $45,000 which “the committee feels can 
be absorbed if proper attention is given to the considerations 
hereinbefore mentioned.” 

Rail labor relations were getting a little more choppy, the 
committee was told. Commissioner Beyer, of the mediation 
board, said there had been an increase in cases—there was 
more unrest in the labor field. 

“Everybody is generally aware of the situation throughout 
the country, and that it has restrictions in the transportation 
industry, just the same as in the steel industry, the automobile 
industry, or industries of defense,” said he. 

Commissioner Cook, chairman of the mediation board, said 
there was a possibility of having the C. I. O. and A. F. of L. 
in the railroad field but that the field ‘is fully covered by the 
so-called standard railroad labor organizations.” 


R. R. B. Legal Opinions, Ete. 


The Railroad Retirement Board has announced it has re- 
leased a revised edition of the booklet “Questions and Answers 
on the Railroad Retirement Act,’ copies of which are obtain- 
able on request. The new edition includes material on the 
crediting of military service toward annuities, the prior service 
program, the creditability of service in foreign countries and of 
service to local lodges and divisions of railway labor organiza- 
a. and the exclusion of coal mining from coverage under 

e act. 

In order to expedite the collection of prior service records, 
the board said, an employe was being designated in each of its 
regional offices to be responsible for the proper conduct of the 
program in that region. 

Pointing out that its functions were similar to those of a 
large insurance company, the board said, only four life insurance 
companies in the United States, the Equitable of New York, 
the Metropolitan, the Prudential, and the New York Life, paid 
their policy holders, in the course of a year, larger amounts 
than it did. While those companies were generally recognized 
as having relatively low administrative costs, the New York 
Life, which disbursed in 1939 about 40 per cent more than the 
board will pay out this year, had administrative expenses of 
roughly nine times the current expenses under the railroad 
retirement act, according to the board. The Mutual Life Insur- 
ance Co., with about 15 per cent less disbursals than the board, 
had more than 5 times the expense. The board said that more 
than 2,400,000 persons had accumulated rights under the rail- 
road retirement act for service on and after January 1, 1937. 

Part-time service in Canada to a United States employer 
covered by the railroad retirement act is creditable, according 
to the board’s general counsel, even though service by the same 
individual to a Canadian employer, also covered by the act, 
's not creditable. The ruling grew out of a case in which the 

anadian office of a United States express agency regularly 

orrowed short-shift employes from the express department of 

a Canadian railroad, employing them from 2 to 8 hours a day. 
Judgments for unpaid alimony may not be deducted from 
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annuities under the railroad retirement act, according to the 
board’s general counsel, nor may an annuitant be held in 
contempt for failure to pay alimony, unless he has sufficient 
other income from which to make the payments. 

The fact that a railroad may contract with an individual 
for the performance of certain services does not give the indi- 
vidual status as an independent contractor when the authority 
to supervise is retained by the railroad, according to the board. 
In any case of this sort, the board said, the contracting individual 
and any persons working under the contract were employes 
of the railroad company and thus subject to the coverage of 
the railroad retirement and unemployment insurance acts. 

An order to report to a local draft board for paysical 
examination is good cause for refusal to apply for a job, ac- 
cording to an unemployment insurance memorandum opinion. 
According to a policy adopted by the director of employment 
and claims, claimants who are prevented from registering 
because of storm, blizzard, or other act of God, are no longer 
considered available for work. Students who have made no 
attempt to obtain employment while attending school and are 
not willing to drop their studies in order to accept jobs have 
been ruled unavailable for work. Failure to receive notice 
of work because he cannot be reached by telephone, accord- 
ing to the board, does not affect a claimant’s availability for 


work when calls for work are customarily brought to his atten- 
tion in another manner. 


Railroad Adjustment Board Case 


Ten members of the National Railroad Adjustment Board 
and Royal A. Stone, member of the Minnesota supreme court, 
who has acted as a referee with the board, have been named 
defendants in a complaint filed by the Delaware and Hudson 
Railroad in federal court at Chicago. The plaintiff alleges the 
defendants intend to allow employes of the railroad to re- 
submit 170 disputes to the board which have already been 
heard by the board, and that such intention violates the rail- 
way labor act, resulting in needless public expense and prej- 
udice against the equity of the plaintiff. Besides Mr. Stone, 
the defendants, who are or have been members of the first 
division of the board, are E. W. Fowler, T. K. Faherty, R. A. 
Knoff, L. L. McDonald, L. O. Murdock, F. J. Williams, William 
Bishop, Paul M. Carter, R. E. Edrington, and Fred Lewis. 

According to the complaint, members of the Brotherhood 
of Railway Trainmen, the Order of Railway Conductors, and 
the Brotherhood of Locomotive Firemen and Enginemen, be- 
tween June 17, 1936, and August 23, 1939, submitted 170 dis- 
putes to the board which the board did not decide because a 
majority opinion could not be reached. Mr. Stone was ap- 
pointed by the National Mediation Board to sit with the other 
ten defendants as referee and in April, 1940, 73 of the dis- 
putes were heard again with the referee sitting in, says the 
complaint, adding that on May 13, 1940, Mr. Stone delivered 
his opinions in those cases. Since then the board has not 
acted on the 170 cases, failing to make Mr. Stone’s opinions 
effective in the 73 cases and failing to hold hearings with Mr. 
Stone in the other 97 disputes, says the complaint. In March 
of this year, it continues, the Brotherhood of Railway Train- 
men refiled five of the original cases. The board has indicated 
it will hold hearings on those five disputes, and the unions in- 
tend to resubmit the other 165 cases “in groups of five or ten, 
at intervals varying from one week to several weeks, so that 
the aforesaid process of resubmission” will extend over months 
or years, it says. The railroad says that the court should pre- 
vent the allegedly needless, expensive, and illegal duplication 
of matters by ordering the board to make effective the opinion 
of Mr. Stone in the 73 cases in which hearing was held in April, 
1940; by ordering the board and Mr. Stone to render opinions 
in the other 97 cases, and by enjoining the defendants from 
allowing the unions to resubmit the cases. 

The case has been assigned to Judge Michael L. Igoe’s 
calendar. It has not yet been set for hearing. 


REPRESENTATION OF EMPLOYES 

The National Mediation Board in the matter of repre- 
sentation of yardmen of the New York Central has reaffirmed 
a finding that it can not split a single carrier or combine two 
or more carriers for the purpose of determining who is eligible 
to vote in a representation case under the railway labor act. 
The ruling upholds a contention of the Brotherhood of Railroad 
Trainmen and is against a contention of the Switchmen’s Union 
of North America that various separate properties or lines 
operated by the New York Central were separate carriers for 
the purpose of representation, and that the act permitted the 
board to divide a “carrier” into geographical areas, separate 
lines, or regions, and that the employes embraced within a class 
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or craft in the service of the railroad company of each such 
line or region constituted separate crafts or classes of em- 
ployes for purposes of representation. All yardmen of the 
N. Y. C., therefore, will vote for their representatives as em- 
ployes of the N. Y. C. 

The National Mediation Board has certified that the Broth- 
erhood of Railroad Trainmen has been designated to represent 
the craft or class of yardmasters, employed by the Elgin, Joliet 
& Eastern Railway Co., and the International Brotherhood of 
Firemen, Oilers, Helpers, Roundhouse and Railway Shop 
Laborers, operating through the railway employes’ department, 
A. F. of L., to represent the craft or class of power house 
employes and railway shop laborers, employed by the Wash- 
ington Terminal Co., for the purposes of the railway labor act. 

In an amended certificate, the board has certified that 
the Brotherhood of Maintenance of Way Employes is author- 
ized to represent stockyard feeders, laborers, farmers and 
teamsters as maintenance of way employes, in the service of 
the Burlington. 


A. B. & C. DISPUTE SETTLED 


Advices received in Washington this week were to the 
effect that the emergency board appointed by the President to 
investigate and report on the wage dispute between the Atlanta, 
Birmingham & Coast and trainmen, engineers and firemen, had 
announced that an adjustment had been made and that there 
would be no strike. 


PAY INCREASE FOR DOCK WORKERS 


The Soo and other northwestern railroads involved in the 
dispute created by the demand of members of the Brotherhood 
of Railway Clerks for an increase in pay have granted an in- 
crease of 10 cents an hour to their ore dock employes, according 
to informal advices received in Washington. The emergency 
board appointed by the President brought about the settlement, 
it was said (see Traffic World, May 17, p. 1283). 


RAIL WORKERS’ SURVEY 


With a view to furnishing information which may be use- 
ful in meeting future labor shortages in defense industries, 
the Railroad Retirement Board, at the request of the Office 
of Production Management, is making a study of the number 
and the occupational skills of persons in various crafts who 
are on furlough lists or are working less than full time in the 
railroad industry. With the cooperation of the standard labor 
organizations and of the Association of American Railroads, 
the board said it had made such a survey for the week of 
May 12-18. 


Money for Retirement Board 


An appropriation of $144,000,000 for the Railroad Retire- 
ment Board for the fiscal year beginning July 1 was recom- 
mended in the annual appropriation bill covering that agency 
reported by the House appropriations committee. This amount 
includes $2,445,000 for salaries, $650,000 for miscellaneous ex- 
penses, $55,000 for printing and binding, and $140,850,000 for 
the railroad retirement account. It represents an increase of 
$18,864,000 compared with 1941 fiscal year appropriations. 

The committee pointed out that the board also administered 
the railroad unemployment insurance act the administrative 
cost of which is met from an automatic levy of 10 per cent of 
the collections of taxes made under the operations of the act. 

The estimate of $140,850,000 for the retirement account, 
said the report, represented the estimated amount of receipts, 
less administrative expenses, coming into the general funds 
of the Treasury in the form of taxes levied under the terms of 
the railroad retirement act. 

The committee said it had commented last year on the 
overhead cost of administering the unemployment insurance 
act and that it appeared that in 1940 the board disbursed ap- 
proximately $14,800,000 in payments for unemployment insur- 
ance whereas the administrative cost was $4,100,000, or ap- 
proximately 30 per cent of the disbursements. In the first nine 
months of the current fiscal year, it said, the payments amounted 
to $14,925,000 while the administrative costs were $2,750,000 
or 17.2 per cent of the total payments. The committee said it 
felt there was still room for improvement in the matter of 
reducing the cost of administration of the act and would 
review the subject at the time of hearings on the bill next 
year. 

Net benefit payments certified by the Railroad Retire- 
ment Board under the railroad retirement act in April amounted 
to $10,500,980, bringing total payments from the beginning 
of operations through April to $409,272,689, according to the 
latest figures made available by the board. Through April the 
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board had certified 141,210 employe annuities, 48,536 pensions, 
2,868 survivor annuities, 5,422 death benefit annuities, and 
40,004 lump-sum death benefits. 

The assets of the board’s retirement account at the end 
of April totaled $95,122,526, consisting of a cash balance of 
$9,722,526 and $85,400,000 in Treasury notes. 

Questioned as to the sufficiency of the taxes levied on 
carriers and their employes—now a total of 6 per cent on the 
pay rolls—to meet annuity and pension payments and the 
actuarial estimate made heretofore that taxes might have to 
be raised to a total of 11 per cent, Chairman Latimer, of the 
board, told the appropriations committee that the 11 per cent 
estimate was based on retirements in 1938 and 1939 and pay 
rolls in those years, and the length of lifetime of retired em- 
ployes. Under present law the total tax will rise to 7% per 
cent by 1946. 

“We do not think that the pay rolls will stay at the level] 
of 1938 and 1939,” said he. “Today they are way above that 
level, and they are still increasing. We do not think that the 
employes will retire as fast as they did in 1938 and 1939, and, 
in fact, a change in this respect is already evident. We do not 
think that there will be any reduction in the length of the 
lifetime of retired employes, and there are no indications of 
any material change. For those reasons I am personally quite 
convinced that it will not take 11 per cent of the pay roll in 
tax collections to insure the payment of annuities under the 
railroad retirement act. On the other hand I am not prepared 
to say the system can be supported on the present schedule of 
taxes.” 

A statement showed $172,171,745.35 in the unemployment 
insurance fund and questions were asked about reducing the 
3 per cent tax on railroad pay roll, paid by the carriers, to 
support the unemployment insurance system. Chairman Lati- 
mer said he thought one of two things ought to be done. 

“If it is deemed desirable that the benefits be made more 
liberal than they are now, I think you can defend the con- 
tinuation of this tax,” said he. “On the other hand, I don’t 
think you can defend a reduction of the tax until it is de- 
termined that the level of the benefits is what it should be. 
There are a good many points where the benefits perhaps are 
not as adequate as they should be.” 

The testimony showed that unemployment insurance bene- 
fit payments in the first nine months of the current fiscal year 
totaled $14,923,000. 


RAIL EMPLOYMENT 


Employes of Class I steam railways, excluding switching 
and terminal companies, at the middle of May totaled 1,124,719, 
increases of 11.05 per cent over May last year and 4.05 per cent 
over April this year, according to a Commission compilation based 
on preliminary reports. By the various classes of employes, the 
May employment was reported as follows: Executives, officials 
and staff assistants, 12,079; professional, clerical, and general, 
173,018; maintenance of way and structures, 244,338; main- 
tenance of equipment and stores, 309,306; transportation (other 
than train, engine, and yard), 133,469; transportation (yard- 
masters, switch-tenders, and hostlers), 13,303; and transpor- 
tation (train and engine service), 239,206. 


RAIL UNEMPLOYMENT INSURANCE 


Insurance claims under the railroad unemployment insur- 
ance act received in the regional offices of the Railroad Retire- 
ment Board totaled 102,794 in the five-week period, March 29- 
May 2, a weekly average of 20,559, according to the board. 

“Since only one claim is submitted for each registration 
period, which generally covers a period of 14 days, the decline 
of nearly 8,700 in the weekly average of claims from March to 
April indicates a reduction of over 17,300 in the average num- 
ber of unemployed registering under the act,” says the board. 
“These figures are in line with the preliminary data of the In- 
terstate Commerce Commission which show for April an in- 
crease of more than 30,000 in employment on Class I railroads. 
The April increase in employment and decline in unemployment 
would have been greater except for the coal mine stoppage. Op- 
erations in most of the bituminous coal fields ceased on April 
1 and were not resumed until the end of the month.” 

More than $1,647,000 was certified in benefits on 90,442 
claims in April, benefit certifications continuing to decline in 
about the same proportion as claims, according to the board. 
The average benefit certifications, excluding certifications which 
also covered waiting-period credit, the board said, declined from 
$19.65 in March to $18.26 in April. 

The board said its employment service operated at a much 
higher level in April than in any preceding period, due mainly 
to the seasonal demand for track labor and the cooperation of 
employers in using the facilities of the board in preference t0 
private employment agencies and commissaries. 
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Revenue Freight Loading 


Loading of revenue freight the week ended May 31 totaled 
801,783 cars, according to the Association of American Rail- 
roads. This was an increase of 162,663 cars or 25.5 per cent 
above the corresponding week in 1940, an increase of 238,474 
cars or 42.3 per cent above the same week in 1939, and for the 
week of May 31 which included a holiday was a decrease of 
64,234 cars or 7.4 per cent under the preceding week. 

All districts reported increases compared with the cor- 
responding weeks in 1940 and 1939. 

The revenue freight loading by districts the week ended 
May 31 and for the corresponding period last year was re- 
ported as follows: 


Eastern district: Grain and grain products, 6,023 and 5,648; live 
stock, 757 and 1,063; coal, 29,594 and 23,123; coke, 3,577 and 2,302: 
forest products, 2,159 and 1,739; ore, 5,719 and 4,554; merchandise. 
L. C. L., 37,112 and 32,517; miscellaneous, 80,007 and 58,449; total, 1941, 
164,948; 1940, 129,395; 1939, 114,580. 

Allegheny district: Grain and grain products, 3,800 and 3,295; live 
stock, 524 and 851; coal, 40,797 and 28,043; coke, 6,436 and 3,859; forest 
products, 1,357 and 665; ore, 15,884 and 11,782; merchandise, L. C. L., 
97,334 and 22,945; miscellaneous, 83,817 and 63,014; total, 1941, 179,949; 
1940, 134,454; 1939, 107,737. 

Pocahontas district: Grain and grain products, 223 and 196; live 
stock, 85 and 105; coal, 41,238 and 35,216; coke, 479 and 395; forest 
products, 819 and 551; ore, 619 and 541; merchandise, L. C. L., 5,158 
and 4,781; miscellaneous, 7,652 and 6,110; total, 1941, 56,273; 1940, 
47,895; 1939, 40,471. 

Southern district: Grain and grain products, 1,982 and 2,239; live 
stock, 972 and 895; coal, 19,567 and 16,160; coke, 364 and 422; forest 
products, 14,291 and 10,225; ore, 1,743 and 1,104; merchandise, L. C. L., 
96,059 and 24,482; miscellaneous, 51,615 and 39,758; total, 1941, 116,593; 
1940, 95,285; 1939, 85,360. 

Northwestern district: Grain and grain products, 10,102 and 6,320; 
live stock, 1,678 and 2,215; coal, 4,730 and 3,805; coke, 2,421 and 1,507; 
forest products, 7,890 and 8,485; ore, 46,649 and 37,248; merchandise, 
L. Cc. L., 16,353 and 15,622; miscellaneous, 36,680 and 28,168; total, 
1941, 126,503; 1940, 103,370; 1939, 88,554. 

Central Western district: Grain and grain products, 10,610 and 
6,813; live stock, 3,712 and 4,075; coal, 6,508 and 4,919; coke, 308 and 
194; forest products, 7,589 and 6,444; ore, 5,205 and 4,184; merchandise, 
L. C. L., 22,002 and 20,891; miscellaneous, 51,664 and 40,253; total, 1941, 
107,598; 1940, 87,773; 1939, 86,599. 

Southwestern district: Grain and grain products, 3,403 and 2,732; 
live stock, 1,245 and 1,329; coal, 2,073 and 1,955; coke, 133 and 142; 
forest products, 5,091 and 4,154; ore, 326 and 250; merchandise, L. C. L., 
9,309 and 9,201; miscellaneous, 28,339 and 21,185; total, 1941, 49,919; 
1940, 40,948; 1939, 40,008. 


Loading of revenue freight the week ended May 24 totaled 
866,017 cars, according to the Association of American Rail- 
roads (see Traffic World, May 31). 

All districts reported increases compared with the corre- 
sponding weeks in 1940 and 1939. 


Revenue Freight Car Loading—Week Ended Saturday, May 31 
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1941 1940 1939 

CANE GE: SOE oon coi ecdecteces 2,740,095 2,557,735 2,288,730 
4: WOGks Gf FOUTGAlyY «0. cccssencs 2,824,188 2,488,879 2,282,866 
ee ee. a eer 3,817,918 3,123,916 2,976,655 
ie a dor | ar rape ses 2,793,563 2,495,212 2,225,188 
OR EIS ccc des macecaeence 794,301 665,547 572,025 
NE Ot I aos 6 ircnesocnewecen 837,149 680,628 554,644 
WOO EEE Scie wvcwcwececesrescs 861,277 679,065 612,888 
ON CE NT ooo bee heen tniewnre 866,017 687,480 623,542 
MMR ss Sad ects a dbuae erties ewes 15,534,508 13,378,462 12,136,538 


Revenue freight loading by districts the week ended May 
24 and for the corresponding period last year was reported as 
follows: 


Eastern district: Grain and grain products, 6,802 and 6,418; live 
stock, 987 and 1,063; coal, 30,742 and 25,017; coke, 3,694 and 2,385; 
forest products, 2,190 and 1,750; ore, 8,407 and 5,677; merchandise, 
L. C. L., 43,429 and 38,176; total, 1941, 185,311; 1940, 147,241; 1939, 
131,361. 

Allegheny district: Grain and grain products, 3,823 and 3,824; live 
stock, 793 and 811; coal, 43,107 and 30,780; coke, 6,242 and 3,858; forest 
products, 1,303 and 727; ore, 15,472 and 12,413; merchandise, L. C. L., 
30,796 and 26,546; miscellaneous, 90,863 and 67,249; total, 1941, 192,399; 
1940, 146,208; 1939, 121,527. 

Pocahontas district: Grain and grain products, 251 and 216; live 
stock, 105 and 92; coal, 41,515 and 34,195; coke, 504 and 374; forest 
products, 836 and 656; ore, 921 and 393; merchandise, L. C. L., 5,666 
and 5,396; miscellaneous, 8,463 and 6,922; total, 1941, 58,261; 1940, 
48,244; 1939, 41,766. 

Southern district: Grain and grain products, 2,195 and 2,197; live 
stock, 952 and 962; coal, 21,354 and 16,203; coke, 391 and 467; forest 
products, 14,376 and 10,856; ore, 1,639 and 1,096; merchandise, L. C. L., 
27,950 and 26,070; miscellaneous, 53,854 and 41,490; total, 1941, 122,711; 
1940, 99,341; 1939, 90,909. 

Northwestern district: Grain and grain products, 12,235 and 6,971; 
live stock, 2,111 and 2,264; coal, 4,623 and 4,100; coke, 2,366 and 
1,510; forest products, 8,955 and 9,258; ore, 44,709 and 34,614; mer- 
chandise, L. C. L., 18,966 and 18,580; miscellaneous, 40,730 and 31,534; 
total, 1941, 134,695; 1940, 108,831; 1939, 99,833. 

Central Western district: Grain and grain products, 11,139 and 
6,752; live stock, 4,157 and 4,118; coal, 8,153 and 4,873; coke, 397 and 
250; forest products, 8,613 and 7,180; ore, 5,135 and 4,638; merchandise, 
L. C. L., 25,188 and 23,946; miscellaneous, 56,002 and 42,877; total, 
1941, 118,784; 1940, 94,634; 1939, 95,350. 

Southwestern district: Grain and grain products, 3,685 and 3,054; 
live stock, 1,324 and 1,196; coal, 2,384 and 1,783; coke, 138 and 127; 
forest products, 5,445 and 4,240; ore, 318 and 240; merchandise, L. C. L., 
10,259 and 10,195; miscellaneous, 30,303 and 22,146; total, 1941, 53,856; 
1940, 42,981; 1939, 42,796. 


RECORD ORE MOVEMENT 
The greatest monthly movement of iron ore in the history 
of the Great Lakes—11,081,199 long tons—was carried by the 
lake cargo fleet in May, Ralph Budd, commissioner of the 








Grain and Live Forest Mdse. 
Grain Prod. Stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
1941 36,143 8,973 144,507 13,718 39,196 76,145 143,327 339,774 801,783 
MD GRP BOOEB. 20cccccccceccess 1940 27,243 10,533 113,221 8,821 32,263 59,663 130,439 256,937 639,120 
1939 30,299 9,770 88,184 5,256 27,350 38,987 133,320 230,143 563, 309 
Preceding week May 24........... 1941 40,130 10,429 151,878 13,732 41,718 76,601 162,254 369,275 866,017 
Per cent increase over...... caves ae 32.7 27.6 55.5 21.5 27.6 9.9 32.2 25.5 
Per cent decrease under........... 1940 14.8 
Per cent increase over............ 1939 19.3 63.9 161.0 43.3 95.3 yg 47.6 42.3 
Per cent decrease under........... 1939 8.2 
1941 731,167 242,641 2,838,807 281,445 861,429 770,716 3,406,089 7,203,997 16,336,291 
Cumulative 22 weeks to May 31. 4 1940 688, 428 249,009 2,878,816 209,892 690,898 442,681 3,188,223 5,669,635 14,017,582 
1939 695,599 257,395 2,198,721 142,111 594,770 318,930 3,269,236 5,223,085 12,699,847 
Per cent increase over...... cise ee 6.2 34.1 24.7 74.1 6.8 ye | 16.5 
Per cent decrease under........... 1940 2.6 1.4 
Per cent increase over............ 1939 $i 29.1 98.1 44.8 141.7 4.2 37.9 28.6 
Per cent decrease under........... 1939 5.7 
Per cent to 15 year average, 113.7. 
Revenue Freight Car Loading—Week Ended Saturday, May 24 
Grain and Live Forest Mdse. 
Grain Prod. Stock Coal Coke Products Ore L.C. L. Miscellaneous Total 
1941 40,130 10,429 151,878 13,732 41,718 76,601 162,254 369,275 866,017 
MAE O00 CORES. 6 osc scccs eee 1940 29,432 10,506 116,951 8,971 34,627 59,071 148,909 278,973 687,480 
1939 33,910 10,706 96,242 4,834 29,759 43,670 152,859 251,562 623,542 
Preceding week May 17........... 1941 38,905 12,936 147,454 13,111 41,342 76,609 162,519 368,401 861,277 
Per cent increase over........... 1940 36.3 29.9 53.1 20.3 29.7 9.0 32.4 26.0 
Per cent decrease under........... 1940 | 
Per cent increase over...........- 1939 18.3 57.8 184.1 40.2 75.4 6.1 46.8 38.9 
Per cent decrease under........... 1939 2.6 
1941 695,024 233,668 2,694,300 267,727 822,233 694,571 3,262,762 6,864,223 15,534,508 
Cumulative 21 weeks to May 24.4 1940 661,185 238,476 2,765,595 201,071 658,635 383,018 3,057, 784 5,412,698 13,378,462 
1939 665,300 247,625 2,110,537 136,855 567,420 279,943 3,135,916 4,992,942 12,136,538 
Per cent increase over........... 1940 5.1 33.2 24.8 81.3 6.7 26.8 16.1 
Per cent decrease under........... 1940 2.0 2.6 
Per cent increase over............ 1939 4.5 27.7 95.6 44.9 148.1 4.0 37.5 28.0 
Per cent decrease under........... 1939 5.6 
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transportation division, office for emergency management, 
announced. 

Total lake ore movement for this season was brought to 
18,035,000 long tons at the end of May, as compared with 
7,743,000 long tons in the corresponding period in 1940. 

“This record-breaking transportation achievement,” Mr. 
Budd said, “has been the result of advance planning and full 
cooperation on the part of all involved in the production and 
transportation of iron ore from the point of origin to final 
destination, including mining companies, railroads, the carriers 
on the Great Lakes, and governmental agencies such as the 
Coast Guard.” 


Freight Car Needs 


The possibilities of substituting wood for steel in the super- 
structure of railroad freight cars will be investigated imme- 
diately by the mechanical section of the Association of Ameri- 
can Railroads in accordance with instructions issued by J. J. 
Pelley, president of the association. 

“The investigation is a result of uncertainty and possible 
delay in obtaining sufficient steel for the railroad freight cars 
which will be ordered by the railroads after completion of the 
cars now on order,” said the association announcement. 

E. R. Stettinius, Jr., director of priorities, office of produc- 
tion management, has announced a general steel preference 
delivery order designed “to give defense needs and essential 
civilian needs first call on all forms of steel.” 

“Under the new order,” it was stated, “any customer who 
by his own efforts has been unable to obtain satisfactory 
placing or delivery of his orders for steel, can make a sworn 
statement of his difficulties to the priorities division of the 
office of production management. 


“The priorities division, if the case seems justified, will. 


then require the supplier involved to make a sworn statement 
explaining why the order was rejected or deferred. Upon the 
basis of this information, the division will take whatever 
priority action is necessary to fill defense and essential non- 
defense needs for steel promptly.” 


JOHNSTON URGES FARM WHEAT STORAGE 


C. E. Johnston, chairman, Western Association of Railway 
Executives, is mailing to wheat growers in the west a cir- 
cular letter calling attention to expressions in newspapers in 
Oklahoma, Texas, Kansas, and Missouri of the opinion that “a 
major part of the current crop must be stored on the farm 
until it can be absorbed in the channels of trade.” It asks: 
“What part will your wheat play in the billion bushel storage 
problem which this country faces today?” 

It quotes N. E. Dodd, western director of the AAA, as 
saying that the protection of harvested grain from the weather 
was a vital part of the national defense program and as sug- 
gesting that growers consult with local elevator men and ware- 
housemen with a view to providing farm storage if local space 
is not available. 

“Others in the grain industry are studying this problem 
of what to do with your wheat until it can find a home. Are 
you giving it the consideration it deserves,” the letter concludes. 


Moving Wheat Crop, Ete. 


Robert S. Henry, assistant to the president, Association 
of American Railroads, in a radio address May 31 on the Na- 
tional Broadcasting Company’s Farm and Home Hour, told of 
the railroads’ preparations to handle the coming winter wheat 
crop and asserted they stood ready to move every grain “of 
your wheat which can be promptly unloaded into proper storage 
space upon its arrival.”” He said the seven roads on which the 
bulk of the winter wheat originated had a total of 19,614 cars 
reconditioned for grain hauling on side tracks at local stations 
in the wheat belt May 30—4,631 more than on the same date 
last year. These cars and others would form an ample supply 
to handle the crop—provided the cars were not used for storage. 
The federal government, farmers’ organizations, shippers’ ad- 
visory boards and railoads had worked together to meet the 
situation, said he. In spite of every cooperative effort, how- 
ever, he said the time might come when the railroads would 
have to say that no more grain could be put into the cars be- 
cause there would be nowhere to unload them promptly after 
they were loaded. 

Mr. Henry also spoke of the work of the railroads trans- 
porting agricultural products generally—the average haul was 
nearly 400 miles. Continuing, he said, in part: 


For their services in moving the products of the farm that average 
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distance to those who consume them, and in many cases moving them 
more than once before they find their final consumers, the railroads re- 
ceived in 1939 an average of approximately twelve per cent of the 
wholesale value of those commodities. That figure is taken from the 
Interstate Commerce Commission’s studies of the subject. It’s a long 
way from the figure which I have heard given on this very radio pro- 
gram, where it was stated that while farmers received only 39 cents out 
of the consumers’ dollar spent for farm products, railroads received 
—and I quote—‘‘vastly more than the share that went to the farmers.” 
No one knows just what share of the consumers’ dollar the railroads do 
receive, but it must be only a small fraction of the consumers’ dollar, 
since only 12 cents out of the wholesaler’s dollar went, in 1939, to pay 
the railroads for handling these products an average distance of nearly 
four hundred miles. 

Statements of the sort I have just mentioned are unfortunately 
typical of the kind of incorrect information which is often put out 
about railroad rates. I don’t know why this should be so because there 
is no difficulty in finding the facts about railroad rates. They are all 
published, and on file with public authority—and yet the giving out of 
wholly wrong figures as to rates goes on. To take just one out of the 
many examples which could be cited—there was the statement, made 
on this program only a few weeks ago, that the transportation charges 
on apples raised in the state of Washington and going to the Eastern 
seaboard amounted to three-fourths of the value of the apples. An 
actual check of the wholesale selling price of these apples at New 
York, and the railroad rates then in effect, shows that the railroad 
rate amounted, on the average, to only about one-third the wholesale 
price. The railroads, in fact, haul 44 pounds of apples, and the box 
they are in, under refrigeration or heater protection, clear across three 
thousand miles of the American continent for less than 70 cents. 

Another such statement, commonly made, is that the freight-rate 
saving which would result from building the St. Lawrence waterway 
project would amount to eight cents on a bushel of wheat. The ab- 
surdity of the statement is shown by the simple fact that the present 
total charge for moving wheat from the head of the Great Lakes to 
Montreal, including the re-handling charges at that port, amounts to 
only about six cents a bushel. Just how eight cents is to be saved out 
of a total charge which is now only six cents, I leave to the higher 
mathematicians. 

There are innumerable such instances of incorrect information as 
to railroad charges. I cannot go into more of them here and now but 
I would like to ask that when you hear such statements you check on 
them, if you are interested, before you accept and believe them. In 
many instances, if not in most instances, you will find that the alleged 
information is not correct. 


RELEASE OF EQUIPMENT 

Members of the National Industrial Traffic League have 
been asked by Executive Secretary E. F. Lacey, to vote by 
mail on an amendment to the demurrage code Rule 3, section 
A, note 1, and section B-2 (a) (d), proposed by the operating- 
transportation division of the Association of American Rail- 
roads, the purpose of which is to expedite the release of cars. 
It is estimated that in many instances the proposed amend- 
ments will result in the saving of an entire day. The League's 
demurrage committee recommends acceptance of the changes. 

The amendment to section 2 (b) says that when diversion 
or reconsignment is made on an order mailed, wired or other- 
wise transmitted by the consignor to the agent of the railroad 
(or the agent of the line-haul carrier when the affected railroad 
is holding the car as a delivering switching line) at point 
where the car is held, the car will be released at the date “and 
hour” the order is received, instead of at “7 a. m. of the date 
the order is received, provided the notice is sent or given before 
the car is received.” 

The change in paragraph (d) says cars held only for sur- 
render of bills of lading or payment of lawful charges, sub- 
ject to Rule 2, section B (2) will be released at the date and 
“hour” the bills of lading or charges are received without 
the observance of the observance of conditions now imposed 
and which, in view of the need for cars, are not regarded as 
very important. 


GRAIN RECONSIGNMENT, ETC. 


W. C. Kendall, chairman, car service division, Association 
of American Railroads, has transmitted to railroads material 
relating to a proposal affecting the rules and regulations gov- 
erning inspection and reconsignment of grain and seeds on 
which hearing was held May 13 by the national diversion and 
reconsignment committee. The proposal is to revise the rules 
and charges governing the shipments of grain and seeds 
stopped for inspection and disposition orders at billed desti- 
nations or points intermediate thereto, to obtain more prompt 
release in handling of cars engaged in the movement of grain. 
The matter is to be presented to members of the Shippers’ 
Advisory Boards. 

Mr. Kendall said it was requested that the boards, as well 
as shippers and receivers of grain and grain products generally, 
be requested to do whatever was necessary and practicable 
this year to expedite the movement of this traffic and the re- 
lease of cars containing shipments of these commodities. He 
said the railroads much preferred to avoid penalty rules de- 
signed to curb abuses provided these abuses could be cured by 
voluntary cooperation of those engaged in the business. 
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Shippers Boards Special Meeting 


A special meeting of the National Association of Shippers’ 
Advisory Boards, to consider the car supply situation, has been 
called for June 19 at the Palmer House, Chicago. The associa- 
tion’s board of directors will meet at the same place on the 
day before the general meeting. ; 7 

Speakers at the morning general session will be Ralph 
Budd, transportation commissioner on the advisory commission 
to the Council of National Defense, and J. J. Pelley, president, 
Association of American Railroads. General chairmen of the 
thirteen regional boards will report on the car supply situations 
in their respective areas. There will also be reports from 
A. W. Vogtle, manager of traffic and sales, DeBardeleben Coal 
Corporation, Birmingham, Ala., president of the association, 
and Car] Giessow, director of traffic, St. Louis Chamber of Com- 
merce, its secretary. 

At the afternoon session, W. H. Day, manager, transporta- 
tion department, Boston Chamber of Commerce, a vice-presi- 
dent of the association, and W. C. Kendall, chairman of the car 
service division, A. A. R., will analyze carloading reports of the 
regional boards. C. H. Buford, vice-president, operations and 
maintenance department, A. A. R., will speak on “A Coopera- 
tive Job to Be Done.” G. H. Shafer, general traffic manager, 
Weyerhaeuser Sales Company, St. Paul, Minn., vice-president 
of the association, will discuss the intercoastal and coastwise 
steamship traffic situation. G. C. Randall, manager of port 
traffic, A. A. R., will summarize conditions at the ports. 

Maximum use of transportation facilities will be discussed 
jointly by Charles Donley, traffic councillor, Pittsburgh, former 
president of the association, and M. J. Gormley, executive as- 
sistant, A. A. R. 

C. J. Goodyear, traffic manager, Philadelphia and Reading 
Coal and Iron Company, Philadelphia, Pa., general chairman 
of the Atlantic States Shippers’ Advisory Board, will submit a 
resolution pledging the cooperation of the association and its 
members with the railroads in efficient use and conservation 
of equipment. 


CONSERVATION OF FACILITIES 


The Cleveland Chamber of Commerce, through its trans- 
portation department, of which Andrew H. Brown is com- 
missioner, is distributing a booklet containing suggestions for 
shippers and carriers toward the conservation of freight cars 
and other transportation facilities. The suggestions for the 
shippers follow the lines of those contained in the five-point 
policy of the National Defense Advisory Commission, with 
some additions. Those for carriers assert that intelligent 
service at present is more important than competitive traffic 
solicitation; that carriers should observe in their own organi- 
zations the things they ask shippers to do; that impartiality 
should be observed in the allocation of equipment; that inter- 
carrier disputes should be postponed until after the freight has 
moved, and that “the tendency to assume that a thing which 
has never been done cannot be done must be avoided.” 


Loading and Unleading of Cars 


Field representatives of the Commission and of the Associa- 

tion of American Railroads are putting forth efforts wherever 
possible to promote expeditious loading and unloading of cars 
so as to avoid any congestion, according to both organizations. 
Wherever there seems to be a lag in loading and unloading the 
agents give the situation particular attention. They are urging 
shippers not to take all the free time of 48 hours for loading or 
unloading wherever that is possible. This attention to the load- 
ing and unloading of cars is part of the ordinary duty of the field 
forces of both organizations. Out of the ordinary demand for 
cars on account of national defense work has, according to both 
organizations, caused the field men to give quick attention at 
any point where the possibility of congestion appears. 
_ There has been some talk about priorities but it is pointed out 
in that connection that priorities in the strict sense of the term 
can be ordered by the Commission only when the President asks 
the Commission to direct priorities. Railroads have the power to 
place embargoes in the event there is delay in either loading or 
unloading. No request, however, has been made by the President 
for the exercise by the Commission of its priority power. It was 
admitted at the Commission that possibly some field men had 
called attention of shippers to the fact that there was such a 
thing as priorities as a reason why consignors and consignees 
ae put forth their best efforts to expedite loading and un- 
oading. 

J. E. Bryan, president, National Industrial Traffic League, 
and F. F. Estes, chairman of the League’s committee on trans- 
portation instrumentalities and car service, in a letter to mem- 
bers urged shipper cooperation to obtain the most efficient 
utilization possible of freight cars. 
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The five-point policy, recommended by Ralph Budd, de- 
fense transportation commissioner, and adopted by the national 
defense advisory commission, as to use of freight cars (see 
Traffic World, May 10, p. 1192), was set forth in the letter. 

Mr. Bryan said he could not emphasize too strongly these 
suggestions and the need of their being adhered to by every 
individual shipper and receiver of freight. 

“Tt is not only our patriotic duty, but our selfish privilege, 
to help along these lines, because once a general car shortage 
develops, the accompanying restrictions seriously affect the 
normal conduct of each and every individual dependent upon 
the railroads for shipment or receipt of current freight... . 
To get effective results there must be continued and concerted 
action on the part of all shippers. Seek the cooperation of 
national or sectional organizations representing your particu- 
lar industry, whether they be purchasing agents, selling agents 
or just for the general good of a given industry such as the 
paper, the lumber, wood pulp board, steel, cement industry, 
and many others.” 

In keeping with the suggestion, James D. Rooney, executive 
vice-president, Chicago Coal Merchants’ Association, sent copies 
of the league letter to each member of that association. 


American Tobacco Saves Cars 


T. T. Harkrader, traffic director, American Tobacco Com- 
pany, New York, in a letter to M. J. Gormley, executive as- 
sistant, Association of American Railroads, says that shippers, 
especially those of heavy commodities, have not been “suffi- 
ciently aroused to the seriousness of the present situation as 
regards conservation of equipment.” The chief need, he said, 
is for “getting down to cases and analyzing the movement of 
each commodity.” He thinks the job might well be tackled 
by the shippers’ advisory boards and says that if they did 
nothing else but urge heavier loading of cars for the rest of 
the year their work would be worth while. “Issuing circular 
letters will not do the trick,” says he. 

As an illustration of indifference still extant among ship- 
pers, he cites the case of a shipper who refused to increase 
the number of drums of glycerine customarily loaded, although 
no unusual bracing expense was involved, “until the matter 
becomes more important to the railroads.” 

His own company, he says, has adopted a policy of con- 
serving rail equipment by heavier loading; by ordering supplies 
in quantities to insure the full use of cars; by the elimination 
of package cars to transfers not loaded to capacity; by speed- 
ing up loading and unloading of cars, and by determining to 
divert a larger share of its short-haul traffic to the highways 
“if the rail carriers become overburdened.” 

The company hopes to make a saving of 10 per cent on its 
annual car needs of 25,000, he says. It has started the practice 
of double-tiering loads of tobacco in hogsheads; has increased 
the weight of lading of its manufactured products, and has 
reorganized its purchases so that, in some instances, savings 
of as much as 40 per cent in the number of cars needed for 
an inbound commodity have been effected, he says. 

“If we are to get results,” he says in conclusion, “I think 
we have got to put the fear of God into the hearts of some of 
our friends on this car question.” 





RAIL COMMODITY STATISTICS 


Revenue freight in carloads originated by Class I steam 
railways of the United States in the fourth quarter of 1940 
amounted to 269,560,410 tons and the amount of such freight 
terminated by those lines in that period was 266,839,712 tons, 
according to a compilation, statement Q-550 (SCS), issued 
by the Commission’s Bureau of Statistics. 

These totals included 311,066 tons originated and 447,726 
tons terminated in Canada by Class I railways of the United 
States operating mileage there. They also included 789,419 
tons of forwarder traffic originated and 835,854 tons of such 
traffic terminated in the three-months period. 

Totals for the quarter for the various commodity classifi- 
cations were: 

Products of agriculture, 27,457,584 tons originated and 
28,920,883 tons terminated; animals and products, 4,650,887 
tons originated and 4,812,873 tons terminated; products of 
mines, 148,206,133 tons originated and 141,094,333 tons ter- 
minated; products of forests, 16,509,229 tons originated and 
17,703,190 tons terminated, and manufactures and miscellane- 
ous, 72,736,577 tons originated and 74,308,433 tons terminated. 


RAIL DEPRECIATION CHARGES 


The Commission, in No. 15100, depreciation charges of steam 
railroad companies, has prescribed depreciation rates applicable 
to the equipment of the Aliquippa & Southern, Bingham & Gar- 
field, Detroit, Toledo & Ironton, New York, Ontario & Western, 
Northern Pacific and the Tucson, Cornelia & Gila Bend. 
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Trans-Missouri-Kansas Board 


“The railroads simply cannot yield to these unreasonable 
demands,” said C. E. Johnston, chairman, Western Association 
of Railway Executives, referring to the demands of the train 
service brotherhoods for a 30 per cent increase in wages, in an 
address on “Transportation Under the American System” at a 
meeting of the Trans-Missouri-Kansas Shippers’ Board at the 
Allis Hotel, Wichita, Kan., June 4. The wage increase proposal, 
he said, was “one of the most preposterous demands in our 
economic history” and was being made “with appalling disre- 
gard of the national interest.” Railroads, he said, were “the 
backbone, the very life of our stupendous industrial effort for 
national defense,” and were currently struggling “under the 
burden of deficits accumulated through the depression period.” 
They were straining every effort to find capital to expand their 
plants to meet immediate needs, and could not, therefore, sur- 
vive under such an addition to their operating costs as proposed 
by the brotherhoods. 

He said it was a mistake for the public to consider this and 
other similar controversies as “mere differences between men 
and management.” The public could no longer close its eyes 
to the fact that “the shipper or customer must finally pay the 
bill.” He pointed out that the basic theory on which rail labor 
relations legislation was founded was the “influence of public 
opinion.” This placed the responsibility on the public in the 
present controversy to formulate its opinions and “express them 
in no uncertain terms.” Men like those actively interested in 
the shippers’ advisory boards, he said, “must make plans ac- 
tively to participate in the determination of this question.” 

The larger part of his address was devoted to an inspira- 
tional discussion of the existing national and world crisis and 
the importance of preserving the “American way of life.” In 
this, he said, he was expressing his personal views. He said 
we were “on the very brink of war” and that the objects for 
which we were fighting were “democracy and independence as 
a way of life.” The existence of these ideals was at stake, he 
continued, and in the effort every citizen owed obedience to law 
and support “to the man—the President of the United States 
and our duly elected public officers. I shall endeavor to pro- 
voke a little solemn thought regarding our own individual re- 
sponsibilities in connection with our American way of life and 
to remind you of our own obligations in connection with that 
democracy for which we are willing to shed our life’s blood.” 

He said government was interfering more and more with 
private business and that it was doing that “pursuant to our 
own demands.” The railroads had been the prime example of 
that sort of interference, he said, and with regard to them, the 
American system had “in many respects been abandoned” and 
a new creed “wherein both freedom and equality were lost” 
had been adopted. The changing philosophy of government 
was most clearly marked in the railroad industry, he said, and 
that industry had become “the nation’s number one guinea pig 
for sociological experimentation.” No one man or group was 
to blame, he said, because the factor of selfishness which 
brought that state of affairs about was present in many indi- 
viduals, corporations, groups, classes, and sections. He charac- 
terized this tendency on the part of individuals and groups to 
obtain wealth by the “easy route” of taking it away from 
someone else, as “our own little imperialism,” but added that, 
in essence, it was much the same as Nazi, Fascist, or Communist 
imperialism. 

The railroads, he said, were “among the few self-reliant 
agencies in the general transportation field” and their continued 
operation was essential. Nevertheless, he added, they were 
constantly being put between “the millstones of pressure and 
appeasement.” 

“How often, when we have been forced to seek rate in- 
creases,” he asked, “have we seen arrayed against us those 
selfsame gentlemen who have most loudly blamed the govern- 
ment for undermining the profit system? How often have we 
seen other staunch defenders of democracy lobby for inland 
waterway and superhighway appropriations, quite willing to 
sacrifice the greatest private industry in the nation to their own 
selfish desire for subsidies? How often have we seen placed 
upon us, even by organizations in our own railroad family, ex- 
pensive restrictions and unjust burdens of added cost which 
render intolerable an already difficult situation? When will 
we learn, if ever, that lip service to the cause of democracy is 
a stupid, cynical and lying sham, when our actions deny our 
words? When will we learn that the principles of democracy 
must be practiced and not merely preached?” 


Grain Car Situation 


4% L. M. Betts, manager of the closed car section, car service 
division Association of American Railroads, described the cur- 
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rent conditions of grain car supply in the southwest. He said 
the overlapping car needs for a record current crop, for govern- 
ment-loan wheat released from storage, and for increased needs 
of commercial and defense traffic all generated difficulties that 
“have been growing in size and intensity with closer approach.” 
Special car order No. 43, issued on May 13 by the car service 
division (see Traffic World May 17, p. 1274), he said was “the 
most drastic ever issued by the division.” He pointed out that 
such orders had “no legal or governmental status” and that 
there was “no power of enforcement except by agreement.” 
Nevertheless, he added, the accomplished enforcement of order 
No. 43 was “as complete and adequate as it could have been 
under any sort of legal compulsion.” 


The effort has been to increase the car supply in Western 
Territory by 25,000, he said, adding that, as of May 29, “seven 
principal western roads reported a total of 18,262 such cars on 
hand as compared with 14,983 on the same date last year.” He 
said this increase was attained “in the face of serious adverse 
factors,” including an increase in general traffic to an abnor- 
mally high spring peak and orders for the shipment of 1940 
wheat totaling 10,500 cars. 


He said apprehension existed as to storage space for the 
new crop. While the estimates for the whole country was for 
only a 10 per cent increase over last year, the estimates for 
Kansas, Oklahoma and Texas were for an increase of nearly 
a third, with the estimate for Texas at 62 per cent. It was 
expected, he said, that the winter wheat crop in those states 
would be exceeded only by the all-time 1931 record. In the 
face of this, he said, the storage capacity at 20 principal in- 
terior markets was 74.1 per cent occupied on May 24, and that 
at 11 important southwestern markets, 76.2 per cent full on 
that day. A survey of the country and terminal elevators in 
Kansas, including the Missouri River markets of Kansas City 
and St. Joseph, Mo., showed the country elevators 49.2 per cent 
full, he said, and the terminal and subterminal elevators 64 per 
cent full. All these factors, he said, forecast “a tight situation 
impending, in spite of all the relief that the Commodity Credit 
Corporation can afford between now and harvest.” Continuing, 
he said: 


Much has been said in the press about the winter wheat movement 
being a test of the ability of the railroads to meet the exacting needs 
of transportation and avoid the threat of government operation. It 
would be interesting to consider in just what respect government 
operation could have done a better job than the railroads have done 
in making preparations for this crop. While the test of adequate car 
supply is yet ahead, it is a fair statement that adequate preparations 
have been made as well as any operation, government or otherwise, 


could have done. It is a fair statement that the railroads are prepared : 


to handle all the grain from the country producing districts that 
can be accommodated promptly with terminal or sub-terminal storage. 
It is a fair statement that the railroads have no surplus cars to supply 
for any form of grain storage, either deliberate or as a result of 
accumulations at markets or abuse of reconsignment or diversion privi- 
leges. It is fair warning to issue that, so far as is in any degree 
possible, embargoes or other means will be fully used to curb any 
tendency to the holding of cars under load of any commodity at any 
point and for any reason. 


We believe that we will have the unstinted cooperation of all 
interests concerned in the handling of the grain crop this year. The 
Department of Agriculture has been working actively to assist in any 
way practicable in alleviating present difficult conditions. The state 
committees it has appointed, through which we will have the active 
support of the Agricultural Adjustment Administration and all factors 
of the grain and milling trade, will be most helpful. The state in- 
spection departments can always be relied upon to do their part in 
full measure. The terminal grain committees of the shippers’ advisory 
boards will be our mainstay. 


By working together, we will accomplish all that can be done by 
any human organization. None of us will expect the impossible, but 
with the spirit of accomplishment already shown, and the will to 
do the job, we may all pull off a miracle or two before this task is 
done. 


And we believe we will show an accomplishment by private in- 
terests working together equal to any result possible through any 
form of government organization or operation, 


Chairmen of commodity committees made reports that in- 
dicated carloadings of 404,176 on thirty commodities in the 
third quarter of 1941. That figure was 11.1 per cent over the 
363,714 cars actually loaded in the third quarter of 1940. In- 
creases ranging from 2 to 54 per cent were predicted in the 
loadings of 28 commodities; one—hay, straw and alfalfa—was 
expected to remain on the 1940 level, and one—potatoes—was 
expected to load 1 per cent lower than last year. Heaviest per- 
centage increases were predicted in the loadings of automobiles, 
54.8; clay products, 35.7; poultry, 33.3; canned goods, 33.2; 
sugar, syrup and molasses, 31.3; iron and steel, 30, and boilers 
and machinery, 30 per cent. 
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June 7, 1941 


Rail Superintendents Meet 


Changing conditions made it almost impossible accurately 
to forecast the level to which 1941 carloadings would rise in 
comparison with those of 1940, said Ralph Budd, transportation 
commissioner, advisory commission to the Council of National 
Defense, in an address on “The Watchword Is Performance” 
at the annual meeting of the American Association of Railroad 
Superintendents at the Stevens Hotel, Chicago, June 3. 

“The volume for 1941 is uncertain, but for the first five 
months it is about 16 per cent ahead of 1940,” said he. “Various 
methods have been tried for arriving at a reliable figure for 
the year, but with such a rapidly moving scene the basic data 
are changing, and even more difficult is the translation of 
estimated defense and civilian activity into carloadings. For 
what these estimates are worth, they range from 40,000,000 to 
42,000,000 carloads in 1941, compared with 36,354,000 in 1940 
and nearly 53,000,000 in 1929.” 

Six years ago, he said, he had addressed the association in 
a period of depressed traffic and had said that the fundamental 
of economical freight movement was “sound railroading.” The 
same was true today, in a period of rising traffic, he said. There 
was among superintendents and other railroad men “a sense of 
responsibility for providing the best of railway service during 
this great national effort,” he said, which was one of the most 
important facts about the national defense program. 


He selected for discussion iron ore, coal and grain from 
among the many types of railroad traffic the handling of which 
was highly important in defense. On these subjects, he said: 


Consider for a moment the handling of iron ore from the Minne- 
sota ranges this season to date, and the present rate of movement. Up 
to June 1 the railroads had brought to Two Harbors, Duluth, and 
Superior 13,523,246 tons. The highest previous record to June 1 was 
in 1937 when 10,948,662 tons were brought down. The present weekly 
rate is upwards of 2,000,000 tons compared with 1,834,145, which was 
the best weekly rate in 1929, the year of largest total ore movement. 
Then the same railroads had 22,984 ore cars, compared with 21,739 at 
present. The present cars are larger and quicker dumping; they are 
hauled by larger and faster locomotives. Nearly all of the facilities 
are better than they ever were before, as are the methods of operation. 
It is still early in the season, but so far as events are within the 
control of railway operating officials there is no reason why the pres- 
ent rate of ore movement should not continue. These figures for iron 
ore are revealing. They may not be typical because few, if any, 
other commodities receive such highly special handling. In fact, the 
coordinated transportation of iron ore by rail and water is one of the 
most efficient in the world. The handling of petroleum and its prod- 
ucts are equally as specialized, but not by rail—that movement is 
mostly by water and pipe line. It is not readily comparable with 
railroad operation, but the rail and water movement of iron ore, and 
the water and pipe line movement of petroleum and its products, 
illustrate the advances in transportation in recent years. Performances 
like these make one wonder what the potential capacity of the nation’s 
transportation plant is. 


Coal is another basic commodity. The best information available 
indicates that approximately 500 million tons of bituminous coal will 
be handled by the railways in 1941. Because of the cessation of work 
during April and early May, about 40 million tons of coal was not 
mined and hauled at that time, while the railway equipment for mov- 
ing it was standing idle. The result of course is that the rate of 
movement during the rest of the year will be substantially higher 
than it would have been otherwise. It also has this significance—if 
500 million tons are moved in 4614 weeks instead of 52 weeks, then 
the same transportation plant, without any more intensive use, could 
move approximately 12 per cent more in a year if there were no 
interruptions. That would be 560 million tons. Any substantial diver- 
sion of coal traffic in some sections of the country from the normal 
rail-water routes to all-rail movements may place heavy and unusual 
demands upon the railroads, coal producers, and coal consumers. 

Handling the grain crop is the immediate seasonal transportation 
problem of the railways. The crop this year is large and harvest is 
about to begin. Storage capacity is inadequate, so it appears that 
a considerable quantity of grain cannot be moved until later when 
Space is available. To permit loading of grain or anything else in 
railway cars and leaving it there would be to repeat the most serious 
transportation mistake of the World War. That must be avoided. We 
must insist that unless cars can be loaded promptly when placed, and 
promptiy unloaded at destination, we are not justified in providing 
them. A relatively small amount of elevator space will be made ready 
sn the central-west and southwest by moving some old grain to port 
elevators on the Atlantic and Gulf coasts. Unfortunately, this move- 
ment could not be made some months ago, but it began late in May, 
and while it provides some storage in the middle-west, it adds to rail- 
road traffic a long haul which will require several thousand cars at 
a time when the winter wheat harvest is in progress. Harvesting 
with combines in recent years has made for greatly increased and 
Sudden demands for grain cars during a short period. Some of you 
no doubt will recall situations arising from these demands and the 
methods employed to avoid terminal congestions, delays to equipment 
and unequal supply to shippers. Any improved technique should be 
effected wherever possible. 


Railroad men in recent years have “looked with longing 
at the record traffic of 1926 and 1929 and wondered if it ever 
would come again,” he said, adding: “Well, it may be on the 
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way.” The prospect would be happy for the railroads if it were 
not for the fact that the principal cause was the war, he said, 
but that very fact made the efficient and prompt handling of 
the traffic more important. He pointed out that the railroads 
now handled only about two-thirds of the total load, with 
other “essential parts of the national transport system” han- 
dling about “half as much as the railroads.” Dislocation in 
those other facilities, however, he said, such as the removal 
of tank ships from gulf to Atlantic service, indicated that 
added traffic would be returned to the railroads. He spoke 
of the coming back in railroad service of loaned or leased 
tank cars that have been idle in recent years. 


He warned the superintendents that some practices permissi- 
ble when freight cars were plentiful would have to be discon- 
tinued under present conditions. He asked them to unload cars of 
company material as promptly as they expected shippers to 
unload cars and said that he hoped “that at competitive points 
the several railroads would not undertake to outdo each other 
in accumulating cars for prospective loading.” Superintendents 
could not control the practice of “using an unduly long time 
for the movement of cars for shippers’ convenience,” he said, 
but he hoped some way could be found to stop the practice. 
He urged a concerted effort “to get more heavy tonnage trains 
on the roads as a means of bettering efficiency.” 

Rail management was attacking the problem by purchas- 
ing new cars and locomotives, and by reconditioning bad-order 
equipment, he said, but it was up to the operating men to “get 
from them maximum use and efficiency.” 

Superintendents of railroads were not accustomed to re- 
ceiving favorable comment on their work, he said, because it 
was a “custom of the business’ to consider ‘‘no news, good 
news.” He was violating that custom, he said, by saying that 
they were doing a splendid job, according to reports “from 
shippers, from builders of defense plants and cantonments, 
from officers of the Army and Navy, from other government 
officers responsible for various aspects of the defense pro- 
gram,” and from the country as a whole. In conclusion, he 
said: 

Now that preparedness for defense has become a national effort, 
it is apparent that skillful direction of the activity of labor and the 
wise use of capital are indispensable. In every unit of every industry 
are men qualified by ability and experience, who know how to run the 
business; success or failure depends largely upon them. In the railroad 
industry you men constitute the front line of management. On your 
respective divisions, and in the territory they serve, to all intends and 
purposes you personify the railroad. On you men rests the primary re- 
sponsibility for continuing the high standard of efficient railway op- 
eration. I congratulate you on your splendid achievements and have 


every confidence that they will be continued. The watchword is per- 
formance. 


Car Supply Problems 


Two Association of American Railroads’ executives ad- 
dressed the convention on the second day, both of them stress- 
ing car supply problems. At a luncheon session, C. H. Buford, 
vice-president, operations-maintenance department, asked the 
superintendents to use wisely and efficiently the tools manage- 
ment was providing for handling the present rail traffic load and 
the increased load in expectation. He said that what tomorrow 
might bring in that connection was “anybody’s guess, but that 
the billions to be spent in the remainder of this year and in the 
next two years on defense and on aid for England, on orders 
from that country and under the lease-lend bill, would “in- 
crease the rail movement of commodities.” Discussing that in- 
crease, he said: 


Statisticians have been working for months trying to determine 
how much business the railroads will have to move. They all get 
different answers. Some get answers that convince them that the 
railroads will be unable to handle the business; others get answers 
that are complimentary to railroad capacity and efficiency. There is 
no doubt about the true answer being somewhere between these 
extremes of thought, but I do not believe that anyone knows how 
much business the railroads will be called upon to handle. For 
example, in all of the studies use is made of some index of produc- 
tion or some other factor for measuring the business which is ex- 
pected to develop in this country. This is not sufficient because in 
addition to the normal increase in rail transportation there is in evi- 
dence business to be moved that formerly moved by water. 

On December 31, 1940, there were in intercoastal service 113 
freighters having 1,080,000 dead weight tons capacity. On April 30 
this had been reduced to 96 freighters having about 936,000 dead 
weight tons capacity. By the last of June about 40 per cent of these 
remaining vessels will be withdrawn from service. There were 12 
tankers in intercoastal service January 1, 1941, and about half have 
since been withdrawn. It is probable that all of the intercoastal 
freighters and tankers will be placed in other service and a large part 
of the business these vessels handled in intercoastal movement will 
probably move by rail. 

Another thing: Ships are now discharging cargo at our Pacific ports 
that formerly moved through the Panama Canal to the Atlantic sea- 
board and to Europe. This is done to save time on account of the 
shortage of ships, and the business will move by rail from the Pacific 
coast to eastern destinations. No one can tell how much additional 
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business will move by rail on account of this diversion of ships. Some 
have suggested that we make as close an estimate as possible and 
then multiply it by two. Our study of business moving through the 
Panama Canal does not disclose a possible land movement of com- 


modities formerly moving by water that will be particularly burden- 
some to the railroads. 


Our present loadings appear to some people to be dangerously 
high for this time of year. Some reasons for this high loading are 
obvious. 


For example, there is a higher than seasonal loading of coal, 
caused largely by the necessity for building up needed stocks that 
were depleted by the recent labor stoppage in the coal industry. There 
is also evidence of building up stocks of other commodities against 
future needs. Some of this accumulation is no doubt due to people 
becoming nervous and fearful of shortage because they hear so much 
talk of priorities and bottlenecks. It is possible that the present high 


car loadings may tend to reduce the requirements for transportation in 
later months. 


With the uncertainties that exist railroad people should work on 
the known fact that ‘‘every little bit added to what you have makes 
a litle bit more,’’ and for the sake of safety assume that the load 
will be larger than is anticipated. In fact, let us assume that the 
load will be much more than we expect. What can we do under those 
circumstances? We might just as well explore this possibility because 
others are doing it. Some who have done it have become frightened 
and are whispering that the railroads will fail. Some of these whispers 
are reaching the ears of newspaper and magazine reporters and they 
are writing about it. We cannot blame these fellows for reporting 
what they hear, but people generally and railroad men in particular 
should not be confused or alarmed by it. 


He described what the railroads had done and were plan- 
ning to do in obtaining new cars and locomotives and placing 
present equipment in good condition. Inability to obtain steel 
was retarding that program, he said, mentioning the fact that 
several car building plants had found it necessary to decrease 
production because of that lack. Data has been compiled, he 
said, that convinced him that production of 5,000 cars had been 
lost because of lack of steel and that those losses were continuing. 
One plant, he said, had to cut its production time to five days 
a week and lay off 120 men because it could not get the nec- 
essary metal. 

“We have had repeated assurance for several months that 
the railroads would get the steel they need.” he said. “We 
have recently been told there would be a change and we would 
actually get the material. We hope this is true and that within 
a short time these car plants will go to full production. I tell 
you this so you will know that there has been a sincere effort 
on the part of the railroads to get additional equipment. Be 
assured the railroads will keep after steel and all other ma- 
terial needed to insure an adequate supply of cars and loco- 
motives.” 


He said that the many past years, when railroads used in- 
dustrial and other sidings for the storage of surplus cars, and 
in which the job of furnishing plenty of equipment was easy, 
had not been conducive to training in “skill in the use of trans- 
portation tools.” Operating men must, therefore, put forth 
maximum effort in coming months. Only then could the real 
capacity of the American railroads be ascertained, he said, 
because that capacity could not be known “until the demand 
calls for maximum effort.” Emergencies, he said, would “elimi- 
nate the weak and inefficient,” and would develop “new 
methods and ways to do the things that changed conditions 
required.” 

“We are going to get more transportation service out of 
our cars and locomotives,” said he. “We are going to get more 
mileage out of them, realizing as we do that they are useless 
for transportation when standing still.” 


To shippers present at the luncheon he made a plea for 
continued cooperation, asking them to observe the five-point 
policy of the National Defense Advisory Commission. If they 
did that, he said, the railroads could definitely assure them “of 
adequate and satisfactory transportation.” In closing, he said: 

We will not become discouraged by the pessimists; neither will 
we be misled by the optimists; we will keep our chins up and deal 
with facts, striving always to improve. We owe no less than this 
to our industry, to our patrons and to those who are directing the 
destiny of this country as it hovers on the brink of war. 


Kendall Tells of Rail Faults 


At the business session, W. C. Kendall, chairman of the car 
service division, A. A. R., spoke frankly about failings of the 
railroads themselves in handling cars, as discovered in a 
survey conducted by his division. Some of them were holding 
cars for shippers for 8 to 10 days for loading, he said, and in 
other instances, they were permitting the loading of merchandise 
cars in regular services for long hauls as lightly as 1,000 and 
2,000 pounds. Holding of foreign-owned cars for long periods 
was another failing, he said, citing cases where cars were so 
held from 3 to 23 days and others where such cars were held 
as long as six days before sending them back to the home rail- 
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roads empty. Shippers had complained, he said, of cases where 
railroads were urging them promptly to load and unload while 
continuing the practice of holding loaded cars 2 and 3 days 
on switch and interchange tracks. Another bad practice was 
to assign good order, foreign-owned cars to intraplant services 
for periods up to a year. He asked those in his audience to 
do all in their power to unload cars filled with company ma- 
terial promptly. He said shippers could not be expected to 
listen sympathetically to pleas for prompt loading and unlcad- 
ing while railroads were using cars for company material stor- 
age for as long as 100 days and at the same time complaining 
about difficulty in getting equipment for shippers. Superin- 
tendents ought not to permit that condition to continue merely 
because their own railroads owned the cars. They ought to 
consider unloading beyond the five-day weeks of shops and 
store houses even if it meant paying some time-and-a-half over- 
time, he said. ; 

Much could be accomplished with the cooperation of ship- 
pers, he said, but the railroads ought themselves to set an ex- 
ample in “car consciousness.” He asked the superintendents 
to consider the vast increase in potential equipment that might 
be brought about by the reduction of the time cycle from load 
to load by a day and by increasing the average load of cars a 
single ton. The first would increase the equipment by 100,000 
cars, he said, and the second by 40,000 cars. That meant a 
capital investment saving of $500,000,000 for the railroads, he 
said, and an annual interest saving of $15,000,000. 

He said one of the car problems the railroads were working 
on was a restoration of the “balance of car ownership” as among 
the individual lines as it existed in 1929. That was difficult, 
he said, because of the increasing number and variety of special 
cars, such as covered hoppers, automobile cars, and others. 

He referred to the original estimate of a 9.4 per cent in- 
crease in carloadings in 1941 over 1940-“Sat@ that had been 

aise o 125 per cent, then to 16.1 per cent, and that now, 
““¥io one knows how high it will go.” 

It Was announced from the floor that W. J. Williamson, 
general traffic manager, Sears Roebuck and Company, Chicago, 
who had been present, had pledged his efforts to get the fac- 
tories owned, leased and otherwise controlled by -his company 
to increase loading and unloading days from 5 to 6 a week. 

Lawrence Farlow, secretary, Farmers Grain Dealers’ Asso- 
ciation of Illinois, Bloomington, spoke of the problems of mov- 
ing winter wheat in the coming weeks, but said be believed that 
the railroads, which had handled the crops satisfactorily in 
each of the last 15 years, would do so again this year. 


H. E. Graham, general traffic manager, Jones and Laughlin 
Steel Corporation, Pittsburgh, Pa., described developments in 
the steel business that had increased the use of box cars for 
outbound shipments. He made a plea for stronger box cars, 
pointing out that heavy loads of coiled sheets and strips made 
such cars necessary. He suggested also the building of covered 
gondola cars for steel movements. These things were neces- 
sary, he said, if the railroads were to compete successfully for 
traffic now moving by truck. He described overnight truck 
service between Pittsburgh and Detroit, compared with second 
morning rail delivery, and said the trucks offered added ad- 
vantages in unloading at designated spots in consuming fac- 
tories. The railroads might also analyze their steel rate struc- 
tures, he said, on the basis of the heavier-than-average loading 
of cars of steel. He suggested that the railroads alter their 
present practices on material orders for their own use which, 
he said, specified shipping only in minimum carloads and wait- 
ing for cars of home ownership. Improvement also could be 
made in handling of cars in transit, he said, citing cases where 
the use of timers and shock recording devices by his company 
proved damage to have accurred in hump yards. 


Questionnaire for Budd 


F. B. Whitman, superintendent, Chicago, Burlington and 
Quincy, St. Joseph, Mo., president of the association, who pre- 
sided, asked members present to fill out a questionnaire for the 
private information of Mr. Budd. He said the questionnaires 
were not to be signed and that the information to be compiled 
from them would be for none other than Mr. Budd’s eyes. It 
contained the following questions: 


1. (a) Can your present railroad plant handle a traffic volume 
equal to that handled in 1929? (Yes or No) 

(b) If your present railroad plant can handle a traffic volume 
greater than that handled in 1929, how much more? (Approximate 
percentage) 

(c) If less than 1929, how much less? (Approximate percentage) 

2. What increase in facilities would, in your opinion, be of most 
benefit in enlarging your railroad capacity? (For example, locomotives, 
cars, enlarged yards, more main tracks, centralized traffic control, etc.) 

3. What is necessary, and most practicable, to get greater aid in 
ear utilization from shippers: 

(a) Reduction in free time to unload? 
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(b) Increased demurrage charges? 

(ec) No tariff changes, but closer contact with patrons by various 
officials (including traffic) to impress importance of the closest co- 
operation? 

(d) Other suggestions? 

4. What, in your opinion, is the foremost step the railroad in- 
dustry should take to insure its handling successfully a greater volume 
of traffic than in 1929? 


Other Speakers and Committees 


Other speakers at the convention included Samuel O. Dunn, 
editor, Railway Age, in charge of public relations for the western 
railroads, who spoke in place of Fred G. Gurley, vice-president, 
Atchison, Topeka and Santa Fe, who could not attend. Mr. 
Dunn compared rail equipment, capacity and traffic figures for 
the World War years with those of the present and said that 
there was every prospect that defense traffic could be handled 
without serious car shortage. 

O. W. Eshbach, dean, Northwestern Technological In- 
stitute, former special assistant, personnel department, American 
Telephone and Telegraph Company, spoke on “Railway Per- 
sonnel in a Rising Market.” Harvey Marmaduke, director, 
employe suggestion system, Illinois Central, described the sys- 
tem under which his railroad invited employes to make sug- 
gestions for improvements and savings and rewarded them with 
part of those savings. F. W. Curtis, superintendent of safety, 
Denver and Rio Grande Western, chairman of the train accident 
committee of the safety section, A. A. R., spoke on “The Cause 
Behind the Accident,” and W. S. Topping, chief inspector, bu- 
reau of explosives, A. A. R., spoke on the handling of explosives. 

Committee reports read and received included one on 
expediting the handling of waybills and car records at terminals 
and interchange points, by E. P. Reynolds, supervisor of 
mechanical service, Chesapeake and Ohio, Richmond, Va., chair- 
man; on the selection and training of yard forces, by R. O. 
Jensen, superintendent, Soo Line, Shiller Park, Ill., chairman; 
on the superintendent’s responsibility for car hire, by A. F. 
McSweeney, superintendent of freight transportation, Penn- 
sylvania Railroad, Chicago, chairman; on the operating aspects 
of high-speed passenger service, by C. C. Cunningham, super- 
intendent, Chicago, Rock Island and Pacific, Des Moines, Ia., 
chairman; on operating aspects of maintenance of way activi- 
ties, by H. C. Munson, superintendent, Milwaukee Road, La 
Crosse, Wis., chairman; on the superintendent’s responsibility 
for less-carload traffic, by S. F. McGranahan, assistant super- 
intendent of transportation, Erie Railroad, Cleveland, O., chair- 
man, and on the elimination of rough handling of cars, by J. F. 
Shaffer, superintendent, Chesapeake and Ohio, Chicago, chair- 
man. 

Officers elected at the final session were: 


President, P. M. Shoemaker, superintendent of freight transporta- 
tion, New York, New Haven and Hartford Railroad, New Haven, Conn.; 
first vice-president, E. J. McDermott, assistant general superintendent 
of transportation, Missouri Pacific, St. Louis; second vice-president, 
E. C. Gegenheimer, superintendent, middle division, Pennsylvania Rail- 
road, Altoona, Pa.; third vice-president, G. T. Coleman, general super- 
intendent of transportation, Canadian Pacific, Montreal; fourth vice- 
president, E. J. Stubbs, superintendent of transportation, Erie Rail- 
road, Cleveland, and secretary-treasurer, F. O. Whiteman. R. O. Jen- 
sen, assistant superintendent, Soo Line, Schiller Park, Ill., was elected 
to serve as a director for two years. 


RAIL EQUIPMENT LEGISLATION 


Senate and House conferees on S. 1438 which, among 
other things, authorizes the Reconstruction Finance Corpora- 
tion to set up a corporation with powers to produce, lease, 
purchase or otherwise acquire railroad equipment, added a 
proviso which would prohibit the RFC from taking any action, 
directly or indirectly, with respect to financing the St. Law- 
rence waterway project, the Passamaquoddy power project, 
the Florida Ship Canal, the Tombigbee River project, and the 
Nicaragua Canal project. The conference report was adopted 
in the House and Senate, June 5, and the bill was sent to 
the President. 


PROPOSED LEGISLATION 

Representive Boggs, of Louisiana, has introduced H. R. 
4900, a bill directing the chief of engineers of the army to de- 
termine the feasibility of the construction of a ship canal from 
New Orleans to the Gulf of Mexico. 

Delegate Dimond, of Alaska, has introduced H. R. 4904, 
a bill to authorize transportation of employes of the Alaska 
Railroad on vessels of the army transport service. 

Representative Magnuson, of Washington, has introduced 
H. R. 4929, a bill to amend section 1 of the interstate com- 
merce act by adding a new paragraph the purpose of which, 
it was explained at his office, was to obtain through passenger 
Service from Seattle to the east via all agencies of transpor- 
tation. The new paragraph is intended to prevent carriers 
entering into agreements restricting or limiting passenger 
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service. The passenger service from Seattle to the east was 
now “quite limited,” according to the representative’s office. 
Representative Edelstein, of New York, has introduced 
H. R. 4943, a bill to provide for workmen’s compensation for 
motor carrier employes. 
Representative O’Leary, of New York, has introduced H. 
R. 4946, a bill relating to the manning of seagoing barges. 


COST-PLUS WAR CONTRACTOR STATUS 


Attorney General I. H. Van Winkte of Oregon has given 
it as his opinion that a “contractor operating under a cost- 
plus-a-fixed-fee construction contract with the War Depart- 
ment, is not subject to the Oregon motor transportation act 
as to the operation of motor trucks owned or leased by him.” 
The opinion was rendered to Ormond R. Bean, Oregon’s Public 
Utilities Commissioner. Commissioner Bean asked for an 
opinion on that point. Imposition of expenses growing out of 
the application of the Oregon law to the operations of the con- 
tractor would increase his costs and that being so, he would 
collect more from the War Department, under his contract, 
than if the law were not made applicable to him. 

The Attorney General said the contractor was not subject 
to the Oregon motor law “for the reason that the enforcement 
of said act as to such operations would directly affect the 
United States in the exercise of a governmental function in 


which the contractor is an instrumentality of the govern- 
ment.” 


TRAVEL BUREAU FUND 


The Senate has passed the Interior Department appropria- 
tion bill with an amendment carrying $75,000 for the travel 
bureau of the department. The House committee on appro- 
priations eliminated that item which was recommended by the 
Bureau of the Budget. Further action by the House was neces- 
_ because of this and other amendments adopted by the 

enate. 

In addition to statements of department officials testimony 
in support of the item was given by Thomas D. Green, executive 
director of the American Hotel Association, New York, N. Y.; 
Harry P. Somerville, chairman of the legislative committee of 
the American Hotel Association, and L. G. Markel, chairman, 
National Bus Traffic Association, Inc., who urged continuance of 
the bureau to carry on its work of stimulating travel in the 
United States. 


SHORT LINE RAILROAD CLAIMS 


Holding that the Mount Hood Railroad Co., the Morgan & 
Fentress Railway Co., the DeKalb & Western Railroad Co., and 
the Sugar Land Railway Co. were not entitled to benefits under 
section 204 of the transportation act, 1920, as amended Jan- 
uary 7, 1941, because they did not sustain decreases in their 
net railway operating incomes while under private operation 
in the federal control period, the Commission, by division 4, has 
dismissed the claims of those roads for reimbursement. This 
action was taken in four separate reports, namely, Finance No. 
5017, deficit status of Mount Hood Railroad Co., Finance No. 
5429, deficit status of Morgan & Fentress Railway Co., Finance 
No. 6265, deficit status of DeKalb & Western Railroad Co., and 
Finance No. 6297, deficit status of Sugar Land Railway Co. 
Prior reports were made in 105 I. C. C. 422, 145 I. C. C. 231, 124 
I. C. C. 652, and 124 I. C. C. 664, respectively. 

Claims were filed under section 204 covering the period 
from January 1, 1918, to February 29, 1940. The Mount Hood 
claimed $11,682.71, the Morgan & Fentress, $23,237.17, the 
DeKalb & Western, $13,586.04, and the Sugar Land, $449.34. 
The first three carriers named were under federal control from 
January 1, 1918, to June 30, 1918, inclusive, while the Sugar 
Land was under federal control from January 1, 1918, to 
June 25, 1918, inclusive. 


COAL PRICES AND TRANSPORT 


The bituminous coal division of the Department of the In- 
terior has issued a temporary order permitting producers to 
charge minimum prices at the mine, based on delivery “free 
alongside” the docks, for coal shipped via Ohio river barges 
to the Ivorydale and St. Bernard plants of the Procter and 
Gamble Co. at Cincinnati, O. The consumers’ counsel division, 
acting in behalf of the company, has filed a request for the 
establishment of permanent river prices for the company as a 
means of permitting it to save money by using barge transporta- 
tion rather than railroad. The order was based on a public 
hearing in April before a trial examiner at Washington, D. C., 
and is to extend temporary relief to the company while final 
decision of the case is pending. 

The temporary order applies to minimum prices for coals 
produced in District 8 (Southern West Virginia, Eastern Ken- 
tucky, Northeastern Tennessee and Western Virginia). 
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Petroleum Transportation 


Representative Cole, of Maryland, has submitted on behalf 
of the House committee on interstate and foreign commerce a 
favorable report on H. R. 4816, a bill to facilitate the construc- 
tion, extension, or completion of interstate petroleum pipe lines 
related to national defense. Representative Cole, as chairman 
of a subcommittee of the House interstate and foreign com- 
merce committee investigating the petroleum industry, presided 
in hearings on the pipe line construction proposal (see Traffic 
World, March 29, p. 800, and April 5, p. 869). 

The committee report said the bill had been reported 
favorably by the unanimous vote of the subcommittee and 
finally by the unanimous vote of the entire committee, subject 
to the right of “certain members” to offer an amendment to 
section 4 of the bill, which section would authorize the federal 
government to undertake pipe line projects in the event it would 
be impracticable for “any private person” promptly and satis- 
factorily to undertake such pipe line construction, extension or 
completion. The contemplated amendment said the report, 
would deal with the amount to be expended under the act. 

“There have been no differences of opinion within the com- 
mittee on any other phase of the bill,” it continued, “all being 
united on the one main objective and undertaking, i. e., the ad- 
vancement of the national defense program of this country and 
in this instance one of the most important avenues thereto.” 

Embodied in the Cole report were letters to Chairman Lea 
from Secretary of War Henry L. Stimson, Secretary of the 
Interior Harold L. Ickes, and Co-directors William S. Knudsen 
and Sidney Hillman of the Office of Production Management, 
supporting the proposed legislation for pipe line construction. 
Also reproduced in the report was the report of the Cole sub- 
committee submitted at the time Representative Cole intro- 
duced H. R. 4816 (see Traffic World, May 24, p. 1335). 

Secretary Stimson, in his letter dated May 27, said that the 
War Department believed that “the construction of transporta- 
tion facilities which will permit the shipment of petroleum prod- 
ucts to consumption areas by methods which will relieve 
present dependence on tankers is essential to the national de- 
fense” and that “‘the present tanker facilities are no more than 
adequate to meet current peacetime needs and are certain to 
prove inadequate in the event of a full emergency.” He added 
that there were no supplemental sources from which additional 
tankers could be obtained readily in quantities sufficient to meet 
the accelerated needs of an emergency without infringing on 
other essential needs. Messrs. Knudsen and Hillman said they 
strongly favored enactment of H. R. 4816 and added that “a 
number of specific projects that have already been investigated 
should be undertaken at the earliest possible moment.” They 
regarded the projects as vital to the defense program. 

Secretary Ickes said in his letter to Chairman Lea that 
ocean transportation facilities were inadequate to supply the 
Atlantic coast states with the needed petroleum and petroleum 
products. Therefore, he said, it was essential that immediate 
steps be taken to construct petroleum pipe lines to the Atlantic 
coast to make up the present deficit in transportation facilities. 
The alternative to such construction, he averred, was a short- 
age of about 300,000 barrels daily in the supply of the Atlantic 
coast area “which is certain to result in higher prices to con- 
sumers and is likely to require some restriction in use.” 


In the press conference, Secretary Ickes said shipment of 
petroleum by railroad tank cars would not be feasible, after 
declaring that the railroads had been shortsighted in blocking, 
through activity in the Georgia legislature, the enactment of 
legislation that would permit a pipe line company to obtain 
rights-of-way for extension of its line through that state, from 
Port St. Joe, Fla., to Nashville, Tenn. He said that there was 
no threatened emergency in facilities for producing and re- 
fining oil, but that a petroleum shortage in the East was in 
prospect because of insufficient facilities for delivering the fuel 
to consumption points. He suggested that “gasless Sundays” 
reminiscent of World War days might be adopted as a means 
to conserve petroleum for defense seeds. 


Principal provisions of the bill. as reported to the House, 
are that the President may issue a rroclamation on finding that 
any pipe line for transportation of petroleum or petroleum 
products, moving in interstate commerce, or the completion of 
such pipe lines already partly constructed, is or may be neces- 
sary for national defense; that “a person or persons” other than 
the federal government constructing such a pipe line may 
exercise the power of eminent domain for acquisition of such 
rights-of-way as the President may find it necessary for such 
person or persons to acquire, and that the federal government 
may undertake to construct, extend or complete such a pipe 
line if private interests should find it impracticable to under- 
take the work. The bill prescribes the procedure to be followed 
in exercising the right of eminent domain. It also authorizes 
the President to advance money for construction to any private 
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group undertaking a petroleum pipe line project and to pre- 
scribe terms of repayment and interest rates. In event of pipe 
line construction by the government, the President may, under 
provisions of the bill, dispose of such line or lease it to “any 
person or persons” under terms prescribed by him. 

President Roosevelt has announced appointment of Secre. 
tary Ickes as petroleum co-ordinator for national defense. The 
President said he took this action under conditions of the un- 
limited national emergency proclaimed by him May 27. In a 
letter to Secretary Ickes the President said that “recent 
significant developments” had indicated the need of co-ordina- 
ing existing federal authority over oil and gas and of insuring 
that the supply of petroleum would be accommodated to the 
needs of the nation and the defense program. The President 
said an essential requirement was “the development and utiliza- 
tion with maximum efficiency of our petroleum resources and 
our facilities, present and future, for making petroleum and 
petroleum products available, adequately and continuously, in 
the proper forms, at the proper places and at reasonable prices, 
to meet military and civilian needs.” 

Diversion of American tankers, used heretofore to trans- 
port petroleum to the eastern states’ ports, to the aid-the-democ- 
racies program, is causing a shortage of fuel oil and gasoline 
supplies, according to a report made by a petroleum industry 
committee to Secretary Ickes. Curtailment of use of fuel oil 
and gasoline was recommended. 

Construction of pipe lines from Louisiana and Texas to 
the east was urged to meet the shortage of tanker transporta- 
tion. 

Transfer of tankers now carrying petroleum products from 
the Pacific coast to the Atlantic via the Panama Canal to the 
service from the Gulf ports to Atlantic ports is under consid- 
eration by Secretary Ickes, of the Department of the Interior, 
thinking in his capacity as coordinator of the oil industry. Un- 
der the power granted in emergency acts brought activity by 
the President’s unlimited emergency proclamation, Mr. Ickes 
thinks such a transfer is possible, according to statements 
made by him to a press conference June 5. It was his thought 
that there was no need for additional legislation for bringing 
about things desired for national defense, except the passage 
of the Cole bill, H. R. 4816, to speed the construction of crude 
and refined oil pipe lines. 

It was his information, said Mr. Ickes, that the petroleum 
industry on the Pacific coast was not making the best use of 
its tankers in sending them through the Panama Canal. Much 
less transportation, he said, would be needed to bring the 
products needed in the eastern part of the country from Gulf 
ports. He said he was going to talk with some people on that 
point next week. He thought he would also talk with the Navy 
Department about its use of tankers, all with a view to im- 
proving the situation in the east resulting from the diversion 
of American tankers to the supply of Britain. Mr. Ickes said 
he did not know what effect transfer of tankers from the canal 
route would have on California production. 

As to the construction of a pipe line from Wood River, 
Ill., a petroleum center, to the east, Mr. Ickes said he did 
not have any idea of cost, but he said he had been told the 
line could be constructed by December. 

As to “gasless Sundays” and other plans for conserving 
gasoline and other petroleum products, Secretary Ickes said 
that the first effort in that direction would be on the basis of 
voluntary action by users of such products. 

The House passed the petroleum bill, H. R. 4816, with 
amendments, June 5. Prior to passage, R. V. Fletcher, vice- 
president and general counsel of the Association of American 
Railroads, said the railroads would not oppose the bill. 


Pipe Limes and Rail Propaganda 


Editor The Traffic World: 

It can be stated truthfully that the problem of rail versus 
either water or pipe line transportation would be much more 
easily solved, and with much more national unity, if there was 
less unfair rail propaganda, less name-calling, and more sound 
reasoning based on the theory that, though we may differ, we 
are all trying to find the best solution, and are all animated by 
patriotism and the desire for what is best for our country. 

The recent nation-wide and much publicized propaganda 
by those interests and individuals who were seeking support for 
their theories and arguments for the discouragement of pipe 
line projects, the regulation of inland water carriers, and the 
imposition of tolls for the use of locks, unduly emphasizes and, 
apparently by design, describes inaccurately and incompletely 
certain of my testimony in a rate proceeding (235 I. C. C. 115) 
before the Commission involving petroleum products in a very 
small section of the south. That such testimony, voiced in plain 
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and unequivocal language, should be improperly construed and 
misinterpreted by those directly interested, the average lay- 
man, or even our more enlightened Congressmen, as something 
for account of the country at large, and as other than something 
germane only to the issues of the proceeding referred to, is 
ample proof of the popular misconception as to procedure be- 
fore the Commission and its rules of evidence and as to the 
status of the marketing units of what was once the old Standard 
Oil Company of New Jersey, dissolved by the decree of the 
United States Supreme Court in 1911. 

I have spoken for my employer’s interest from my obser- 
vations as a transportation expert and not as a higher officer 
vested with the authority and supervision over the market prices 
for petroleum products as distributed by the Kentucky com- 
any. 
. The record of the proceeding referred to shows that my 
utterances were qualified to the condition of competition, so 
predominant in the south today as to both marketing and trans- 
portation, and to the controlling force which generally affords 
the consumer a share of the economy realized from river trans- 
portation, notwithstanding that the Commission proceeding 
cited, unfortunately for the opposition, gave less proof of this 
particular element than might have been shown elsewhere. 

There are many experienced observers and students of the 
regulatory effect of the interstate commerce act who readily 
ascribe to themselves, and properly so, an abundance of wisdom 
and practical knowledge in respect to the subject of rail car- 
riers’ competition with private water carriers under the inter- 
state commerce act; in fact, those who participated in the pro- 
ceeding (235 I. C. C. 115) generally felt that the ultimate effect 
of the decision in that proceeding, as subsequently entered 
October 30, 1939, would be a lower price level in consideration 
of the water-compelled rates prescribed from west of the 
Mississippi River. There was, however, absolutely no warrant 
or justification for the fine-spun reasoning and technical premise 
of rail carriers out of a local rate situation so simple and 
elementary to other observers in the light of my support to 
the rail carriers in their application to the Commission for 
lower rates; therefore, I must sincerely dispute any representa- 
tion designed to show that the statement accredited to me sup- 
ports the representations that, for the country at large, the 
petroleum industry, in the main, is denying the ultimate con- 
sumer the inherent economies of low cost river transportation. 

A. M. Stephens, Traffic Manager, 

Standard Oil Company. 

(Incorporated in Kentucky) 
Louisville, Ky., June 2, 1941. 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to yard and train 
service of Class I steam railways, including switching and 
terminal companies, was $27,063,631 for March this year as 
compared with $22,862,118 for the same month last year, ac- 
cording to a Commission compilation, statement M-230. For 
the three months ended with March this year the cost was 
onan as compared with $71,082,212 for the same period 
ast year. 


MEXICO-TO-U. S. CAR INSPECTIONS 


The House has passed and sent to the Senate H. R. 4849, 
authorizing the Secretary of Agriculture to promulgate rules 
and regulations for inspecting, cleaning and, when necessary, 
disinfecting railway cars, other vehicles and other materials 
entering the United States from Mexico, to prevent the intro- 
duction of insect pests and plant diseases. The bill makes pro- 
vision for construction and repair of buildings, plants and 
equipment for fumigation and disinfection or cleaning of 
Vehicles or materials and for imposition of charges to cover 
cost of labor and materials used in performing such dis- 
infection. 


PACIFIC CAR DEMURRAGE 

Cars held overtime in California, Arizona, New Mexico, 
Oregon, Nevada, and Utah—territory covered by the Pacific 
Car Demurrage Bureau—in March, 1941, totalled 18,799 out of 
236,453 cars reported, or 7.95 per cent, as compared with 11,546 
held overtime out of 190,820 reported, or a percentage of 6.05 
In March, 1940. Demurrage charges in March, 1941, was 
$51,532.97 as compared with $29,446.30 in March, 1940. 


FOREIGN AIR MAIL COMPENSATION 


President Roosevelt has asked Congress to appropriate for 
the Post Office Department for foreign air mail transportation 
additional sums of $40,053 for the fiscal year ending June 30, 
1941, and $520,705 for the fiscal year ending June 30, 1942, 


vad services in South America by Pan American-Grace Airways, 
ne, 
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GROWTH OF AVIATION IN U. S. 


To cope with Adolf Hitler, the United States was being 
forced to develop aviation “beyond our wildest imaginings,” 
said Brigadier-General Donald H. Connolly, administrator of 
civil aeronautics, in an address at the annual convention of the 
National Aeronautic Association June 3 at Louisville, Ky. 

With the comment that he was sure he would not be 
accused of being a Nazi for saying this, Brigadier-General Con- 
nolly observed that Hitler’s “evil deeds’ had put aviation for- 
ward 20 or 30 years. Two years ago there were 50,000 work- 
ers in the U. S. Aviation industry, he said, adding that next 
year there would be at least 400,000. He noted, further, that 
two years ago this nation’s aviation products were worth 
$125,000,000, that last year they reached $550,000,000 and that 
next year they would exceed three billion dollars in value. Com- 
pared with a total of 25,000 civilian pilots in the United States 
in 1939, there was a total of 100,000 such pilots today, he stated. 

“More than 900 training centers are operating today,” he 
continued. “This program produces private pilots at the rate 
of more than 3,000 a month and turns out 750 secondary 
trainees a month. Progress in the development of the 
federal airways system also is noteworthy. It was hastened, 
last autumn, by a supplemental appropriation of $2,000,000 
above the regular budget allotment. More than 3,000 miles of 
airways have been added. . . . By next year the backbone of 
the Alaskan system will be complete, and we will have service 
on the important Pacific islands. Last October, the first money 
ever appropriated to this office for airport development was 
made available. It was $40,000,000, and with it we are now at 
work on nearly 200 sites which have been certified as important 
to the national defense.” 


AIR LINE ASKS R. F. C. LOAN 


The Civil Aeronautics Board has received an application 
from Mayflower Airlines, Inc., of Nantucket, Mass., for approval 
of a Reconstruction Finance Corporation loan of $150,000. The 
line operates between Nantucket and Boston, Mass. The ap- 
plication said the loan was sought for use in purchasing three 
Boeing planes of the 247-D type, for installment of 16 radio 
receivers at eight ground stations, for construction of an office 
building, for repair and enlargement of a hangar, for purchase 
of land, and for purchase of spare propellers, engines and other 
equipment. Applicant valued its present property, including a 
tri-motored Stinson plane, at $133,000. 


REVENUE AIR PASSENGERS 


Revenue passenger miles flown by domestic air lines in 
April of this year totaled 103,392,472, or 29.43 per cent over 
the 79,885,146 flown in April, 1940. The traffic in April, 1941, 
was the fourth heaviest in the history of American aviation, 
being exceeded only by August, September and October of 
1940. According to Edgar S. Gorrell, president, Air Transport 
Association of America, which compiled the figures, 85 per 
cent of present air travel is for official and business purposes 
with much of it applicable to national defense. The figures 
showed that the total number of revenue passenger miles flown 
in the first four months of 1941 was 333,470,014, or 28.42 per 
cent over the 261,242,415 flown in the first four months of 1940. 


SCIENCE AND AVIATION SAFETY 


A Department of Commerce bulletin says that, with 900 
weather bureau stations covering about 40,000 miles of United 
States airways and with 422 teletype stations in the aviation 
network transmitting hourly reports, pilots of modern sky- 
liners and military aircraft receive all the information science 
has been able to devise to promote safe flying, but that im- 
provement in meteorological science is necessary to keep pace 
with “the rapid expansion now taking place” in military and 
commercial aviation. Discussing such improvements now in 
the making and future scientific progress, the bulletin said some 
meteorologists envisioned the day when complete weather maps 
might be flashed on a screen in the pilot’s cockpit, as television 
developed. 


ARMY TO USE AIR EXPRESS 


The War Department has announced that, to speed national 
defense production for the army, it has completed plans for air 
express shipment of emergency items to any point in the 
United States and to Central and South American ports. Here- 
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tofore the army has used commercial air express only for the 
transport of serums. Continuing, the department said: 


Under the new plan such items as replacement parts, tools, motors, 
blueprints, patterns, or even new machinery, needed in a national 
defense production emergency, may be speeded by air to the factory, 
to an army station or any other establishment supervised by the army 
where need of such items creates a ‘‘bottleneck’’ in defense production. 

The use of air express will not be limited to communities which 
have air fields but will be used in conjunction with ordinary freight 
express to speed shipments by air, rail or truck anywhere. 

It is believed that the air transport plan, just completed by the 
Office of The Quartermaster General in collaboration with representa- 
tives of 17 air and rail express services, will provide adequate facili- 
ties to meet any emergency. 

Among arrangements planned by the conference were methods 
of providing adequate storage space, removal of seats from passenger 
airplanes where necessary, and the providing of a complete set of 
tariffs, schedules and loading diagrams of the planes operated by the 
cooperating companies for the commercial traffic branch of the Quar- 
termaster General’s office. 


U. S.-CANADA AIRWAYS 


The airways of the United States and Canada now appear on 
a new map entitled, “Civil Airways of the United States and 
Canada,” says the Civil Aeronautics Administration. 

A mutual agreement to consider grouping the 4,165 miles of 
the Canadian system with the 36,375 miles of the U. S. system 
has been made possible by the redesignation and renumbering 
of airways on both sides of the border. Thus the Canadian trans- 
continental route is Airway No. 1 of the new set-up and U. S. 
transcontinentals, reading from north to south, are Nos. 2, 3, 4,5 
and 6. Canada has also adopted the U. S. method of designating 
airways by colors as part of the basic system of airway traffic 
control. 

As soon as possible after July 1, all civil airways of the 
country will be placed within the control of Airway Traffic Con- 
trol centers. This will mean the establishment of nine more 
traffic centers, at Boston, Jacksonville, Memphis, San Antonio, 
Kansas City, Albuquerque, Denver, Minneapolis and either Butte 
or Great Falls. These centers, added to the 14 already in opera- 
tion, will bring the whole system under a unified control. 


AVIATION RESEARCH REPORT 


Airplane speeds of 550 miles an hour or over within three 
years are forecast in a report on industrial research by the 
National Resources Planning Board and the National Research 
Council, which has been transmitted to Congress by President 
Roosevelt. 

Normal expectation of increase in plane-speed as a result 
of research and improved design would bring special per- 
formance of close to 600 miles an hour by 1948, according to 
indications in a paper on aeronautical research prepared for 
the report by J. C. Hunsaker, head of aeronautical engineering, 
Massachusetts Institute of Technology. The armanent programs 
rushed into development in the late 30’s, however, had stepped 
up the rate of progress toward high-speed achievement, so that 
550 miles an hour level may be expected from two to three years 
earlier than normally might be expected. 

Professor Hunsaker, reporting growth of the aeronautical 
manufacturing industry, called attention to the effect of war 
fears after Munich, reflected by the fact that the dollar value 
of aircraft production for 1940 was half a billion dollars, nearly 
six times what it was for 1937. Attention was also called to 
the development of air transport operation reflected in increased 
passenger travel, reduced fares, and improved ratios between 
postal revenues and payments to air mail carriers. 


WILMINGTON-CATALINA AIR ROUTE 


In a proposed report in No. 487, application of the Wilming- 
ton-Catalina Airline, Ltd., for amendment of its certificate, 
Examiner Lawrence J. Kosters of the Civil Aeronautics Board 
has recommended authorization of a change of name of ap- 
plicant on its existing certificate to Catalina Air Transport 
and authorization of air transportation of persons and property, 
except mail, between Avalon, Santa Catalina Island, Calif., and 
Los Angeles, Calif., via Wilmington-Long Beach, Calif. 

The examiner said the principal reason advanced in sup- 
port of the air route application was that about 90 per cent 
of the passengers being carried to Catalina Island originated 
in Los Angeles and vicinity, and that under applicant’s pres- 
ent operations it was necessary for the great majority of ap- 
plicant’s passengers to travel from 20 to 35 miles by some form 
of surface transportation to Wilmington to board one of ap- 
plicant’s amphibian planes. 


CALIFORNIA-MEXICO AIR ROUTE 
In authorizing issuance of a foreign air carrier permit to 
Cia Mexicana de Aviacion, S. A., an affiliate of the Pan-Ameri- 
can Airways System, allowing it to continue passenger, mail 
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and express service between Los Angeles, Calif., and Mexico 
City, Mexico, the Civil Aeronautics Board has specified that a 
new route to be flown by the applicant be designated by the 
Civil Aeronautics Administration to avoid hazards possible be. 
cause of congestion of military and commercial air traffic on 
the route previously designated, and has lifted, conditionally, a 
restriction under applicant’s old permit limiting it to three 
round trips a week. 

“Since the applicant conducts the only air transport service 
between Los Angeles and Mexico City,” the board said, “the 
public interest requires that such limitation should not become 
effective unless and until such time as there shall be issued 
by us authorization to operate other air service between the 
areas involved.” 

The board pointed out that an application from Pan-Ameri- 
can Airways, Inc., for a similar and parallel route was now 
awaiting its decision. 


Comptroller General Rulings 


The Comptroller General of the United States has issued 
the following synopses of rulings: 


B-15637. Transportation—Land-Grant Deductions—Materials for Use 
on the Panama Canal Third Locks Project. 

Material for use on the Panama Canal Third Locks Project author- 
ized by the act of August 11, 1939, is ‘‘military or naval property... 
moving for military or naval and not for civil use’’ within the mean- 
ing of section 321 of the Transportation Act of 1940, to be so desig- 
nated on the bills of lading, and charges for its transportation are 
subject to deduction for land grant where available. 

B-15415 (S). Transportation—Water, Rail or Motor Freight—Com- 
parative Costs. 

Although, under section 321 (a), Part II, Title III, of the Trans- 
portation Act of 1940, advertising for bids for transportation services 
is not required ‘‘when the services required can be procured from 
any common carrier lawfully operating in the territory where such 
services are to be performed,’’ there is no authority for procuring such 
services from one common carrier at a cost in excess of that for which 
equally satisfactory transportation could have been procured—without 
advertising—from another qualified carrier. 

In computing comparative costs, under section 5, Executive Order 
No. 8588, dated November 7, 1940, to determine in advance of shipment 
the most economical means—water, rail or motor freight—of transport- 
ing the effects of a civilian employe upon change of station, costs of 
packing, crating, etc., considered, where the actual total weight is 
unknown until the time of actual shipment, the average of the esti- 
mated weights submitted by bidders on packing, crating, etc., should 
be used rather than the lowest or highest estimated weight, or using 
for each bidder the estimated weight submitted by him. 

Even though, after inviting bids for packing, crating, etc., the 
household effects of a civilian employe upon change of station, the cost 
thereof, plus rail or water transportation cost, exceeds the cost of 
motor freight, the award should nevertheless be made for shipment 
by rail or water if by using the lesser arbitrary $2.50 rate per hundred 
pounds saving on cost of packing, crating, etc., resulting from the use 
of motor freight fixed by section 5 of Executive Order No. 8588, as the 
maximum savings allowance for cost comparison purposes, the cost 
of the rail or water shipment is then less than the cost by motor freight. 

The maximum amount which may be allowed for packing, crating, 
etc., the effects of a civilian employe upon change of station, in deter- 
mining whether it is more economical to ship the effects by rail, water 
or motor freight, is the $2.50 per hundred pounds specified in section 
5 of Executive Order No. 8588, but where the determination is to be 
made only as between rail and water carriers the said maximum 
allowance provision is not for application. 

B-15848. Virgin Islands—Applicability of Local Assessment of Ship 
Dues on Government-Owned Property. 

Ship dues assessed by local ordinance of the Virgin Islands of 
August 6, 1914, on the basis of goods loaded or unloaded at the ports 
of St. Thomas or St. John, Virgin Islands, are, in effect, a tax upon 
goods, rather than a charge for services rendered, and may not be 
assessed against commercial vessels on account of government-owned 
cargoes discharged at the said ports. 


PACKING AND WRAPPING SUPPLIES 


Printed copies of simplified practice recommendations 
R126-41, set-up paper boxes; R127-41, folding paper boxes; 
R128-41, corrugated fiber boxes; R129-41, notion and millinery 
paper bags; R177-41, single-faced corrugated-board rolls, used 
by department and ‘specialty stores, are now available, accord- 
ing to an announcement of the Division of Simplified Practice 
of the National Bureau of Standards. These recommendations 
include current accepted standards for sizes, materials and con- 
struction, based on a study of recent experience of department 


and specialty stores with respect to the packaging and wrap- 
ping of commodities for delivery to customers. The study was 
made cooperatively by the committee on simplification and 
standardization of the National Retail Dry Goods Association, 
the several standing committees in charge of the simplified 
practice recommendations, and the Division of Simplified Prac- 
tice. Copies of these recommendations, each of which is ef- 
fective from January 1, 1941, may be obtained from the Supe!- 
intendent of Documents, Government Printing Office, Washing- 
ton, D. C., for 5 cents each. 
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Trafifie Lesson No. 22 


Twenty-Second of a Series of Fifty-Two Articles on the Fundamentals of Freight Traffic by 


G. Lloyd Wilson—W estern Trunk Line—Southern Interterritorial Freight Rate Structure 


The principal interterritorial rate structure between 

® Western Trunk Line Territory and other sections of the 
United States is the Western Trunk Line—Eastern structure 
discussed in Article 21, of this series. Others include: 1. the 
ipterterritorial rates between Western Trunk Line and South- 
western territories, which will be discussed in connection with 
southwestern rates; 2. the Western Trunk Line—Pacific Coast 
territories, which will be discussed in connection with trans- 
continental rates; and, 3. the Western Trunk Line—Southern 
Freight Association Territory structure, discussed in this 
article. 

The interterritorial freight rate structure between West- 
em Territory, including Western Trunk Line Territory and 
“Southern Missouri Territory,’ on the one hand, and Southern 
Territory, on the other, came before the Interstate Commerce 
Commission in 1936 as a result of the consolidation of a num- 
ber of complaints and an investigation on the Commission’s own 
motion, in I. C. C. Docket No. 26510, Western-Southern Class 
Rates.’ In 1938, the decision and order of the Commission in 
this case was handed down.’ 
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The territories between which the rate structure is ap- 
plicable includes Western Territory, Southern Missouri, and 
Southern Territories defined for the purpose of making class 
rates between them as follows: 


Western Trunk Line Territory includes the upper penin- 
sula of Michigan; all of Wisconsin, except the part in Illinois 
Territory; Minnesota; Iowa; the portion of Missouri on and 
north of the lines of the St. L.-S. F. Railway from St. Louis 
to Pacific, Mo., and the line of the C. R. I. and P. to Kansas 
City; Kansas; Nebraska; North Dakota; South Dakota; the 
portions of Colorado on and east of the railroads extending 
through the Colorado common points—Trinidad, Pueblo, Colo- 
rado Springs, and Denver—and the part of Wyoming east of the 
rail line from Denver, Colorado, through Cheyenne and via the 
U.P. R. R. to the Nebraska state line. 


“Southern Missouri” is the designation applied to the 
buffer territory in Missouri occupying and overlapping the 
border between Western Trunk Line and Southwestern terri- 
tories. It includes the part of Missouri south of the line from 
St. Louis, through Pacific to Kansas City, defined above. 


Southern Territory, for the purpose of Western-Southern 
rate construction, consists of the section of the United States 
north of the Gulf of Mexico from the Mississippi River to the 
Atlantic Ocean; west of the Atlantic Ocean; east of the Mis- 

*Dockets included Nos. 26346, 26367, 26375, and 26416. 

* Western-Southern Class Rates (226 I. C. C. 497), 1938. 





sissippi River from New Orleans, La., to Cairo, Ill., and south 
of the Ohio River from Cairo to Cincinnati, Ohio, the C. and O. 
Ry. to Kenova, W. Va., the N. and W. Ry. to Roanoke, Va., 
the crossing between the N. and W. and Virginia Railway. the 
Virginian Ry. to Suffolk, Va., and the N. and W. Ry. to Nor- 
folk, Va. 


It should be noted that these boundary lines differ slightly 
from the boundaries of Western Trunk Line and Southern ter- 
ritories used for intraterritorial and other interterritorial 
traffic. A map of these territories is shown. 


Rates Prior to 1938 


Prior to the decision of the Commission in the western- 
southern class rate case, interterritorial class rates between 
these territories were usually constructed by combination of 
either local or proportional rates to and from the following 
gateways: 1. Mississippi River Crossings, 2. Ohio River Cross- 
ings, 3. Chicago, 4. Virginia Cities, or 5. Interior Illinois Terri- 
tory points, such as Peoria, Springfield, and other [Illinois 
points. 

Some through single-sum rates subject to Western Classi- 
fication were found between Western Trunk Line Territory 
and Mississippi Valley Territory, including the cities on the 
Gulf of Mexico from New Orleans to Pensacola, Florida, and 
points in Louisiana, Mississippi, Tennessee, and Kentucky close 
to the Mississippi River. Some through rates were also in 
effect between points in Kansas and Southern Territory, except- 
ing Florida Sub-Territory; between points in Missouri and 
extended Zone C in Wisconsin and Southern Territory; and to 
and from some portions of the northern part of Southern Ter- 
ritory served by the C. and O. Ry. or the N. and W. Ry., which 
were treated as being in Official or Eastern Territory. Other- 
wise, combination rates between Western and Southern terri- 
tories were the rule. In many cases, the local or proportional 
rates between points in the south and the gateways were gov- 
erned by the Southern Classification, while the local or pro- 
portional rates between these gateways and points in the west 
were governed by the Western Classification. There was a 
strong demand on the part of interterritorial shippers for the 
establishment of through rates published by the carriers as 
single-sum rates to replace these cumbersome and confusing 
combinations of local or proportional or basing rates, some- 
times governed by the same and sometimes by different classi- 
fications. The development of interterritorial traffic between 
these territories also contributed to the need for a change from 
combination to through interterritorial rates. 


Trends in Interterritorial Rates 


It is worthy of note that the trend in rate construction is 
to have through rates lag behind but to follow the develop- 
ment of long-distance traffic. In the early stages of railroad 
development, few rates were made beyond the terminals of the 
originating roads and rates “broke” at such points as the 
western termini of Eastern Trunk Line, or at other important 
junctions. As freight traffic grew beyond the limits and be- 
came sectional joint, through rates were established on sec- 
tional or sub-sectional bases in whole territories such as Trunk 
Line Territory, or in sub-divisions of the larger territories such 
as Mississippi Valley, or the various common point territories. 
Combination rates were confined, for the most part, to inter- 
territorial rates. 


As a further result of the development of national com- 
merce, the sub-divisions of the major territories tend to de- 
crease in importance and, along with this development, there 
is a tendency to substitute interterritorial through rates for 
combinations of local or proportional territorial rates. These 
changes are of great significance in freight traffic evolution. 
The subdivisions of Southern territory—the Mississippi Valley, 
Green Line, Virginia-Carolina, Atlanta, and Montgomery sub- 
territories—once of great importance in freight rate making 
in the south, have virtually ceased to exist. The developments 
of the last decade have tended to lessen the distinction between 
Trunk Line, New England, and Central Freight Association 
territories. Territorial rate structures are becoming more 
closely integrated, as is illustrated in the Western-Southern 
rate adjustments. A movement is on foot to make this integra- 
tion broader and more effective. Several studies have been 
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made of the erection of these “Chinese walls” where rate sys- 
tems and practices change.* 


Western-Southern Class Rates 


Class rates between Western Trunk Line Territory, on the 
one hand, and Southern Territory, on the other, were in issue 
in the western trunk line class rates case, but in the original 
report the Commission found the record inadequate to de- 
termine a basis for these rates.‘ The carriers were directed 
thereafter to adjust Western-Southern rates in conformity with 
the rates prescribed in the southern class rate investigation. 
Shippers, state regulatory authorities, and the carriers nego- 
tiated to establish such rates, but without success. An attempt 
was made by the railroads to cancel joint rates between West- 
ern Trunk Line Territory and Mississippi Valley points and 
proportional rates between W. T. L. points and certain south- 
ern gateways, but the proposed cancellations were found by 
the Commission not to be justified (class rates between south- 
ern and western trunk line points).’ The parties agreed that a 
new basis of interterritorial rates should be established but 
could not agree on the basis. 


Traffic Movements Between Western and Southern Territories 


The direction of the movement of traffic between Western 
and Southern territories is predominantly southbound, or from 
W. T. L. to Southern points. Exact determination of the 
amount of this preponderance is difficult, because of the move- 


Table No. 1 


Representative Western Trunk Line Key Rate Points Used in the 
Interterritorial Western-Southern Rate Structure. 


Abilene, Kan. 
Arkansas City, Kan. 
Beloit, Kan. 
Bismarck, N. D. 
Boonville, Mo. 
Cedar Rapids, Ia. 
Cheyenne, Wyo. 
Chillicothe, Mo. 
Colorado Springs, Colo. 
Denver, Colo. 

Des Moines, Ia. 
Dodge City, Kan. 
Duluth, Minn. 
Emporia, Kan. 
Grand Forks, N. D. 
Grinnell, Ia. 

Hays, Kan. 
Hutchinson, Kan. 
Iowa City, Ia. 
Joplin, Mo. 

Kansas City, Mo. 
La Crosse, Wis. 
Lawrence, Kan. 
Leavenworth, Kan. 
Lincoln, Neb. 
Manistique, Mich. 
Manitowoc, Wis. 


Marquette, Mich. 
Mason City, Ia. 
Minneapolis, Minn. 
Moberly, Mo. 
Mobridge, S. D. 
Nebraska City, Neb. 
North Platte, Neb. 
Omaha, Neb. 
Ottumwa, Ia. 
Pierre, S. D. 
Pueblo, Colo. 
Rapid City, S. D. 
St. Joseph, Mo. 
Salina, Kan. 

Sault Ste. Marie, Mich. 
Sedalia, Mo. 

Sioux City, Ia. 
Sioux Falls, S. D. 
Springfield, Mo. 
Topeka, Kan. 
Trinidad, Colo. 
Waterloo, Ia. 
Watertown, S. D. 
Wichita, Kan. 
Williston, N. D. 
Winfield, Kan. 
Yankton, S. D. 





ment of traffic at combinations of rates to and from the gate- 
way points between the territories and because of the move- 
ment of traffic part-way by motor truck to or from the border 
points in order to avoid the high levels of the combination 
rates. 


Joint Class Rate Basis 


Acting under the authority conferred by the interstate 
commerce act, the Commission ordered the establishment of 
through joint class rates on all traffic between W. T. L. Ter- 
ritory, as described above, and Southern Territory, as defined, 
as necessary and desirable in the public interest. Maximum 
class rates, based on a maximum scale of first class rates, 
were established between certain key rate points in Western 
Trunk Line and Southern territories, while between points 
other than key points in these territories maximum first class 
rates, reasonably related to the key point rates, were pre- 
scribed. It shouid be noted that the rates between points other 
than key rate points were not based on any prescribed maxi- 
mum scale but were “reasonably related to the key rates in 


*Senate Document No. 119, 73rd Congress 2d Session, 1934; and 
the Territorial Freight Rate Problem of the U. S., 1937, and Supple- 
ment Phases, 1939, House Document No. 264, 75th Congress, ist Ses- 
sion, and House Document No. 271, 76th Congress, 1st Session. 

“<ee 5. ©. ©. 3), 2000: C23 ©. C: C.. 687), Wl: (17s 1. C. C..629), 
1931; (181 I. C. C. 301), 1931; (196 I. C. C. 494), 1933; (197 I. C. C. 
57), 1933; (204 I. C. C. 595), 1934, and (210 I. C. C. 312), 1935. 

5 (198 I, C. C. 581), 1934. 
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accordance with the general principles employed in the con. 
struction of the key rates.’”* 


Key Rate Points—Western Trunk Line Territory 


In establishing key rate points in Western Trunk Line Ter. 
ritory, 218 key points were selected, representing the principal 
commercial and transportation centers of the district. In ad. 
dition, 126 additional points were selected to take the same 
rates as the key rate points with which they were associated, 
Many of the key rate points used in interterritorial traffic be- 


Table No. 2 


Representative Additional Western Trunk Line Points Taking 
Same Rate Basis as Western Key Points in Western- 
Southern Interterritorial Rates. 


Points Key Points 
Appleton, Wis. Green Bay, Wis. 
Atchison, Kan. St. Joseph, Mo. 
Calumet, Mich. Hancock, Mich. 
Council Bluffs, Omaha, Neb. 

Fort Dodge, Ia Mason City, Ia. 
Greeley, Colo. Cheyenne, Wyo. 
Hastings, Neb. Grand Island, Neb. 


Ishpeming, Mich. Marquette, Mich. 
Labadie, Mo. Pacific, Mo. 


Menominee, Mich. Marinette, Wis. 
Osceola, Ia. Des Moines, Ia. 
Rochester, Minn. Albert Lea, Minn. 


St. Paul, Minneapolis, Minn, 
Sheboygan, Wis. Manitowoc, Wis. 





tween Western Trunk Line Territory and Southern Freight 
Traffic Association Territory are the same as the western key 
rate points used in connection with Western Trunk Line-East- 
ern Territory interterritorial traffic. 


Some representative western key points and representative 
points taking the same rates as the key points are shown in 
tables 1 and 2 respectively. 


Southern Key Points 


In like manner, important traffic centers in the south are 
designated as southern key points for the establishment of rates 
between these points and western key points. One hundred and 
eighteen key points are designated in Southern territory, and 


Table No. 3 


Representative Southern Key Rate Points Used in Western- 
Southern Rate Structure. 


Asheville, N. C. 
Atlanta, Ga. 
Bainbridge, Ga. 
Baton Rouge, La. 
Birmingham, Ala. 
Bristol, Tenn.-Va. 
Charleston, S. C. 
Chattanooga, Tenn. 
Columbia, S. C. 
Columbus, Ga. 
Danville, Ky. 
Dothan, Ala. 
Durham, N. C. 
Elizabeth City, N. C. 
Fort Myers, Fla. 
Frankfort, Ky. 
Greenville, Miss. 
Greenville, S. C. 
Hattiesburg, Miss. 
Hendersonville, N. C. 
Jackson, Miss. 
Johnson City, Tenn. 
Knoxville, Tenn. 
Lexington, Ky. 


Macon, Ga. 
Memphis, Tenn. 
Meridian, Miss. 
Miami, Fla. 
Mobile, Ala. 
Montgomery, Ala, 
Nashville, Tenn. 
Natchez, Miss. 
New Orleans, La. 
Owensboro, Ky. 
Palatka, Fla. 
Raleigh, N. C. 
Rocky Mount, N. C. 
Rome, Ga. 
Salisbury, N. C. 
Sanford, Fla. 
Selma, Ala. 
Spartansburg, S. C. 
Tallahassee, Fla. 
Tupelo, Miss. 
Vicksburg, Miss. 
Wilmington, N. C. 
Winchester, Ky. 
Winston-Salem, N. C. 





49 additional points taking the same rates as the southern key 
points with which these points are related were designated by 
the Commission in its order in the western-southern class rates 
case.’ 

Representative southern key rate points and other points 
given the same rate basis as their associated key points are 
shown in tables 3 and 4, respectively. The southern key rate 


® Finding 2 (226 I. C. C. 497, 533), 1938. 
* Appendix E (226 I. C. C. 497, 546-607), 1938. 
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ints are, for the most part, the same industrial, commercial 
and transportation centers used as centers of groups in the 
interterritorial rate structure in effect between Eastern and 
Southern territories. 


Application of Classification 


The interterritorial rates between Western Trunk Line and 
Southern territories are not governed in both directions by the 
same Classification and identical exceptions to the classification, 
as is true in other interterritorial rate adjustments, such as is 
usually the case for the Eastern-Southern and Western-Eastern 


Table No, 4 


Representative Additional Southern Points Taking Same Rate 
Basis as Southern Key Points in Western-Southern 
Interterritorial Rate Structure. 


Points 


Key Points 
Augusta, Ga. 
Jacksonville, Fla. 
Columbia, S. C. 


Brunswick, Ga. 
Camden, S. C 
Florence, S. C 
Gainesville, Ga. 
Gastonia, N. C 
Greensboro, N. C 
High Point, 
Milledgeville, Ga. 
. Savannah, Ga. 
Tarboro, 
Waycross, Ga. 


Sumter, S. C. 

Athens, Ga. 

Charlotte, N. C. 
Winston-Salem, N. C, 
Salisbury, N. C. 


Jacksonville, Fla. 
Rockey Mount, N. C. 
Jacksonville, Fla. 





structures. The rates between Western and Southern territories 
are usually governed as shown in table 5. Exceptions are made 
in cases of rates published to meet motor truck competition 
subject to other classification and exceptions.® 


Rate Base Scales 


The carriers are directed by the Commission’s order in the 
western-southern class rates case to compile rates and publish 
tariffs containing tables of rates providing 23 rate-base scales. 
In these scales the first class or column 100 scale begins with 
the lowest first class or column 100 rate prescribed and extended 
upward by steps of one cent to the highest published scale. 
The rates for classes or columns lower than first class or col- 
umn 100 bear the following percentage relationships to the first 
class rates: 100%, 92.5%, 85%, 77.5%, 70%, 65%, 60%, 55%, 


Table No. 5 


Chart of Interterritorial Classification Application 
From To Classification and Ex- 
ceptions Governing 
Southern Classification 

and Exceptions 
Southern Classification 
and Exceptions 
Southern Classification 
and Exceptions 
Southern Classification 
and Exceptions 
Southern Classification 
and Exceptions 


Western Trunk Line Southern Territory 
Territory 

Extended Zone C in 
Wisconsin 

Southern Missouri 


Southern Territory 

Southern Territory 

Southern Territory Extended Zone C in 
Wisconsin 

West Bank of Lake 
Michigan 

Points North of 
Zone C Extended, lt] 
Via Car Ferry 
Routes 

Southern Territory 


Southern Territory 


Most points in Illi- 
nois Territory 
Southern Territory 


Southern Classification 
and Exceptions 

Western Classification 
and Exceptions 

Western Classification 
and Exceptions 


Western Trunk Line 
Territory 

Western Trunk Line 
Territory 


Most points in IIli- 
nois Territory 





30%, 45%, 40%, 37.5%, 35%, 32.5%, 30%, 27.5%, 25%, 22.5%, 
20%, 17.5% 16%, 14.5% and 13%. These percentage relation- 
ships conform to the revised scale prescribed in the western 
Class rate investigation case.” 

Class rates are required to bear the percentage relationships 
shown below to the first class rates, Western or Southern clas- 
Sifications, depending on which classification and exceptions 
thereto govern the interterritorial movements of traffic, as 
e_—_—_—_—. 


* Finding 4 (226 I. C. C. 497, 533-534), 1938. 
* Appendix M, corrected, and Finding 5 (226 I. C. C. 497, 534), 1938. 
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shown in table 5. The Commission ordered that rates be estab- 
lished on these percentages of first class and found that rates 
would be unreasonable to the extent that they exceed the fol- 
lowing percentage relationships of first class rates.” 


Classes; Western Classification 13 3 4 AS B.€- B.'s 


Percentages of First Class.........100 85 70.55 45 37.5 32.5 30 22.5 17.5 
Classes; Southern Classification 2 9.4.3.6 7 3.2 Bee 


1 
Percentages of First Class...... 100 85 70 55 45 40 35 30 25 22.5 20 17.5 


These relationships are the standard class rate relationships 
prescribed by the Commission in the western and southern class 
rate cases prior to its decision in this case. 


Rates to, From, or Via Short Lines or Weak Railroads 


Maximum rates to or from points located on short line 
railroads or financially weak railroads in Southern territory 
are constructed by adding to the standard first class rates be- 
tween the points in Western and Southern territories first class 
arbitraries for the part of the joint have over the weak or 
short lines. The first class arbitraries to be added are deter- 
mined by a distance scale shown in table 6. It is not necessary 
that they have precisely the same level as these arbitraries. 
The arbitraries are added for the part of the joint have over 
the short lines or financially weak railroads constituting parts 
of the joint routes. 

Approximately 100 short lines and weak roads were desig- 
nated by the Commission in its order in the western-southern 


Table No. 6 


First Class Distance Arbitraries to Be Added to Standard First 
Class Rates for Distances Over Short Lines or Financially 
Weak Railroads. Western-Southern Class Rates 


Arbitraries in Cents 
Per 100 Pounds 
6 


Distances 

10 miles and under 
25 miles and over 
40 miles and over 
50 miles and over 
65 miles and over 
80 miles and over 
100 miles and over 
120 miles and over 
140 miles and over 
160 miles and over 
190 miles and over 
220 miles and over 
250 miles and over 
290 miles and over 
330 miles and over 
370 miles and over 
410 miles and over 
450 miles and over 
500 miles and 
Over 500 miles 
Source: Appendix D (226 I. C. C. 497, 545), 1938. 


class rates case as eligible to construct maximum rates in this 
manner.” It should be emphasized that these rates are maximum 
rates and that rates lower than these maximum may be estab- 
lished by voluntary action of the carriers. The purpose of the 
rates so constructed is to afford short lines and financially 
impoverished railroads an opportunity to add to their revenues 
when it is possible for them to do so in face of competitive 
conditions, but to permit rates lower than the maximum rates 
to be made when necessary under the exigencies of competition. 

Some of the short lines or financially weak lines as to 
which rates made by the addition of distance arbitraries to the 
standard western-southern class rates include: Aberdeen and 
Rockfish R. R.; Birmingham-Southern R. R.; Alabama, Florida 
and Gulf R. R.; Columbus and Greenville Ry.; Fernwood, 
Columbia and Gulf R. R.; Georgia and Florida R. R.; Live 
Oak, Perry and Gulf R. R.; Tennessee, Alabama and Georgia 
Ry.; Tennessee Central Ry.; Virginia and Carolina Southern 
R. R.; Washington and Old Dominion Ry.” 


Increases in Rates 


The basic rates prescribed in this adjustment are subject 
to the increases prescribed in 1938 in the fifteen per cent case, 
1937-1938, and the present rates are subject to such of these 


2 Finding 3 (226 I. C. C. 497, 533), 1938. 

1 Finding 6, and Appendixes C and D (226 I. C. C. 397), 1938. 

2 For complete list of short lines or financially weak railroads see 
Appendix C (226 I. C. C. 497, 543-544), 1938. 


increases as have been continued to the present.“ In comput- 
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ing increased rates, the standard rates and arbitraries are com- 
bined and the ten per cent increase is applied to the combined 
total and not separately to each factor. 

Grain and grain products are specifically exempt from the 
application of the rate basis prescribed in western-southern 
class rates. 

The Commission’s Decision 


An unusual feature of the decision of the Commission in 
the western-southern class rates case was that three commis- 
sioners—Eastman, Lee, and Rogers—did not participate in the 
disposition of the case. The chairman, Commissioner Splawn, 
in concurring, did so faintly with the comment that: “This 
adjustment is in line with similar adjustments which the Com- 
mission has made in dealing with class rates. It eliminates 
inequalities and brings these interregional class rates in line 
with others. It will be of some assistance in further work 
which remains to be done in simplifying and adjusting the class 
rate structure.” 

Commissioner Caskie, concurring in part, expressed a posi- 
tion favoring through joint interregional rates between these 
territories but not on the basis prescribed in the majority re- 
port, because they were higher than if made upon the Western 
Trunk Line Zone I scale or the Southern K-2 scale for the 
entire distance, a level that he did not believe was shown by 
the record to be justified by conditions of traffic density. 

Commissioner Mahaffie, in dissenting, stated his view that 
the structure although an improvement continued a method of 
rate making modified in comparatively minor particulars, and 
did not attack the real problem of meeting competition of 
other forms of transportation and of developing traffic by a 
“thoroughgoing revision of the entire bases of making rates 
upon this traffic. Such a revision is only delayed by further 
attempts to patch up an outmoded structure.’ 

The author agrees with the comments of these commis- 
sioners quoted, not only with respect to this structure but with 
respect to the general problem of interterritorial rate adjust- 
ments, of which more will be said in the concluding article of 
the rate structure section of this series of articles. 


13 (226 I. C. C. 41), 1938. 
144 Western-Southern Class Rates (226 I. C. C. 497, 534-535), 1938. 


N. Y. Port Problems 
The Traffic World New York Bureau 


Steps toward the development of a program to prevent 
truck congestion at New York steamship piers were taken at 
a meeting under the chairmanship of Walter P. Hedden, chief 
of the bureau of commerce of the New York Port Authority, 
June 3. Field observations of the port authority, he said, 
indicated that there was only a little congestion at the piers 
at present and that that was caused by local and temporary 
conditions. Among the suggestions brought up at the meeting 
was one for the setting up of a central bureau to coordinate 
the shipping activities of shippers, truckers, and steamship 
lines. Another was to set up consolidation points at distances 
from the piers at which smaller shipments could be consoli- 
dated in large truckloads. Another was that the movement 
of trucks to the piers be arranged on schedules to prevent 
“bunching.” 

Consignees and warehousemen present suggested a modifi- 
cation in the free storage time at the port of New York, re- 
cently cut from 10 to 5 days. The shorter time, they said, was 
insufficient for clearage of large consignments. One suggestion 
was that 2 days additional time be allowed to consignees who 
had removed specified percentages of their consignments in 
the present free period. 

It was decided to form a committee, on which all of the 
interested groups were to be represented, to consider the sug- 
gestions and recommend action. 

Present at the meeting were representatives of the High- 
way Transport Association; the Merchant Truckmen’s Bureau 
of New York; Associated Freight Conference; Shippers’ Con- 
ference of Greater New York; Merchants’ Association of 
New York; Maritime Exchange; Brooklyn Chamber of Com- 
merce; Rubber Manufacturers’ Association; National Council 
of American Importers; New York Dock Department; Port of 
Newark; United States Maritime Commission, and Quarter- 
master General's office. 


CONGESTION AT ATLANTIC PORTS 


_ A method whereby railroads may afford relief for export 
shipments, now in storage at north Atlantic ports because of 
the blockade caused by the war in Europe, has been provided 
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by the Commission, division 2, in a special docket No. 196143. 
—— Steel Co. vs. Pennsylvania (see Traffic World, May 
1). 

The Pennsylvania has been authorized to waive collection 
of domestic storage charges on 10 carloads of tin plate at New 
York shipped from the Bethlehem plant at Sparrows Point, Md. 
between May 3 and May 9, 1940, both inclusive, and apply jn 
lieu thereof storage charges on the export basis. The accu- 
mulated charges on the ten carloads totaled $13,212.84. On 
the export storage rates and rules, the storage charges for the 
same period would amount to only $1,587.59. The tin plate 
was placed in covered storage in Manhattan Piers, N. J., where. 
according to the declaration of the Commission, it is still jn 
storage because of conditions in Europe. 

In authorizing waiving of the domestic storage charges, 
the Commission said the domestic storage rates included an 
element of penalty designed to bring about prompt removal of 
goods from the railroad premises. It added that in the circum. 
stances surrounding the storage of this tin plate the pe 
charges had hindered rather than induced removal of the goods 
and release of the defendant’s premises for other necessary uses 
in the existing emergency, and that under the circumstances 
surrounding this detention the exaction of the higher domestic 
rates would result in unjust and unreasonable storage charges, 

The Commission made the relief granted in this case 
available to all rail carriers at the north Atlantic ports in 
those instances where export storage charges had accrued 
under the same circumstances as in this case with the proviso 
“that the carriers report to us in detail the shipments as to 
which refunds are made or undercharges waived.” 





Control of Exports 


_ Secretary of State Hull has announced issuance of general 

licenses for exportation to Argentina of iron and steel, other 
than alloy, of the following classifications: bars, sheets, strin, 
a structural shapes, rails, pipe and tube, wire and wire 
rods. 

The Secretary has announced a revised list of articles and 
materials for the exportation of which to Cuba general licenses 
were issued March 26. 

General licenses have been issued for the export to Brazil 
certain articles and materials. 

To prevent the misuse of the unlimited licenses granted to 
them for the exportation of various articles and materials under 
control, without requirin~ individual export licenses to be ap- 
plied for, the British Purchasing Commission and the British 
Iron and Steel Corporation have arranged to issue “prior release 
certificates” to persons authorized to use their unlimited licenses 
for exportation to certain additional destinations, according to a 
circular instruction to collectors of customs from the division of 
controls of the Department of State, made public by the Depart- 
ment of Commerce. 

Collectors of customs have been advised that “the list of 
countries for which prior release certificates will be required 
has been revised and, effective June 1, 1941, clearance will be 
refused to any proposed exportation under the unlimited licenses 
issued to the British Purchasing Commission and the British Iron 
and Steel Corporation, unless a properly signed prior release 
certificate is presented to you for each shipment, when such 
exportation is consigned to any destination in the British Empire, 
with the following exceptions: Australia, Bahamas, Barbados, 
Bermuda, Canada, Egypt, Great Britain and Northern Ireland, 
Newfoundland, New Zealand, Palestine and Union of South 
Africa (including British South West Africa).’” 

The Department of Commerce has announced the issuance 
by the administrator of export control of a pamphlet reproduc- 
ing export control schedules Nos. 5, 6 and 8, containing in- 
formation and interpretations supplementary to the schedules 
issued earlier in separate form. The pamphlet also contains 4 
statement about export control schedule No. 7, “revoked before 
being made public.” Copies of the pamphlet may be obtained 
at all field offices of the Bureau of Foreign and Domestic Com- 
merce, according to the Department of Commerce announce- 
ment. 

The department also stated that the handling of licenses 
to export from the United States products under export license 
control was being hampered by the fact that many applications 
were defective and had to be returned for fresh preparation and 
submission. It said the division of controls of the Department 
of State had reported that out of 7,033 license applications re- 
ceived in one week, 1,968 had to be returned. In most instances, 
said the department, the return of the applications could have 
been avoided “by reading the regulations closely or by a little 
more care on the part of the persons who made out the ap 
plications.” Such inadequate license applications, it observed, 
clogged up the administration of the whole license system ané 
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caused delay in the handling of license applications that were 
in good order. 

Representative Faddis, of Pennsylvania, has introduced 
H. R. 4959, a bill further to expedite the strengthening of the 
national defense and to provide for licensing of exports and 
imports. 


AGAINST SUGAR BILL 


The Maritime Association of the Port of New York has 
sent requests to maritime and commercial organizations in 
New York state and Atlantic and Gulf ports urging them to 
make every effort to defeat Senate bill 938 which would amend 
the sugar act of 1937, and, it says, would jeopardize sugar im- 
ports from nearby Latin American countries by unduly ex- 
panding domestic production. 


SUGAR RATES BY WATER 


While participating in Senate debate on S. 937, the sugar 
quota bill, Senator O’Mahoney, of Wyoming, said he had re- 
ceived specific information from the Maritime Commission 
which showed that the rate on sugar from Manila and other 
principal Philippine ports to U. S. Pacific coast ports had in- 
creased from $4.50 a long ton in September, 1939, to $18.50 a 
long ton on March 8, 1941. 

Senator O’Mahoney observed that the rate by the unit of 
2.240 pounds had risen to $8.50 in October, 1939, to $11.50 in 
July, 1940, to $13.50 on January 7, 1941, and to $15.50 on Febru- 
ary 8, 1941. He said the rates on sugar which he had quoted 
were duplicated in respect to every other commodity that was 
being transported on the high seas. For months, he said, the 
Maritime Commission had been directing its efforts toward find- 
ing a solution to the problem of increasing shipping charges 
on ocean routes. Charter rates, he noted, had soared “under 
the pressure of this emergency.” Continuing, he said: 

In July, 1939, the average charge was about a dollar a 
ton. In September, 1940, the average charge, after having gone 
up, settled to $2 a ton; but from September, 1940, to date the 
rise has been precipitous—almost a vertical line from January 
to May. The present average charge for all commodities is 
$11 a ton. . 

Earlier in the debate, Senator O’Mahoney quoted from a 
letter, dated April 5, 1941, sent to Secretary Wickard of the 
Department of Agriculture by the Maritime Commission, a 
statement that about 635,000 tons of duty-free Philippine sugar 
remained to be brought ‘to this country in accordance with 
established quotas and that it appeared from the demand for 
ships and space that “consideration should be given to the re- 
allocation of quotas if this can be done so that the quantity 
of sugar to be transported from the Philippines can be reduced 
and the ships made available for the transportation of other 
strategic commodities . . . required in the defense effort.” 


MARINE INSURANCE QUESTIONS 


Answers to questions relating to marine insurance raised 
in the House May 14 (see Traffic World, May 17, p. 1287), were 
set forth in a letter from Chairman Land, of the Maritime 
Commission, in extension of remarks of Chairman Bland, of 
the House committee on merchant marine and fisheries, in the 
Congressional Record of June 4. Among other things, Chair- 
man Land said there were no known foreign insurance com- 
panies located in the axis countries insuring or reinsuring 
United States flag vessels; it was not believed that secret data 
Went to axis countries through direct marine insurance or 
reinsurance; that the British insurance markets had by far 
the greatest portion of our foreign held insurance and rein- 
surance; the Maritime Commission considered the administra- 
tion of the government marine insurance funds and the 
authority to insure and reinsure marine and war risks as 
fully in accord with the intent of Congress; and that there 
were a great many sources of information concerning the 
movements of vessels other than through marine insurance 


= would furnish those wishing it rather complete infor- 
mation. 


TEMPORARY WATER OPERATION 

The Commission, by division 4, by order in W-336, has 
granted the applicant, Pope & Talbot, Inc. (McCormick Steam- 
ship Co. division), San Francisco, Calif., temporary authority 
under the provisions of section 311(a) of part III of the inter- 
State commerce act, for 180 days from June 20, to operate as 
a contract carrier by water of certain manufactures of iron 
and steel, as specified in the order, from Philadelphia, Pa., and 
Baltimore and Sparrows Point, Md., to Galveston and Houston, 
ex., and New Orleans, La. The Commission said it appeared 
that there was an immediate and urgent need for such service 
~—that there was not available any carrier service capable of 
meeting such need. 
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Ships and Defense Program 


The Senate, May 29, adopted the conference report on H. R. 
4466, the ship acquisition bill, which was sent to the President. 

The Maritime Commission announced June 4 that repre- 
sentatives of fourteen Atlantic and Gulf coastwise steamship 
lines met at its request to discuss the transfer of tonnage away 
from their trade for national defense purposes. It said com- 
mission officials notified the operators that they were requested 
to provide 50 per cent of their tonnage. The operators, it said, 
then organized two groups to work out details of the transfer 
of tonnage, one representing common and other contract car- 
riers. The commission said there were about 125 ships of 
about 750,000 tons in the trade involved. 

The Maritime Commission has announced that its division 
of emergency shipping has negotiated the acquisition of 28 
merchant vessels. The commission said 21 of these ships would 
be turned over to the navy and seven to the army. The ves- 
sels are: 

For the navy: America, Washington and Manhattan, from 
the United States Lines Co.; Robin Kettering, from Seas Ship- 
ping Co., Inc.; Mormacdove, Mormacpenn, Mormacgull, Mor- 
macwren, Mormaclark and Mormactern, from Moore-McCor- 
mack Lines, Inc.; Executor and Exporter, from American Ex- 
port Lines, Inc.; Doctor Lykes, from Lykes Bros. Steamship 
Co., Inc.; Hawaiian Packer, from Matson Navigation Co.; 
President Jackson and President Adams, from American Presi- 
dent Lines; Delorleans, from Mississippi Shipping Co., Inc.; 
Panama, from Panama R. R. Co.; Santa Teresa, from Grace 
Line, Inc.; Chiriqui and Quirigua, from United Fruit Co. 

For the army: President Hays, President Pierce, Presi- 
dent Taft, President Cleveland and President Coolidge, from 
American President Lines; Deltargentino, from Mississippi 
re Co., and Oriente, from New York & Cuba Mail Steam- 
ship Co. 

The Maritime Commission’s division of emergency ship- 
ping has announced it has arranged with the British Supply 
Council for North America for all British shipping services 
from Canada and United States to Australia and New Zealand 
to be handled by U. S. flag vessels. This, the commission 
said, would release a dozen British vessels for Great Britain’s 
own war effort. 

Joseph Curran, president of the National Maritime Union, 
in a telegram’ to the President urged that sales and transfers 
of American vessels to foreigners be stopped because, he 
said, the American merchant marine was being depleted while 
British ships were still engaged in non-war trades. 


The War Department has announced it has chartered for 
60 days the Siboney, 7,000 gross-ton liner of the Cuban Mail 
Line to carry construction materials and workers to outlying 
island bases. It said the vessel may be rechartered for an ex- 
tended period if conditions later called for additional capacity. 

Extending its control over the American merchant marine 
by the exercise of emergency powers, the Maritime Commis- 
sion announced June 5 that section 37 of the shipping act of 
1916 as amended was in effect under the proclamation by 
the President of the existence of an unlimited national emer- 
gency. This section, it pointed out, “prohibits transfer of any 
interest in a vessel or a shipbuilding plant to foreign ownership 
and other action related to shipping without prior approval of 
the Maritime Commission.” 


The Chamber of Commerce of the United States made 
public a cablegram from delegates representing the United 
States at the Inter-American Business Conference being held 
at Montevideo, Uruguay, expressing grave apprehensions over 
curtailment of shipping services between the American re- 
publics. 

The Maritime Commission announced June 5 that the 
Atlantic and Gulf operators had agreed to contribute 50 per 
cent of their vessels of 3,500 deadweight tons or more for 
emergency use as requested by the commission. Approximately 
32 ships were involved, it said. 


Foreign Vessels Taken Over 


President Roosevelt announced at his press conference 
June 6 that he had signed at 11 a. m., eastern standard time, 
H. R. 4466, the act authorizing the acquisition of domestic and 
foreign ships in American ports. 

At the same time he announced the issuance of an execu- 
tive order under that act ordering the Maritime Commission 
to take over any or all foreign vessels lying idle in waters 
within the jurisdiction of the United States, including the 
Philippine Islands and the Canal Zone, and to operate such 
vessels either directly or by agent, in the service of the United 
States, or in any commerce, foreign or coastwise; to charter 
or lease any of such vessels except to a belligerent government 
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without the approval of the President; to document any of 
such vessels under the laws of the United States or any neutral 
country of the western hemisphere and to make such other 
use of the vessels as the President hereafter may direct. The 
commission is directed to make just compensation for the 
vessels in accordance with the provisions of the act. 


MERCHANT MARINE CADET TRAINING 


Merchant marine cadets receiving training under the pro- 
gram of the Maritime Commission come from 40 of the 48 
states, a commission report shows. 

The present enrollment, according to this reprot, is 404 young 
men who are receiving training in the several cadet schools or 
aboard ships. Two of the territories of the United States, 
Puerto Rico and the Canal Zone, each have one cadet. The 
other two territories, Alaska and Hawaii, are not represented. 
The eight states from which there are no cadets in training 
are shown to be Arizona, Idaho, Iowa, Kentucky, Nebraska, 
Nevada, North Dakota and South Dakota. 

The report shows a preponderance of cadets coming from 
coastline states, due undoubtedly to the fact that more young 
men in those states come into contact with ships and shipping 
than do the youths of the inland states. 

The report shows, however, that a continually increasing 
percentage of those who pass the competitive examinations is 
coming from the inland sections of the country. 

The next examination is to be held early in June and ap- 
plications have already been submitted, the closing date for 
applications having been May 10. According to the report the 
cadet training program is being considerably extended as part 
of the national defense program. 


SHIPPING PRIORITIES 


A subcommittee of the Senate commerce committee has 
approved, with amendments, H. R. 4700, providing for estab- 
lishment by the Maritime Commission, through issuance of 
warrants, of a system of priorities in transportation by mer- 
chant vessels in the interest of national defense. 


SHIPPING BILLS APPROVED 


A subcommittee of the Senate commerce committee has 
approved, without amendment, the following House bills: H. R. 
2074, relating to radio operators on cargo ships; H. R. 4258, 
prohibiting the use of narcotics on American vessels on the 
high seas; and H. J. Res. 139, providing suitable vessels for 
the use of certain nautical schools. 


ENCINAL TERMINALS CASE 


The Maritime Commission has set No. 601, G. C. Schaefer, 
doing business as Consolidated Freight Forwarding Co. vs. 
Encinal Terminals, for hearing June 16 in the El Dorado room 
of the Empire Hotel at San Francisco, Calif., before Examiner 
Robert M. Furniss. 


Water Line Exemption Denials 


Using its decision in W-38, Nassau Barge Corporation ex- 
emption-section 303(e) as its guide (see Traffic World, May 24, 
p. 1317), the Commission, by division 4, has denied exemption 
to a number of water line applicants which asked for it on the 
ground that by reason of the inherent nature of the com- 
modities transported, their requirement of special equipment, or 
their shipment in bulk, they were not actually and substantially 
in competition with any common carrier subject to the water 
carrier part of the interstate commerce act. It found that they 
had failed to prove the lack of competition. 

Because of that failure of proof, the Commission, in an 
order, not a report and order, said it appeared the proceeding 
in each instance was similar to that in the Nassau Barge Cor- 
poration proceeding and that the procedure here followed was 
identical with that adopted in that proceeding. For the reasons 
set forth in that report, the Commisison, in each of these pro- 
ceedings, denied exemption, effective June 16. The proceedings 
are: 


W-1, Erie & St. Lawrence Corporation, New York, N. Y.; W-6, 
Lykes-Coastwise Line, Inc., Houston, Tex.; W-7, Thomas J. Howard, 
New York, N. Y.; W-8, William G. Howard, New York, N. Y.; W-15, 
C. C. Paul & Co., Baltimore, Md.; W-18, Upper Columbia River Tow- 
ing Co., The Dalles, Ore.; W-21, Steamtug Murrell, Inc., New York, 
N. Y.; W-22, Michael J. Howard, New York, N. Y.; W-23, Steamtug 
Thomas J. Howard, Inc., New York, N. Y.; W-26, Clifton Towing Co., 
Clifton, Tenn.; W-27, Martin P. Horan, New York, N. Y.; W-28, Burtis 
M. Wasson, Calais, Me.; W-29, Federal Motorship Corporation, Buffalo, 
N. Y.; W-31, Gulf Coast Freight Packet-Excel, Biloxi, Miss.; W-33, 
Shamrock Towing Co., Inc., New York, N. Y.; W-35, United States 
Lighterage Corporation, New York, N. Y.; W-37, Jacobus-Grauwiller 
Co., New York, N. Y.; W-42, Dantzler Barges, Moss Point, Miss.; 
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W-43, L. N. Dantzler Lumber Co., Moss Point, Miss.; W-53, Thomas 
J. Hoarn, New York, N. Y.; W-54, Tank Terminal Corporation, New 
York, N. Y.; W-55, Coleman Line, Inc., New York, N. Y.; W-57, 
Frederick E. Grauwiller, New York, N. Y.; W-60, Petterson Lighterage 
& Towing Corporation, New York, N. Y.; W-71, John G. White, Port- 
land, Ore.; W-79, Harry A. Killian, Teaneck, N. J.; W-88, Sargent 
Barge Line, Inc., New York, N. Y.; W-90, Bulk Barge Corporation, 
New York, N. Y.; W-91, Chaley Co., Inc., New York, N. Y.; W-94, 
Petrie Transportation Co., Inc., New York, N. Y.; W-95, Streckfus 
Steamers, Inc., St. Louis, Mo.; W-96, Gordon Stevenson Pope, Oxford, 
Md.; W-99, Ohio River Dredging Co., Huntington, W. Va.; W-102, 
American Lighterage Corporation, New York, N. Y.; W-103, Joseph R, 
Hutton, New York, N. Y.; W-105, Jacob Rice & Sons, New York, N. Y,; 
W-106, C. W. Crane & Co., Inc., New York, N. Y.; W-116, Eastern 
Navigation Corporation, New York, N. Y.; W-121, Mallory Stant, Baxis, 
Va.; W-122, Kenny Scow Corporation, New York, N. Y.; W-130, Hills 
Towing & Transportation Corporation, New York, N. Y.; W-132, Cleary 
Brothers, New York, N. Y.; W-133, P. A. Hall, Augusta, Ark.; W-135, 
Louis B. Tucker and Joseph P. Tucker, Philadelphia, Pa.; W-138, 
Steamer Service Co., St. Louis, Mo.; W-146, Elizabeth H. and Eva 
Sinram, New York, N. Y.; W-149, Davison Chemical Corporation, Balti- 
more, Md.; W-150, Edward R. Smith, Norwalk, Conn.; W-152, Christi 
Scow Corp., New York, N. Y.; W-158, William Gault Bennett, Beals, 
Ky.; W-162, Twin City Barge & Towing Co., Inc., Minneapolis, Minn.: 
W-166, W. Howard Drewer, Crisfield, Md.; W-169, Pete and Dennis 
Golden, Huntington, W. Va. 


EXEMPTION APPLICATIONS WITHDRAWN 


At the request of applicants, the Commission, by division 4, 
has dismissed, effective June 18, the following applications of 
water carriers filed with it for exemption under section 303(e) 
of the interstate commerce act: 


W-17, Kyle McGrady, Lewiston, Ida.; W-41, Meseck Steamboat 
Corporation, New York, N. Y.; W-45, Atlantic Transport Co. of West 
Virginia, Baltimore, Md.; W-47, Quincy Steamboat Co., Quincy, IIL; 
W-67, Marvin Thomas Drewer, Saxis, Va.; W-68, Cook & Brown Lime 
Co., Oshkosh, Wis.; W-70, Western Natural Gasoline Corporation, Los 
Angeles, Calif.; W-74, McWilliams Transit, Inc., Staten Island, N. Y.; 
W-77, Liquids Transportation Corporation, Baltimore, Md.; W-82, Ed- 
wards Transportation Co., Houston, Tex.; W-86, Wilkens Barge Line, 
Houston, Tex.; W-109, Dewey Portland Cement Co., Kansas City, Mo,; 
W-111, Wright & Cobb Lighterage Co., New -York, N. Y.; W-115, 
Chotin & Pharr, Inc., New Orleans, La., W-119, Flower Lighterage 
Co., Inc., New York, N. Y.; W-123, Diamond O. Navigation Co., 
Portland, Ore.; W-134, Parker Brothers & Co., Inc., Houston, Tex.; 
W-137, Elmore Daniels, dba Daniels Towing Co., Miami, Fla.; W-139, 
Peerless Marine Transport Co., Port Huron, Mich.; W-143, Brock- 
ville & Morristown Transportation Co., Inc., Morristown, N. Y.; W-144, 
Sherman & Sons, Inc., Panama City, Fla.; W-147, Gray Towing Co., 
Brunswick, Ga.; W-151, McAllister Tankers Corporation, New York, 
N. Y.; W-157, American Range Lines Inc., Philadelphia, Pa.; W-159, 
Harry E. Houseman, Pensacola, Fla.; W-160, Steamer Mt. Vernon 
Star, New Haven, IIl.; W-163, Joseph O. Authement, Cut-Off, La Fourche 
Parish, La.; W-171, Lake Tankers Corporation, New York, N. Y.; 
W-219, Hickman Ferry Co., Inc., Hickman, N. Y.; .W-234, Horluck 
Transportation Co., Inc., Port Orchard, Wash.; W-243, Weber Trans- 
portation Co., New York, N. Y.; W-259, Smith-Douglass Co., Inc., 
Norfolk, Va.; and W-267, Joseph Fraizer Evans, Norfolk, Va. 


PLEA FOR WOODEN SHIPS 


Representative Smith, of Washington, addressing mem- 
bers of the House while H. R. 4926, the appropriation bill for 
the Department of Labor, the Federal Security Agency and 
related independent agencies, was under discussion, asserted 
that the Maritime Commission and the bureau of ships of the 
navy had restricted their shipbuilding activity almost entirely 
to steel construction, despite a prospective shortage of steel, 
and contended that there was no reason why merchant ships 
should be constructed exclusively of steel. 

“We should immediately utilize the idle wooden shipyards 
of the Pacific Northwest,” he said, “where the raw materials 
are plentiful and the idle ship carpenters and mechanics are 
ready to go to work and assist in turning out the ships which 
are so sorely needed.” 

Representative Smith said that nearly a year ago he had 
begun pointing out to officials of the National Defense Council, 
the Office of Production Management and the Maritime Com- 
mission the importance of merchant shipping and particularly 
“the desirability and advantage” of constructing wooden ships. 
He said he had called attention to the inadequacy of the steel 
supply and that he had contended wooden ships were just as 
serviceable, less costly, and could be constructed more rapidly 
and repaired more easily than steel ships. 

Representatives Patrick, of Alabama, and Fish, of New 
York, supported the proposal for building wooden ships. 


DEMPSEY OFF MARITIME COMMISSION 


John J. Dempsey, formerly Democratic congressman from 
New Mexico, and recently appointed as a member of the Maritime 
Commission, has been nominated by President Roosevelt to be 
Under Secretary of the Interior. 
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Si. Lawrence Waterway 


Declaring that the St. Lawrence waterway would help pre- 
yent transportation bottlenecks which he said were as serious 
as shortages of power, President Roosevelt in a message to 
Congress June 5 recommended authorization of construction 
of the project pursuant to the agreement with Canada previ- 
ously transmitted as “an integral part of the joint defense of 
the North American continent.” 

Expanding production, asserted the President, was going 
to burden the railroads to the limit. After his introductory 
paragraph recommending authorization of construction, the 
President said: 


Production and more production is the keynote of our all-out race 
for national defense. Electric power and transportation are limiting 
factors in the production of planes, guns, tanks and ships. 

The enemies of democracy are developing every hydroelectric re- 
source and every waterway from Norway to the Dardanelles. Are we 
to allow this continent to be out-matched because shortsighted interests 
oppose the development of one of our greatest resources? 

Your action on this project will either make available or withhold 
9,200,000 horsepower of low-cost electric power for the joint defense 
of North America. 

Your action on this project will either open or keep bottled up 
one of the greatest transportation resources ever offered a people. 

Both countries need the power. Both face power shortages which 
threaten to grow more serious as the demands of the defense program 
multiply with almost incredible rapidity. 

Let us remember that it takes tens of thousands of kilowatt-hours 
of electricity to produce the materials that go into a single airplane. 
Our present aluminum program alone calls for more than ten billion 
kilowatt-hours a year. It is constantly expanding with the need for 
more planes to outstrip the aggressors. 

Steam power plant construction offers no substitute for St. Lawrence 
power. No steam plants can provide the large blocks of low-cost elec- 
tric energy required for certain essential defense industries. Further- 
more, we are going to need all our capacity to produce steam power 
plant equipment to meet the tremendous demands which are growing 
in other parts of the country and to build power installations to drive 
our merchant and naval vessels. 

Our defense production is a gigantic assembly line. Transportation 
is its conveyor belt. If raw materials cannot flow freely to our great 
industrial plants and the products cannot move continuously to the 
front, defense breaks down. Bottlenecks in transportation are as seri- 
ous as shortages of power. 


Car Building Competition 


Expanding production is going to burden the railroads to the limit. 
We are expanding their rolling stock as fast as we can, but even the 
present orders for new cars and locomotives are competing for manu- 
facturing capacity which could otherwise produce tanks and other 
items of heavy armament. 

The seaway will help prevent transportation bottlenecks. It will 
provide a great highway to and from important defense production 
areas. It will cut by more than a thousand miles the stretch of danger- 
ous open water which must tbe traveled by supplies to Great Britain 
and strategic North Atlantic bases. It will increase our capacity 
to build ships. 

The Great Lakes today hold many shipways and dry docks, as well 
as resources of men and materials for ship-building. They are bottled 
up because we have delayed completing the Seaway. If we start the 
Seaway, now, scores of additional merchant ships may be built in 
coastal yards freed by transferring a portion of the longer-term naval 
program to the Great Lakes. 

The St. Lawrence project must be expedited. No comparable power, 
shipbuilding and transportation facilities can be made available in the 
time required to construct this project. 

In dealing with the present emergency, too many people have 
underestimated the degree to which our resources will be taxed. 
We cannot afford to make any more mistakes of that kind. 

I am advised that we can build the St. Lawrence project in four 
years, Under emergency pressure it may be completed in less time. 
I should like to agree with the people who say that the country’s dan- 
ger will be over sooner than that. But the course of world events 
gives no such assurance; and we have no right to take chances with 
the national safety. 

I know of no single project of this nature more important to this 
country’s future in peace or war. Its authorization will demonstrate 
to the enemies of democracy that, however long the effort, we intend 
to outstrip them in the race of production. In the modern world, that 
race determines the rise and fall of nations. 

I hope that authorization will not be delayed. 


The Department of Commerce issued a statement to supply 
background information in connection with the President’s 
message, reviewing data heretofore made available in govern- 
ment papers. 

Representative Copeland, of Nebraska, speaking in the House 
against the St. Lawrence waterway and power project, asserted 
that every farmer in the middle west producing corn, wheat, oats, 
tye or live stock, and every producer of coal, steel or ore, every 
railroad, and every truck would be financially hurt by this 
project. He said the hope of the farmer of the middle west to 
reach world markets “lies not in a seaway through Canada, 
but in low barge service to the Gulf and out to the sea upon the 


linois, Mississippi, Missouri and the Ohio rivers and their 
tributaries.” 
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Representative Pittenger, of Minnesota, favoring the project, 
said the members of the House were being propagandized by 
the greatest propaganda factory in the world—the railroads 
were behind the opposition. He said there was a well-financed 
railroad lobby that was reaching every member of the House 
through every avenue of approach. 

Mr. Pittenger said the railroads, industrialists and bankers 
had a mortgage on most everything, and that under S. 2009 
they took a mortgage ‘‘on our water.” 

“When those boys put everything under the Interstate Com- 
merce Commission they upset the situation as far as freight 
traffic is concerned in a tremendous way,” said he. 

Chairman Mansfield, of the House committee on rivers 
and harbors, June 2, introduced a bill providing for congres- 
sional approval of the agreement sent to Congress by Presi- 
dent Roosevelt providing for beginning construction of the St. 
Lawrence waterway and power project. He announced hear- 
ings would begin on the bill before his committee June 16. 

The Mansfield bill authorizes the President to fulfill the 
undertakings made in the St. Lawrence agreement on behalf 
of the United States. The President is authorized and directed 
to negotiate an arrangement with the Power Authority of the 
State of New York for the transfer to said authority of the 
power facilities constructed pursuant to the authorization in 
the bill and the right to use the United States’ share of the 
waters at the project for hydroelectric power purposes on such 
terms and conditions as may be agreed on, including provision 
for payment of $93,375,000 which represents the revised esti- 
mate of cost allocated to power in accordance with the method 
of allocation included in the joint recommendation of the 
Corps of Engineers, U. S. Army, and the Power Authority of 
New York, dated Feb. 7, 1933, such pawment to be made by 
the Power Authority over a neriod of fifty years with interest 
at 3 per cent compounded annually. 

The bill provides that when the Secretarv of War deems 
it necessary for the purposes of expediting the construction 
of the project, he may enter into contracts without advertis- 
ing or competitive bidding. 

‘New York, Boston and Buffalo stand to gain much and 
lose but little from the St. Lawrence project,” said N. R. 
Danielian, director of the St. Lawrence Survey, in a letter to 
Secretary of Commerce Jesse Jones with which was submitted 
part IV of the St. Lawrence Survey report, made public June 5. 
This part of the report dealt with the effect of the St. Lawrence 
seaway on existing harbors. 

Mr. Danielian said in his letter that the analysis of proba- 
ble effects of the seaway project on harbors was restricted to 
the three ports named, to avoid ‘‘needless repetition.” He sum- 
marized the conclusions of this part of the report with the 
statements that New York would lose some foreign traffic and 
that Buffalo would lose some of its grain transfer business, but 
that, on the other hand, New York harbor would acquire new 
water-borne traffic to and from the Great Lakes area, Buffalo 
also would gain new traffic, both domestic and foreign, and in 
each case the additional traffic would more than offset the 
losses. The net gain for Boston, said the report, would be the 


‘largest of all. 


Discussing the charge that the St. Lawrence project could 
not be completed in time for defense purposes, the President 
agreed with a statement that the same was true of battleships 
now being constructed. As a matter of fact, he said, he had 
information indicating that the waterway project could be 
practically completed in just short of four years and that lake 
built ships could be brought out in two years. 


WATER CREDIT RULES 


The Inland Waterways Corporation, operating the govern- 
ment barge line, has asked the Commission to amend its pro- 
posed rules in Ex Parte 143, in the matter of rules and regula- 
tions governing the settlement of rates and charges of common 
carriers of property by water, which proceeding was instituted 
with a view to establishing rules and regulations to govern the 
extension of credit for the payment of additional charges on 
freight bills of water carriers (see Traffic World, May 17, p. 
1285), so as to include provisions identical with the Commis- 
sion’s findings in Ex Parte 73, in re Regulations for Payment of 
Rates and Charges, 171 I. C. C. 268, 281 and 282, extending 
privileges to common carriers subject to part I of the interstate 
commerce act. It asked that these same privileges be extended 
to it, on its all-water traffic, because, from time to time, as it 
said, there would exist under-collections in freight charges 
resulting from erroneous interpretations of tariffs, lack of proper 
facilities from which to check the properly applicable rates, or 
mis-description of the commodity shipped. 

The Puget Sound Navigation Co., the Puget Sound Freight 
Lines, and the Skagit River Navigation & Trading Co. have 
asked the Commission to establish such rules and regulations 
on the same basis as are in effect as applied to common car- 








1456 


riers of property by motor vehicle. They opposed the rules 
and regulations proposed by the Commission. 

The Atlantic Seaboard Freight Tariff Bureau, on behalf 
of coastwise steamship lines plying between north and south 
Atlantic ports, said, in connection with the Commission’s pro- 
posed order in Ex Parte No. 143, in the matter of rules and 
regulations. governing the settlement of rates and charges of 
common carriers of property by water, the Commission should 
prescribe rules and regulations for all types of common car- 
riers of property, rail, truck and water, on identically the 
same basis. That basis, it said, should be similar to or the 
same as provisions contained in the Commission’s order in 
Ex Parte 73, which is applicable to rail carriers. All three 
types of transportation, the bureau said, were highly com- 
petitive with each other and differences in time permitted to 
settle charges was bound to have its effect on the ability of 
one carrier to obtain traffic in competition with another. ; 

“That while heretofore there have been no regulations in 
force covering the settlement of rates and charges of common 
carriers by water on their strictly port-to-port traffic,” says 
the bureau, “these steamship lines have in the past and are 
now observing rules and regulations prescribed by the Commis- 
sion in Ex Parte 73, which have proven satisfactory both to 
these companies and to the shipping public generally.” 

Adoption of the proposed order, as a result of competition 
the bureau added, would require that the coastwise lines allow 
credit for longer periods than was presently the case, resulting 
in much additional capital being frozen in uncollected bills. 


CANADIAN SHIPS ON GREAT LAKES 


President Roosevelt has signed H. R. 4632, the bill author- 
izing vessels of Canadian registry to transport iron ore on the 
Great Lakes during 1941 (see Traffic World, May 31, p. 1394). 


EXPORTING TO SOUTH AFRICA 

American exporters to South Africa should make use of 
cable or radio facilities between the United States and the 
Union whenever the time factor is important in commercial trans- 
actions, says the Department of Commerce. 

Contrary to the belief of many exporters, a fast airmail 
service between this country and South Africa does not exist 
today. Letters dispatched from the United States by trans- 
Pacific airmail, it is pointed out, almost always require as much 
time in transit as letters sent by ordinary mail via the Atlantic 
route. 

The misunderstanding in the United States relative to the 
present status of the airmail service between this country and 
the Union has in some cases resulted in long delays in the 
negotiation of business and Johannesburg importers are com- 
plaining about the failure of American exporters to make more 
extensive use of cables and radio facilities. 

WITHDRAWAL OF SHIP SUBSIDIES 

Unless they can make a satisfactory showing that they are 
operating disadvantageously in competition with foreign lines, 
United States shipping lines in foreign trade face withdrawal 
of subsidies by the Maritime Commission, according to Com- 
missioner John J. Dempsey. 

Commissioner Dempsey made that statement as the com- 
mission announced that it had notified all operators of sub- 
sidized vessels in foreign trade of its intention to review their 
subsidy percentages “in the light of present shipping condi- 
tions.” He said the withdrawal of subsidies had been con- 
templated because of rate increases which the American lines 
had made following the disappearance, due to war conditions, 
of competitive shipping operations. 

The commission announcement said that while subsidy 
contracts were based on a long term operation providing for 
replacement with modern efficient vessels, the law also pre- 
scribed flexibility of rates by adjustments of subsidy percent- 
ages depending on competitive conditions. 

“Those disadvantages normally experienced by American 
flag operators,” it added, “with respect to wages and other 
operating expenses in competition with other nationals whose 
costs are appreciably lower do not appear, in many instances, to 
be present today. Surplus cargoes and heavy demand for 
space have resulted in substantially reduced competition. 

“A reexamination of the competitive situation is being 
made for the purpose of determining the need for government 
aid, if any, during the period that current conditions prevail. 


It is proposed to expedite the matter to an immediate con- 
clusion.” 


MONTGOMERY WARD COMPLAINTS 
Montgomery Ward & Co., Inc., of Chicago, Ill., has filed 
twelve complaints against as many motor carriers having head- 
quarters in the states of Washington, Oregon or Idaho, each 
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complaint alleging that the defendant has, since December 12 
1940, willfully failed and refused to render transportation service 
to complainant while rendering such service to other persons 
and corporations and that the defendant has subjected the com. 
plainant to unjust discrimination and undue prejudice by such 
continued refusal to perform service held out by the defendant 
in its tariff schedules on file with the Commission. 

Each complaint lists shipments and dates of such shipments 
which, the complainant alleges, the defendant has refused “with. 
out any lawful excuse” to deliver to the ultimate destinations, 
Defendants named in the complaints are: 

Pacific Highway Transport, of Tacoma, Wash.; Oregon 
Express, Inc., Smart’s Auto Freight Co., Inc., Consolidated 
Freightways, Inc., and Pierce Auto Freight Lines, Inc., of Port- 
land, Ore.; Baker Truck Lines and O. & W. Transit Co., of 
Ilwaco, Wash.; United Truck Lines, Cater’s Motor Freight Sys. 
tem, and Inland Motor Freight, of Spokane, Wash.; Chaney 
Freight Lines, Inc., of Boise, Ida., and Earle T. Whiting, dba 
Whiting Trucking Service, of Washougal, Wash. 


EMERGENCY HIGHWAY BILL 

President Roosevelt asked Congress, June 2, to authorize 
expenditure of $125,000,000 on construction of access highways 
and bridges in military, naval and industrial areas deemed 
vital to national defense. 

Bills authorizing the emergency road-building program 
proposed by the President were introduced by Senator Hayden 
(S. 1580) and by Representative Cartwright (H. R. 4935). 

President Roosevelt recommended that $100,000,000 be au- 
thorized for construction of access roads and $25,000,000 for 
strengthening of bridges and widening surfaces in key areas, 
It had been estimated by the Federal Works Agency, he 
pointed out, that $458,000,000 would be required as a minimum 
for strengthening the entire strategic network of highways of 
more than 75,000 miles. 

“It is my belief that no necessity exists for undertaking 
such an extensive program now,” said he in his message to 
Congress. 

Commenting on the President’s recommendation, the Na- 
tional Highway Users Conference said the request was dis- 
appointing to many persons in Washington who had made a 
careful study of the situation. The $125,000,000 recommenda- 
tion, it said, contrasted with estimates of the Public Roads Ad- 
ministration, made public February 13, calling for $287,000,000 
for defense roads and drastically increased on May 15 to 
$808,000,000. It said almost impossible traffic conditions were 
reported to exist in many defense areas. A reference by the 
President to defense highway work having been financed thus 
far in part by the WPA, said the conference, increased “the 
fear in some quarters that additional authority over highway 
construction and improvement may be vested in this work re- 
lief agency.” 


EXCEPTIONS TO MOTOR REPORTS 


MC 12229, Louis Kaplan, broker application. Time for 
filing exceptions to recommended order extended to June 19. 

MC 29516, Milliron Transfer & Storage Co., common carrier 
application. Time for filing exceptions to recommended order 
extended to June 23. 

MC 84465, Ernest E. Ethington, dba Ethington Trans 
fer, contract carrier application. Time for filing exceptions to 
recommended order extended to June 23. 

MC 102361 Sub. No. 1, Gordon Hill, common carrier ap- 
plication. Time for filing exceptions to recommended ordef 
extended to June 21. 

I. & S. M-1401, seeds, Montana to Illinois, Iowa, Minnesota 
and Wisconsin. Time for filing exceptions to recommended 
order extended to June 23. 


MOTOR CARRIER ASKS INJUNCTION 


Application for an injunction forbidding the Commission t0 
enforce its order denying a certificate of convenience ani 
necessity has been made in the federal court for the middle 
district of Pennsylvania in No. 686, Benjamin E. Grove, of Dat- 
ville, Pa., the order having been issued Dec. 9, 1940, in MC 
93384, Grove’s application for a certificate as a common calrTie! 
of automobiles from Detroit, Mich., and Buffalo, N. Y., © 
points in New York, New Jersey, Pennsylvania, Maryland ané 
the District of Columbia. The Commission found there was 
public convenience or necessity to be served. It said thal 
Grove hauled for M. & G. Convoy Co. until September, 193) 
when the character of his operation changed to that of haulint 
for the public generally. It therefore treated the applicatio 
as one for the institution of a service since the expiration © 
the grandfather time. The case was set for hearing for 4 
preliminary injunction, June 5, at Williamsport, Pa. 
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Motor Vehicle Registration 


The third largest annual increase in registrations of motor 
vehicles since the depression occurred in 1940, according to 
the Public Roads Administration of the Federal Works Agency. 

Motor vehicle registrations that year surpassed the 1939 
figure by 1,442,991. This compares with an increase of 1,950,027 
in 1936 and 1,576,474 in 1937. The all-time record increase was 
2,850,000 in 1923. 

In the last 42 years in which motor vehicles have been regis- 
tered, the only decreases were recorded in 1938 and in each of 
the three years, 1931-33. 

Last year 32,452,861 motor vehicles were registered accord- 
ing to reports of state authorities to the Public Roads Adminis- 
tration. Registration fees amounted to $373,771,000. Miscel- 
laneous receipts, such as fees for permits and certificates of title, 
fines, and penalties, brought total receipts in 1940 to $439,178,000, 
or $26,684,000 more than in 1939. 

Forty-four states and the District of Columbia took in $29,- 
898,000 in fees for driver permits. 

Traffic fines and penalties are not listed among motor vehicle 
receipts in all states, but in 31 states these totaled $2,959,000. 

The 1940 registrations included 32,025,365 private and com- 
mercial vehicles; 143,175 vehicles owned by the federal govern- 
ment; and 284,321 owned by state, county, and municipal gov- 
ernments. 

Among the 1940 registrations were 4,590,386 private and 
commercial trucks; 62,582 private and commercial busses; 
1,314,547 trailers; and 136,402 motorcycles. The figure for busses 
is less than the actual number, as several states include them 
with either trucks or passenger cars. Many states do not register 
passenger car trailers. 

States with motor vehicle registrations of more than a mil- 
lion vehicles in 1940 were: California, 2,810,566; Illinois, 1,941,- 
206; Indiana, 1,003,240; Michigan, 1,556,571; New Jersey, 1,101,- 
213; New York, 2,778,312; Ohio 1,942,639; Pennsylvania, 2,169,- 
702; and Texas, 1,719,313. 


“Express Business” Inquiries 


In a letter to the American Trucking Associations, Inc., 
Secretary Bartel has notified the A. T. A. that the Commission 
has denied that organization’s petition for the institution of an 
investigation to determine the kind and character of transporta- 
tion embraced in the term “express business” regulated as ex- 
press business under the interstate commerce act (see Traffic 
World, March 15, p. 641). 

Shortly before Secretary Bartel’s letter was made public, 
the Commission received a petition joined in by 65 motor car- 
riers operating in interstate and foreign commerce, with head- 
quarters in Ohio, presenting substantially the same prayer as 
that made in the A. T. A. petition, the prayer being for the 
institution of an ex parte proceeding by the Commission for 
the purpose of defining, classifying and determining what opera- 
tions were embraced within the term “express business” and for 
determination of what operations and limitations should be placed 
in any certificates which might be issued to the Railway Express 
Agency, Inc. Previously, other motor carriers had filed a similar 
petition (see Traffic World May 31). 

The Ohio motor carriers assert, in their petition, that under 
the undefined term “express business” the Railway Express 
Agency “‘pretends to be engaged in a business having special 
characteristics which it claims, without defining, to be different in 
kind and character from, and not competitive with, the operations 
of ordinary carriers by motor vehicle or railroads.” The peti- 
toners say they are and always have been willing and able to 
enter into joint rates or through routes with the express agency 
but that the agency has refused to enter into such agreements 
with independent motor carriers. They aver that the agency 
claims its service is non-competitive with that of ordinary motor 
carriers, but that, despite this claim, it has “in all proceedings 
to date” declined to take any restrictions which would describe 
“express business.” Disposition of the express agency’s applica- 
tions for extension of its operations, say the petitioners, will be 
greatly facilitated if the Commission determines What operations 
are properly embraced in “express business” prior to the hear- 
Ings on those applications. The petitioners maintain, further, 
that to attempt to classify “express business” in a hearing on 
individual applications involving only individual routes of the 
agency presents insurmountable difficulties. They add that they 
do not know just what their interest is in the pending anplica- 
tions and that they are apprehensive of what the future may 
bring in the way of direct competition if the authority as sought 
is granted. 

“Generally,” they declare, “these motor carriers are now 
authorized to perform the service which the express agency pro- 
Poses to perform and if any additional operating authority 
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should be necessary, these motor carriers are . . . willing to peti- 
tion the Commission for such further authority and to arrange 
such schedules as may, in some cases, be necessary to meet the 
requirements of the express agency.” - 

In an order made public June 2, the Commission, by divi- 
sion 5, denied the petitions of Motor Express, Inc., and The 
Cleveland, Columbus & Cincinnati Highway, Inc. (see Traffic 
World, May 31, p. 1399) and B. & F. Transfer Co. and others for 
postponement of hearings on applications of the Railway Ex- 
press Agency, Inc., in MC 66562, Sub. No. 198, and related cases 
for certificates authorizing extensions of the express agency’s 
operations as a common carrier by motor vehicle. 

The Hayes Freight Lines, Inc., of Chicago, Ill., has asked 
the Commission in a brief in MC 66562, Sub. No. 274, to deny 
the application of the Railway Express Agency, Inc., for a 
certificate to operate as a common carrier by motor between 
Vincennes, Ind., and St. Louis, Mo. Denial is asked, according 
to the brief, for the reason that applicant, as well as its ship- 
ers, “admitted that there was adequate motor carrier service 
for the transportation of the type of freight usually and com- 
monly transported by common carriers by motor vehicle be- 
tween all of the points involved.” 

If its request were denied, Hayes asked that any order 
granted to the express company be so restricted as to avoid 
any competition or the power to enter into competition with 
the present adequate available common carriers by motor 
engaged in the transportation of commodities generally. 

It was the express company’s theory that its business was 
different from the business conducted by common carriers by 
motor because it would transport such freight as was specifi- 
cally excepted by common carriers in their certificates and be- 
cause of the expedited handling of very small shipments, said 
the brief. If that were true, the brief submitted that any order 
issued by the Commission “should preserve this difference” so 
as to avoid any encroachment upon the operations conducted 
by motor common carriers who were admittedly rendering ade- 
quate transportation. Any order issued by the Commission, the 
brief added, “must go further and prevent applicant from hav- 
ing the power to change the nature of its operations so as to 
compete with the present carriers without submitting proof that 
public convenience and necessity requires another motor car- 
rier to conduct operations.in the same field as that of 
protestants.” 


Trunk Line Motor Rates 


With a view to obtaining additional “needed” revenue and 
bringing about uniformity in class rates and exceptions ratings 
in Official Classification territory, except New England, the 
Middle Atlantic States Motor Carrier Conference, Inc., in its 
forty-second petition, has asked the Commission for reopening, 
reconsideration and modification of its orders in Ex Parte 
MC 20, Trunk Line Territory Motor Carrier Rates, 24 M. C. C. 
501, so as to permit increases in less-truckload minimum rates 
and classification exceptions ratings. 

The conference proposes to increase to 60 per cent of 
first class, but not in excess of 45 cents a hundred pounds, 
all class rates on shipments weighing less than 5,000 pounds 
which are now less than 45 cents, subject to exceptions on the 
theory the present rates are not profitable. The exceptions are 
that no increase is to be made in rates which apply from or to, 
or from and to, carriers’ terminals, that is, rates which do not 
include pick-up and/or delivery service; and that no change is 
to be made in the prescribed minimum rates in the New York 
short-haul area as published in MF-I. C. C. A-8 (now MF-I. 
C. C. A-19) of the conference. 

The increases proposed, while still inadequate, it added, 
would, nevertheless, contribute something more than at present 
to the revenues on “this generally unprofitable business and 
place thereon a more equitable share of the transportation 
burden.” 

Truck operating costs, the conference pointed out in respect 
of this proposal, were rapidly rising and further and perhaps 
more severe rises, it said, were in sight. The search for added 
revenue was imperative, said the conference, adding that “the 
proper places to seek it were coming to light.” In Middle 
Atlantic territory as well as in the central states and eastern- 
central territories, it said, a very similar treatment of less- 
truckload rates on shipments weighing less than 5,000 pounds 
was determined upon and division 2 did not suspend. To the 
extent of the action here proposed, it said, substantial uni- 
formity would thus be brought about throughout official clas- 
sification territory other than within New England. 

Because, as it said, existing ratings were deemed to be 
subnormal and below reasonable minima, the conferences pro- 
posed to increase the prescribed less-truckload classification 
exceptions ratings on many commodities so as to put them on a 
parity with the level of rates between central territory and 
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middle Atlantic territory published by the Eastern-Central 
Motor Carriers Association (Agent Russell’s MF-I. C. C. No. 
33), and within central teritory (in MF-I. C. C. No. B-184 of 
Central States Motor Freight Bureau, which tariffs recently 
were allowed to become effective over protests from shipper 
interests. Thus, the conference said, uniformity in exceptions 
ratings would be brought about in all official (east) classifica- 
tion territory with the exception of New England, in which area 
motor carrier rates and ratings were now before the Com- 
mission for adjudication. Rates of competing shippers located 
in different parts of the territory, it added, would be on a 
relative parity and discriminatory disparities would be removed. 


INDEPENDENT MOVERS’ MEETING 


The Independent Movers’ & Warehousemen’s Association 
will hold its annual convention July 6-9 at Hotel Lord Balti- 
more, Baltimore, Md. The opening session will be held Sunday 
evening, July 6, with registration all day. The convention will 
end with a banquet and entertainment July 9, according to 
Jefferson C. Church, executive secretary. 





MOTOR ORDERS EFFECTIVE 
The following recommended orders have become effective 
as shown: 
MC 73943, Sub. No. 2, Horton Motor Lines, Inc., Athens 
extension, as of April 30. 
MC 88659, Sub. No. 1, John H. Holmes, dba Holmes to 
Homes, contract carrier application, as of May 26. 


TERMINALS FOR MOTOR SERVICE 


The first of a number of what was called motor terminals 
was put into use at Washington June 5 with ceremonies in 
which Chairman Eastman of the Commission participated. 
The company’s plan calls for the construction of the so-called 
terminals throughout the country. They provide places of living 
for drivers of interstate motor freight carriers and bus lines, 
servicing of trucks, and storage facilities. The building which 
was dedicated provides living services for the motor drivers. 
The services rendered for the motor personnel consists of sleep- 
ing quarters, eating places and lounges where the men may 
entertain themselves when they are not on duty. 

Chairman Eastman informally addressed those attending 
the opening ceremony on the subject of safety, particularly as 
safety problems are presented to the drivers. So as to impress 
on the drivers the necessity for compliance with the rules and 
alertness on their part beyond the rules, he submitted traffic 
accident statistics received by the Commission. 


WARTENA MOTOR OPERATIONS 


Conclusions as far apart as the poles are reached by the 
law and enforcement section of the Commission’s Bureau of 
Motor Carriers on the record made in MC C-222, transportation 
activities of D. L. Wartena, D. L. Wartena, Inc., Standard 
Equipment Corporation and Standard Transport Management 
Co., Detroit, Mich., an inquiry instituted by the Commission 
with a view to determining the status of Wartena and the cor- 
porations mentioned, all controlled by Wartena and his wife, 
under the motor carrier act. 

According to the brief of the law and enforcement section 
Wartena, in connection with the transportation of automobiles, 
has been and is now engaged in the transportation of property 
in interstate commerce by motor vehicle, for .compensation, 
without authority from the Commission and without having on 
file tariffs or minimum charges therefor, in violation of law. 

A further conclusion by the section is that the plan of 
operation by Wartena and the corporations controlled by him 
was conceived and executed in an attempt to obviate the neces- 
sity for compliance with the motor carrier act. It said the 
conclusion was obvious that if operations such as performed by 
Wartena and the corporations controlled by him, leasing equip- 
ment to shippers to haul their traffic and performing manage- 
ment services for them, escaped regulation, efforts of the 
Commission to carry out the national policy with regard to 
transportation would be nullified. The demoralization caused 
by them, the section added, would not be confined to trans- 
porters of automobiles but would adversely affect others. It 
asked for a cease and desist order against the Wartena in- 
terests, operating largely in central territory, and retention of 
jurisdiction for further action. 

The final conclusion of the Wartena brief is that neither 
D. L. Wartena, individually, nor any of the corporations is 
engaged in transportation of property in interstate commerce, 
by motor vehicles, for compensation. 





RESTRICTED RAIL-MOTOR SERVICE 


_ With the assertion that the decision of the Commission in 
this case, restricting applicant’s service with respect to one 
Missouri city and four cities in Kansas, was one of extreme im- 
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portance and one which might establish a precedent which in 
the future would “govern and control the method of motor ve- 
hicle operations carried on by railroads,” the Railway Labor 
Executives Association has filed a reply brief to a petition of 
the applicant in MC 48602, Sub. Nos. 2, 3, 4 and 5, Chicago, 
Rock Island & Pacific motor carrier extension applications, 
which petition asked modification of the Commission’s order of 
January 24, 1941, so as to eliminate Topeka and McPherson, 
Kan., as key points. 

The R. L. E. A. opposes granting of the petition, asks that 
action on it be stayed and requests assignment of the case for 
further hearing. Its brief notes that the Commission’s order set 
out the restriction that “no shipments shall be transported by 
applicant as a common carrier by motor vehicle between any 
of the following points, or through or to or from more than one 
of said points: St. Joseph, Mo., Topeka, Herington, McPherson 
and Hutchinson, Kan.” The decision, says the labor executives’ 
group, advanced a completely new theory as to the manner in 
which motor vehicle operations by railroads or their subsidiar- 
ies should be restricted. The R. L. E. A. says that applicant 
says in its petition that two local extra trains have been dis- 
continued. 

“The reasons for this change,” says the reply brief, “may 
be significant, and the protestants as well as the Commission 
are entitled to know whether other changes have been made, 
could be made, or are contemplated which would have a sub- 
stantial effect on the service proposed. . . It is further signifi- 
cant that one of the key points which applicant seeks to remove 
from the restriction contained in the order in this case is one of 
the largest points on the proposed routes and the decision of the 
Commission with respect thereto may have an important bear- 
ing on certain other routes operated by the applicant.” 


Transportation Board Money 


President Roosevelt has asked Congress to appropriate 
$100,000 for the transportation board created by the transporta- 
tion act of 1940—though the board is not in existence. 

The President, March 20, nominated Wayne Coy, Nelson 
Lee Smith and Charles West to be members of the board. 
Later he withdrew the nomination of Mr. Coy who became 
liaison officer of the Office for Emergency Management. A 
successor to Mr. Coy had not been nominated up to June 6. 
The Senate interstate commerce committee has done nothing 
with the pending nominations, and, apparently, there is little, 
if any, inclination to do anything about them. The gossip is 
that the Senate wants the President to withdraw the pending 
nominations and send up a new slate though, as far as is 
known, there would be no objection to the President renaming 
Mr. Smith. 

With the President’s request for money for the board was 
transmitted a letter to the President from Harold D. Smith, 
director of the Bureau of the Budget, explaining that $50,000 
was previously requested but that action on it was delayed 
“because of anticipated delays in the organization of the board.” 
The director explained that the $50,000 was for only part of a 
year while the estimate now submitted was for the fiscal year 
1942 beginning July 1. Until such time as the board met and 
reviewed its functions, said he, the exact staff which it would 
need could not be determined. It was believed, however, said 
he, that to the extent possible the board would utilize material 
obtained from the Department of Commerce, the Commission, 
the Maritime Commission, and other agencies of the govern- 
ment interested in transportation matters. Therefore, the 
$100,000 should be sufficient to enable the board to start its 
task and at a later date it might become necessary to request 
additional funds, said he. 


MILWAUKEE ROAD ANNIVERSARIES 

The Chicago, Milwaukee, St. Paul and Pacific took notice 
of a number of anniversaries last week. On May 28, it ob- 
served the thirtieth anniversary of its through passenger serv- 
ice between Chicago and the north Pacific coast, its Olympian 
having gone into service May 28, 1911. Other anniversaries 
observed on the same day were the fourth of its Chicago-upper 
Michigan day train, the Chippewa, and the fourteenth of its 
use of roller bearings, the first train with that equipment hav- 
ing been put in service between Chicago and the Twin Cities 
on May 28, 1927. The railroad’s Hiawatha, streamlined Chi- 
cago-Twin City daytime passenger train, began operations 
May 29, 1935. 


NORTHERN PACIFIC BUYS CARS 


The Northern Pacific Railway has placed orders for 2,200 
new freight cars at a cost of approximately $6,900,000, bringing 
its total car orders since October, 1939, to 6,700 units costing 
about $19,500,000, according to an announcement by C. E 
Denny, president of the road. The new order includes 2,000 
box cars and 200 ballast cars, 
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Questions and Answers 


In this column will be answered questions of both legal and 
* practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our spe- 
cial service department, will give his opinion in answer to any sim- 
ple question relating to the law of interstate transportation of 
freight. The same man, with long experience and wide knowledge, 
will answer questions relating to practical traffic problems. We do 
not desire to take the place of the traffic man but to help him in 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or traffic, that it may appear to us unwise to answer 
or that involves a situation too complex for the kind of investiga- 
tion herein contemplated. If a more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 
questions from nonsubscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 


Tariff Interpretation—Demurrage—Cars Used in_ Intraplant 
Service—Appropriated by Carrier Before Loaded for Road 
Haul Transportation 


Kansas.—Question: Please give us your interpretation of 
the following: 

A car is set to our plant for loading upon our order, 
and is loaded, switched from one door to the other in our plant 
and unloaded, and before the car could be re-loaded for out- 
bound road haul, it was appropriated by the railroad. We 
have our own average agreement demurrage, and it is our 
conclusion that because of the railroad’s arbitrarily ap 
priating this car, it should be eliminated entirely from our 
average agreement and any demurrage incident to the deten- 
tion of the car should be cancelled because of the railroad 
error. 


The carrier maintains that paragraph B of Item 1 in 
Demurrage Tariff 4-U is applicable regardless of their having 
arbitrarily taken the car, they rely also on Rule 2, Section A, 
page 60 of the same tariff as authorizing them to charge straight 
plan demurrage without free time allowance for the full time 
the car was held, which was a matter of two days. 

It is our contention that Rule 3 of Section A applies if the 
car had been used in road haul service, which was our inten- 
tion, and that failure to give the carrier a road haul was 
caused by an error on the part of the railroad which made 
it impossible for us to comply with the tariff provisions as 
applicable to cars ordered for loading, and that, therefore, 
Item 1035, page 66 of the same tariff is applicable to the 
case in point. This Item states that demurrage charges assessed 
or collected for detention of cars through proximate causes 
named below will, subject to conditions set forth, be promptly 
cancelled or refunded. Section E of this same item clearly 
states that error of any railroad named in the bill of ladin - 
contract or participating in the transportation transaction 
which prevents proper tender or delivery. 

The demurrage bill presented to us is for the full time 
without any free time allowance, and we have declined to 
pay it, maintaining that it does not belong on our average 
agreement and deprives us of our right under the tariff. 


Answer: Rule 6 of Demurrage Tariff 4-U, in Section B 
thereof, provides that where empty cars placed on order are 
not used in transportation service, demurrage will be charged 
from actual or constructive placement until released, with no 
free time allowance. 

Rule 9 of this tariff, in Section E, provides that a party 
who enters into an average agreement shall not be entitled 
to include therein cars subject to Rule 6, Section B, the provi- 
sion above referred to. 

The car in question was used for intraplant switching 
Service and, therefore, it is subject to the above referred to 
provisions of the demurrage tariff, in our opinion, even though 
the car was subsequently appropriated by the carrier befo 
It could be loaded for road haul transportation. 

There is no provision in Rule 8 which, in our opinion 
provides for the exemption of the car in question from demur- 
rage charges assessed under the provisions referred to above. 


Tariff Interpretation—Stopping in Transit for Partial Unload- 
ing—Shipment Must Be Billed as Such to Obtain Privilege 


New Jersey.—Question: Two shipments of 8,000 pounds 
each, via one carrier from one consignor on one truck in one 
day, were tendered on two separate bills of lading at time 
of shipment. 
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Awakening to the fact that a stop-off privilege could have 
been used in connection with these shipments, we filed for 
overcharge. The carrier has declined our claim stating that 
at time of shipment they should have been notified of stop- 
off request. 

Your advice in this matter would be very much appreciated. 

Answer: Section 1 of Rule 13, of National Motor Freight 
Classification No. 5 provides that a shipment is a lot of freight 
received from one shipper, at one point, at one time, for one 
consignee, at one destination and covered by one bill of lading. 

Notwithstanding the lack of a definite provision in the 
tariff publishing the stopping in transit for partial unloading 
as to the manner of billing such shipments, it is our opinion 
that two separate shipments were made and that the stopping- 
in-transit provisions cannot be applied. 

In Swift & Co. vs. United States, 255 Fed. 291, it was 
held that the character of a freight shipment must be deter- 
mined at the time the shipment begins and cannot be changed, 
so far as the application of rates is concerned, by the subse- 
quent conduct of either the consignor or consignee. See, also, 
the decisions in Scudder vs. Texas & Pacific Ry. Co., 22 I. C..C. 
60; Lindsley Bros. Co. vs. Great Nor. Ry. Co., 113 I. C. C. 166, 
to the same effect. 


Misquotation of Rate—Carriers by Water Subject to Part Ill 
of Interstate Commerce Act 


Washington.—Question: We state the following issue upon 
which we will appreciate your opinion and advice. 

A common carrier by water subject to Part III of the 
Interstate Commerce Act recently quoted and confirmed in 
writing a rate of 21c per 100 lbs. on our commodity from 
point “A” to point “B.” After receipt of the confirmed rate, 
instructions were given the carrier at point “B” to call at 
point “A” to pick up and deliver the shipment to point “B” 
on the basis of the 21c rate. Our agency in possession of the 
commodity at origin or point “A” was acting on instructions 
of our agency at destination, or point “B,” to release the com- 
modity to the carrier on its call for the shipment at point “A. 

Twelve days after the 2l1c rate was confirmed, carrier 
whose head office is located at point “C’ discovered its erro- 
neous quotation of rate and advised our agency by telegram at 
point “B” that the correct rate to assess was 30c per 100 lbs., 
and in the same telegram carrier stated “Wire if agreeable.” 
Our agency at point “B” at no time gave carrier authority to 
move the commodity at the 30c rate, and advised the carrier 
at point “C” by telegram that if the commodity could not be 
moved at the 21c rate to disregard previous instructions to 
make shipment, as the 9c differential rendered a loss account 
of contractual sale based on a 21c per 100 lbs. factor. 


In the meantime it was discovered that the carrier had 
already made pick-up of the shipment at point “A” (one day 
after carrier’s wire from point “C” to our agency at point “B,” 
wherein carrier requested “Wire if agreeable’). Signing of 
bill of lading as shipper by our agency at point “A” was in 
accordance with first instructions from our agency at point 
“B” to release to carrier on its call, the agency at point “A” 
having no knowledge of controversy or misquoted rate. The 
carrier hauled and delivered the shipment to point “B,” de- 
manding payment on the basis of the 30c rate before releasing 
goods. Full payment on the 30c basis as demanded was made 
under protest and the goods received. 


We recognize that on a bona fide shipment subject to the 
Interstate Commerce Commission rules and regulations the 
only lawful rate to assess and which must be collected is the 
published rate properly filed with the Interstate Commerce 
Commission, regardless of carrier’s misquotation. But we raise 
the issue of this being a bona fide shipment. We contend the 
carrier acted without authority in picking up the shipment at 
point “A” regardless of our agency having signed the lading 
as the shipper. The carrier’s head office at point “C’” was fully 
aware of the circumstances in sufficient time prior to actual 
pickup to instruct that no call be made at point “A.” This 
again is borne out by the carrier’s wire that requested our 
agreement to the higher rate. 

We are actually damaged to the extent of 9c per 100 lbs. 
on the entire shipment, as the commodity was contracted for 
sale based on the 21c rate.. Under the circumstances is there 
not some authority for the carrier to make full compensation 
by claim or otherwise, without violation of the Commission’s 
rules and regulations? 


We will thank you for your opinion and reference to court 
or Commission decisions bearing similar relationship if such 
are a matter of record. 

Answer: Under the provisions of paragraph (c) of Section 
306 of part III of the Interstate Commerce Act, the carrier has 
no alternative but to assess charges on the basis of its published 
tariff rates. 

Paragraph (c) of Section 306, provides: 
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No common carrier by water shall charge or demand or collect 
or receive a greater or less or different compensation for transporta- 
tion subject to this part or for any service in connection therewith 
than the rates, fares, or charges specified for such transportation or 
such service in the tariffs lawfully in effect; and no such carrier 
shall refund or remit in any manner or by any device any portion 
of the rates, fares, or charges so specified, or extend to any person 
any privileges or facilities for transportation affecting the value thereof 
except such as are specified in its tariff. 


We are not aware of any decision under which recovery 
can be had of the difference between the charges based on 
the applicable rate and those based on the rate quoted by 
the carrier. 

Under the interstate commerce act freight charges must 
be assessed in accordance with the legally published tariff 
rate. The misquotation of a rate is not a basis for an award 
of reparation. See Obear-Nester Glass Co. vs. Mo. Pac., 41 I. 
C. C. 446; Utah Wholesale Grocery Co. vs. N. & W. Ry. Co., 
39 I. C. C. 345; also Henderson Elevator Case, 226 U. S. 441, 
33 S. Ct. 176, and T. & P. vs. Mugg, 202 U. S. 242, 26 S. Ct. 628. 

The fact that notwithstanding your advice to the carrier 
regarding the movement of the shipment at the higher rate, 
as the shipment was tendered to the carrier by your agency 
at point “A,” the applicable rate must, in our opinion, be 
applied. 

It seems apparent that your agency at point “A” should 
have been instructed not to tender the shipment to the carrier. 


Liability of Motor Carrier for Concealed Loss and Damage 


District of Columbia.—Question: Reference is made to 
your answer in the last paragraph on page 1238 of your May 
10 issue, under the above caption. The statements appearing 
therein appear to be conflicting. 

You first state that the statement in the bill of lading that 
goods are received in apparent good condition does not make 
out a prima facie case against the carrier with reference to 
damage that is not apparent. However, in the following sen- 
tence you state such recital does make out a prima facie case 
against the carrier, etc., and that the burden of proof is on 
the carrier to show the goods were received in good condition. 

If such statement in the first instance does not make a 
prima facie case against the carrier, how could said statement 
at the same time make a case against the carrier, especially 
in view of your statement as to concealed loss and damage. 
In the first paragraph on page 1238 you state “the plaintiff 
must prove by a preponderance of evidence that the loss or 
damage occurred while the goods were in carrier’s possession.” 

I am unable to reconcile these statements and request that 
you advise just where the difference lies as this office has 
claims against carriers which fall within this category. 

Answer: We do not believe that there is a conflict in the 
statements in the paragraph of the answer to which you refer. 
Both statements made therein are to the same effect, namely, 
that the stipulation in the bill of lading that goods were re- 
ceived in apparent good condition is prima facie evidence of, 
or makes a prima facie case against the carrier that the goods 
were in apparently good condition at the time they were de- 
livered to the carrier, but not that they were actually in good 
condition. That is, the prima facie case is as to apparent good 
condition and not actual good condition. 


Limitations of Actions—Computation of Limitation Period 


Missouri.—Question: We will appreciate your opinion, 
with supporting decisions, if any, as to just when the nine 
months limitation period provided in the uniform bill of lading 
for the filing of loss and damage claims, ends. 

Suppose a shipment containing concealed damage is deliv- 
ered on the 15th, at noon; does the nine months period end on 
the 15th, at noon, of the ninth month thereafter? 

Also, as to which date governs—the date the claim was 
placed in the mail, properly addressed and stamped, or the 
date the railroad company received it. 

We do not find that you have issued an opinion on this 
matter for at least the last several years, and if it is not too 
much trouble we should like to have the benefit of your ex- 
perience. 

Answer: With respect to your question relating to the 
computation of the period of limitation, see the decision of the 
Commission in American Salt Company vs. Atchison, T. & S. F. 
Ry. Co., 179 I. C. C. 489, in which the Commission quotes from 
the decision of the Supreme Court of the United States in 
Burnett vs. Willingman, L. & T. Co., 282 U. S. 437, 51 S. Ct. 
185, wherein the Supreme Court said: 


When we say ‘“‘four years after the return was filed,’’ by common 
usage we think of four years after the day on which the return was 
filed, and it would seem that Congress was following common usage. 
* * * The general rule was laid down long ago in language quoted 
from Chief Justice Bronson, Cornell v. Moulton, 3 Denio 12(16): ‘‘When 
the period allowed for doing an act is to be reckoned from the mak- 
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ing of a contract, or the happening of any other event, the day on 
which the event happened may be regarded as an entirety, or point 
of time; and so may be excluded from the computation.’’ Sheets y, 
Selden’s Lessee, 2 Wall 177. Owensboro v. Owensboro Water Works 
Co., 243 U. S. 166, 171. Bemis v. Leonard, 118 Mass. 502, and many 
more cases. The fiction that a day has no parts is a figurative recogni- 
tion of the fact that people do not trouble themselves without reason 
about a nicer division of time. 


Regarding your other question, see the decisions in St. L, 
I. M. & S. vs. Furlow, 117 S. W. 517; Johnson vs. N. Y. N. H. 
& H., 88 Atl. 989; Chase vs. Surry, 34 Atl. 270. In St. L. Il. M 
& S. vs. Furlow, 117 S. W. 517, the shipper mailed notice of 
claim which failed to arrive within the one day’s time provided 
in the bill of lading and recovery was denied. 

In Johnson vs. N. Y. N. H. & H., 88 Atl. 989 (Me.), the 
point considered seems not to have been whether the notice 
arrived within the stipulated time, but whether notice was 
actually sent, it being held that the deposit of a letter in the 
mail properly stamped and properly addressed is prima facie 
evidence of delivery by due course to the addressee. In this 
case reference is made to the case of Chase vs. Surry, 34 Atl. 
270 (Me.), which case holds (but not with respect to claims 
against carriers for loss or damage) that while the deposit of 
a letter, properly addressed and stamped, in the post office, 
may be prima facie evidence of its receipt by the addressee by 
due course of mail, as the law assumes that government offi- 
cers do their duty, the mailing of a notice within a stipulated 
period of time, unless received within that time is not proper 
notice. 

It is our opinion that the date of the receipt of the claim 
by the carrier and not the date of the mailing of the claim, 
would be held to constitute a presentation of the claim to the 
carrier. 


State Versus Interstate Traffic—Motor Carriers 


New York.—Question: We gather from your answer to 
Illinois, page 1234, Traffic World, of May 10, 1941, that you 
feel the decision of the Supreme Court of the United States in 
Pennsylvania R. Co. vs. Public Utilities Commission, 298 U. S. 
170, holding that the switching movement by railroad in the 
State of Ohio of traffic which had moved from a point in Penn- 
sylvania by private barge was not transportation subject to 
the interstate commerce act, was based upon the wording of 
Section 1, 1(a), Part I of the Act. 

In our opinion the conclusion of the Court did not turn 
upon the wording of this particular section of the Act, but in- 
stead, upon the fact that the Act, as a whole, involved only 
common carrier transportation of property and that there was 
no transportation, subject to the Act, until the goods were in 
the hands of the common carrier, and the movement, as far 
as the common carrier was concerned, was entirely within the 
confines of the State of Ohio. In fact, the Supreme Court 
specifically mentioned that the case was analogous to a situa- 
tion in which private truckmen would haul goods across the 
state line in their own vehicles and deliver the goods to a sta- 
tion of the railroad company. In such instance, the Court 
pointed out, there would be no question but what the movement 
beyond by railroad entirely within the state in which the rail- 
road station was located, would be intrastate traffic, as far as 
the Interstate Commerce Act was concerned. In this connec- 
tion see Chicago, M. St. P. & P. R. Co. vs. Campbell River 
Mill Co., 53 Fed. (2) 69, writ of certiorari denied by the Su- 
preme Court of the United States, 285 U. S. 536. Also M. D. 
Friedman Co. vs. Chesapeake & O. Ry. Co., 194 I. C. C. 455, 
and Crowley vs. Atchison, T. & S. F. Ry. Co., 206 I. C. C. 221. 

The Supreme Court in the Pennsylvania Railroad case re- 
ferred to above, mentioned that there was a distinction between 
the interstate commerce and interstate transportation, and all 
carriers involved in the handling of interstate commerce were 
not engaged in interstate transportation subject to the Act. 

Although the Interstate Commerce Commission appears to 
have indicated its belief that it has jurisdiction over private 
carriers as far as safety regulation are concerned, even though 
operating, specifically, within the confines of one state, if haul- 
ing goods which have come from without the state or destined 
to points without the state; and may have gone further in 
holding that common or contract carriers hauling between two 
points in one state goods which have come from without the 
state or destined to points without the state by private carrier 
are subject to its jurisdiction, in Copes Broker Application, 27 
M. C. C. 153, the Commission held that a broker would not 
require a license for arranging for transportation of interstate 
commerce where the carriers used were exempt carriers. The 
Commission pointed out that while all carriers were subject 
to the jurisdiction of the Commission to some extent, the words 
“subject to this part’ must be read in the light of all of the 
multiple provisions of the Act. 

It would appear that whether or not a movement by 4 
common carrier (or a contract carrier) and a private carrier 
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can be tied together so as to make the handling of the goods 
py the common carrier (or contract carrier) subject to the 
Act, although the handling of the goods by the common carrier 
(or contract carrier) is entirely within one state, and the move- 
ment by the private carrier being from or to points without 
the state, is yet to be definitely determined. Section 202(a), 
part Il of the Act, provides that this part shall apply to the 
transportation of property by motor carriers engaged in inter- 
sate or foreign commerce. Section 203(16) defines motor 
carriers as including a.common carrier by motor vehicle and a 
contract carrier by motor vehicle. Private carriers are not 
included in the term “motor carriers.” 


Answer: We believe that the decision of the Supreme 
Court of the United States in Pennsylvania R. R. Co. vs. Pub- 
lic Utilities Commission, 298 U. S. 170, was based upon the 
provisions of Section 1(a), Part I, of the Act and that the 
court arrived at the conclusion that the transportation by 
private barge was not transportation subject to the Interstate 
Commerce Act from the wording of the above referred to sec- 
tin of the Act. That section of the Act. defines transportation 
which is subject to Part I of the Act and only such transporta- 
tion as falls within the provisions of this section is subject to 
regulation by the Interstate Commerce Commission. 

With respect to Part II of the Act, while it is true that 
private carriers are not included in the term “motor carriers” 
in Section 203 (16), nevertheless, it is provided in Section 204 
(a) (3) that the term “motor carrier” shall be construed to 
inlude private carriers of property by motor vehicle in the 
administration of the sections of the Act listed therein. There- 
fore, private carriers are motor carriers to a limited extent 
under the provisions of Part II of the Act, and Section 202(b) 
states that the provisions of this part apply to the transporta- 
tion of passengers or property by motor carriers engaged in 
interstate and foreign commerce. The fact that private car- 
riers are motor carriers only to a limited extent under Part II 
of the Act may be the basis for a determination by the Su- 
preme Court of the United States, if the question is presented 
to it, that the traffic which is the subject of the inquiry to which 
you refer is not interstate commerce, but if so this limitation 
must be read into the provisions of Section 202(b), which states 
that the provisions of Part II apply to the transportation of 
property by motor carriers, which term includes private car- 
riers, although to a limited extent. 


Tariff Interpretation 


Illinois—Question: Under date of April 1, 1941, our com- 
pany received for shipment 1,970 pounds of furniture. This 
shipment originated at Sheboygan, Wis., and was consigned to 
Chicago, Tl. 

Because of the bulky nature of this commodity, it required 
the full visible loading capacity of one truck of 1,000 cubic feet. 
Because of this fact the shipment was billed and rated as a 
minimum truckload in accordance with the provisions of Item 
380-A, Supplement 11, to Western Trunk Line Motor Common 
Carriers Bureau, Motor Freight Tariff 1-A, MF-I. C. C. No. 45. 

The shipper contends that this shipment was not tendered 
as a truckload shipment and hence the L. T. L. rate should 
have been assessed. 

_ Kindly advise if we have assessed the proper rate in this 
instance. 

_Answer: The provisions of Item 380-A of the tariff to 
Which you refer, are not, in our opinion, applicable to the ship- 
ment you describe. 

Item 380-A relates to shipments which because of their 
bulky nature cannot be loaded in a truck having a loading 
capacity of 1,000 cubic feet. The shipment you describe having 
been loaded in a truck of that capacity, the provisions of the 
item are not applicable thereto. 


N. R. D. G. A. Traffic Sessions 


Reassertion by the traffic group of the National Retail Dry 
Goods Association of its intention to support congressional 
freight forwarder legislation only.if certain provisions contained 
in the present House and Senate bills are eliminated and an- 
other provision included was voiced in the form of a resolution 
adopted by the group at the mid-year convention of the asso- 
ciation at the Stevens Hotel, Chicago, June 2, 3, 4, and 5. The 
resolution was one of several passed at a discussion of the 
stoup’s transportation committee report at the final session 
June 5. The provisions opposed by the group were: The mini- 
mum rate provision; definition of a forwarder as including 
packing and shipping companies, groups of shippers and re- 
Hog who cooperatively load pool cars, etc.,” and a grand- 
ather date of July 20, 1937. The group went on record in sup- 
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port of a provision that would permit truckers to make propor- 
tional rates with forwarders. 


Another resolution adopted at the session gave the trans- 
portation committee authority to oppose or support, as it saw 
fit, proposed liberalization by the railroads of Rule 41 of the 
Consolidated Freight Classification. The group also went on 
record as neither for nor against lifting the suspension on 
tariffs recently published by motor carriers raising trucker 
rates to rail levels. Barney Meltzer, traffic manager, Allied 
Stores Corporation, New York, who presented the committee 
report, said the suspended items covered truckload and volume 
rates, rather than less carload rates, and that the retailers were 
therefore not affected. 


The sessions in the week were for the most part forum 
meetings at which topics concerned with department store 
traffic and receiving departments were discussed by the group 
members rather than by guest speakers. At the session the 
afternoon of June 3, most of those present expressed fear that 
as traffic increased under the national defense program, retail- 
ers would fail to receive shipments as quickly as in the past. 
Arthur D. Bibbs, traffic manager, Halle Brothers Company, 
Cleveland, chairman of the group, who presided at all of the 
sessions, said he believed there would be a definite shortage of 
railroad equipment next fall and that the retailers would suffer 
more than most groups. Shipments moving westward would 
not be delayed appreciably, he said, because the defense pro- 
gram would chiefly result in traffic increases to the east. Re- 
tailers in the south and west would feel the effect of the in- 
creased traffic most, he said. A number of the members ex- 
pressed the view that the Railway Express Agency had already, 
in the Christmas and Easter seasons, failed to prevent delays 
to shipments, and said they were doubtful that the agency 
would be able to handle traffic promptly next fall. The mem- 
bers also expressed the belief that, as intercoastal water facili- 
ties were withdrawn, transcontinental railroads ought to reduce 
rates on eastbound traffic in view of the added traffic they 
would receive. 


At sessions on June 4, Irving C. Fox, Washington counsel 
for the association, discussed the recently enacted wool labeling 
law which forced retailers to label the percentage of wool con- 
tained in all commodities containing wool shipped in interstate 
traffic. He said the new law would work no appreciable hard- 
ship on retailers. E. D> Hussey, traffic manager, Jordan Marsh 
Company, Boston, discussed the need for abandoning outworn 
traffic department methods. The sound film “Perfect Shipping” 


was shown by arrangement with the Association of American 
Railroads. 


The following members served on a panel to answer ques- 
tions on transportation at the June 5 session: 


H. E. Grant, traffic manager, The Dayton Company, Minneapolis, 
Minn.; J. E. Griffin, receiving manager, The Fair, Chicago; G. H. 
Johnson, traffic manager, Louis Pizitz Dry Goods Company, Bir- 
mingham, Ala.; Frank J. Lama, general superintendent, J. L. Brandeis 
and Sons, Omaha, Neb.; Barney Meltzer, traffic manager, Allied Stores 
Corporation, New York; Jack Moss, traffic manager, Kobacker Stores, 
Columbus, O.; Mrs. O. Osborn, traffic manager, L. S. Ayers and Com- 
pany, Indianapolis, Ind.; J. M. Pevaroff, traffic manager, The May 
Company, Cleveland, O.; T. E. Kopke, manager, receiving department, 
The Lasalle and Koch Company, Toledo, O. 


At the annual election, held June 6, Mr. Bibbs was re- 
elected chairman for one year and Ed Reynolds, traffic depart- 
ment, Carson, Pirie, Scott and Company, Chicago, was reelected 
secretary for two years. Directors elected for the coming year 
included Mr. Meltzer; Max Rothkuger, Lit Brothers, Philadel- 
phia; Eugene Hussey, traffic manager, Jordan Marsh Company, 
Boston, and J. D. Moran, National Department Stores, New 
York. L. H. Kamp, H. and S. Pogue Company, Cincinnati, was 
chairman of the nominating committee. 


EASTERN N. Y. TRANSPORT ASSOCIATION 


At a meeting of the directors of the Eastern New York 
Transport Association, Inc., in New York City last week, the 
following officers were elected: 


President, John H. Lewis, Newburgh Transfer, Inc., Newburgh, 
N. Y.; first vice-president, Jordan Lippner, Feuer Transportation, 
Inc., Yonkers, N. Y.; second vice-president, Harry B. Miller, Southern 
Tier Trucking Company, Middletown, N. Y.; secretary, Peter D. 
Schmidt, Callicoon Center, N. Y.; treasurer, Alexander M. Kennedy, 
A. M. Kennedy Transportation Company, Millbrook, N. Y. 


The association is an organization of interstate and intra- 
state common carrier motor operators in eastern and southern 
New York, northern New Jersey and northeastern Pennsylvania. 
J. Almyk Lieberman, New York City, was continued as general 
counsel and tariff publishing agent for the association. 
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Digest of New Complaints 





No, 


No. 


No. 


No. 


No. 


No. 


MC 


Ex 





28662, North Carolina Line, Inc., Wilmington, N. C., vs. Norfolk, 
Baltimore & Carolina Lines, Norfolk, Va. 

Alleges defendant is operating south of Wilmington, N. C., in 
violation of section 309(f) in that it has not obtained a permit 
from the Commission to operate as a contract carrier; also that 
in publishing classifications, rates, rules and regulations it is violat- 
ing section 309(a) in that it has no certificate to operate south 
of Wilmington. Asks for a cease and desist order. (H. E. Boyd, 
56 Trust Bldg., Wilmington, N. C.) 


. 28663, Greens Fuel, Inc., Sarasota, Fla., vs. Atlanta & Saint An- 


drews Bay et al. 

Rates and charges, liquefied petroleum gas, Overton, Tex., and 
Seminole, Okla., to destinations in Florida, North Carolina and 
South Carolina, in violation of sections 1 and 3, the undue prefer- 
ence alleged being for other traffic. Asks reasonable rates and 
reparation. (K. H. Koach, Sarasota, Fla.) 

28665, Leskawa Lumber Co., Scranton, Pa., vs. American-Hawaiian 
Steamship Co. 

Alleges refusal of defendant to allocate space, in the past and 
future, for the transportation of lumber from the Columbia River 
district in Oregon, Seaftle Harbor or Gray’s Harbor, Wash., to 
Philadelphia, Pa., while at the same time providing space for 
other lumber shippers, is in violation of section 3. Asks a cease 
and desist order and reparation. (Ernie Adamson, 150 Broadway, 
New York, N. Y.) 

28665, Leskawa Lumber Co., Scranton, Pa., vs. Arrow Line (Sud- 
den & Christenson). 
Same allegation. 
New York, N. Y.) 

28666, Ohio Calcium Co., Inc., Lawrence, O., vs. B. & O. et al. 

Rates, ferro-calcite, roasted, marketed under the trade of calsifer, 
Lawrence, O., to various iron and steel producing centers in Con- 
necticut, Delaware, Illinois, Indiana, Kentucky, Maryland, Massa- 
chusetts, Michigan, New York, Ohio, Pennsylvania and West Vir- 
ginia, in violation of sections 1 and 3, the undue preference alleged 
being for Martinsburg, Millville, Engle, W. Va., and Strasburg 
Jct., Va. Asks rates no higher, distance considerei, than from 
Martinsburg, Millville, Engle, W. Va., and Strasburg Jct., Va., to 
the same destinations. (C. N. Thompson, 312 Kitchen Bldg., Ash- 
land, Ky.) 

28667, Central Soya Co., Inc., Fort Wayne, Ind., vs. Alton et al. 

Rates, grain and soy beans, points in Illinois to Decatur, Ind., 
for processing, and reshipped to points in Illinois, Indiana, Ohio, 
Kentucky and other points, in violation of sections 1, 2 and 3, 
the undue preference alleged being for points other than Decatur. 
Asks reasonable rates. (G. D. MacLean, 1200 North Second St., 
Decatur, Ind.) 

28668, Seatrain Lines, Inc., New York, N. Y., vs. A. C. & Y. et al. 

Alleges it will be unreasonable in violation of section 1 and un- 
justly discriminatory and unduly prejudicial to complainant in 
violation of section 3 for the defendants to demand or receive as 
their divisions of joint rates for their service to and/or from the 
ports in connection with freight to be interchanged with com- 
plainant’s line, charges higher than or as high as the charges con- 
temporaneously demanded, or collected by them as divisions of 
joint rates on the same or similar freight between the same points of 
origin and ultimate destinations interchanged at New York Harbor 
and/or at New Orleans with other common carriers by water, 
including competitors of complainant. Asks just, reasonable and 
equitable divisions out of rates established on or after May 1. 
Parker McCollester, 25 Broadway, New York, N. Y. 

C-237, Sub. 3, Mid-Western Motor Freight Tariff Bureau, Inc., 
Kansas City, Mo., vs. George L. Harper, John Scott, dba Ottawa 
Transfer & Storage Co. 

Alleges rates, specified commodities, published and maintained by 
defendant, George L. Harper, unjust, unreasonable and unlawful 
in violation of section 216, unduly preferential and unjustly ad- 
vantageous to this defendant, and unjustly discriminatory and un- 
duly prejudicial to members of complainant and non-members par- 
ticipating in its tariffs. Alleges, further, rates on specified com- 
modities published and maintained by defendant, Ottawa Transfer 
& Storage Co., unjust, unreasonable and unlawful, unjustly dis- 
criminatory and unduly preferential of shippers and receivers in 
Topeka, Kan., Lawrence, Kan., and other Short Line territory 
points and unduly prejudicial of shippers and receivers at Wichita, 
Hutchinson, Salina and other Kansas points west of Short Line 
territory, unduly preferential to defendant and unduly prejudicial 
of members of complainant and non-members participating in its 
tariffs. Alleges also that rates maintained by defendants result 
in unfair and destructive competitive practices and disrupt rela- 
tionships between defendants and members or non-members par- 
ticipating in complainant’s tariffs and between motor carriers and 
railroads competing in the area covered by complaint. Asks rea- 
sonable rates. (W. H. Fitzpatrick, 30 Scarritt Bldg., 116 E. Ninth 
St., Kansas City, Mo.) 

Parte No. 143, In the matter of rules and regulations governing the 
settlement of rates and charges of common carriers of property by 
water. 

Investigation instituted by the Commission, on its own motion, 
to determine rules and regulations necessary in the public interest 
to govern the extension of credit in the settlement of rates and 
charges by common carriers of property by water subject to part 
III of the interstate commerce act, and to prevent unjust dis- 
crimination and undue preferences or prejudice. 


Same prayer. (Ernie Adamson, 150 Broadway, 
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MC C-267, Carolina Motor Carriers Bureau, Wilson, N. C., vs. C, ¢ 
Britt, dba Britt Transportation Co. 
Alleges unreasonable and unlawful, in violation of motor carrier 
act, rates maintained by defendant in its tariff MF-I. C. C. No, 5 
as amended, on specified commodities between points in North 
Carolina and Virginia. Asks reasonable rates. (R. L. Askea, Wij. 
son, N. C.) 


28664, Smith-Rowland Co., Inc., Norfolk, Va., vs. A. G. S. et aj, 

Rates, tankage and dry sewage sludge, points in Illinois ang 
Wisconsin to points in Florida, Georgia and the Carolinas, jp 
violation of sections 1, 3 and 4, the undue preference alleged being 
for complainant’s competitors located at Chicago, Ill., and Carrol}. 
ville and Milwaukee, Wis. Asks reasonable and just, nonprejudiciaj 
and nonpreferential rates. (W. E. Rosenbaum, 952 Cotton Belt 
Bldg., St. Louis, Mo.) 


Ex Parte No. 144, status of wharfingers. 
Investigation instituted by the Commission to determine the ey. 
tent of its jurisdiction over persons engaged in the operation o 
wharves and other terminal facilities used in connection with the 
transportation by water of passengers and property in interstate 
and foreign commerce, as a help to it in the execution, adminis. 
tration and enforcement of part III of the interstate commerce act, 


MC C-268, Montgomery Ward & Co., Inc., Chicago, Ill., vs. Consolj- 
dated Freightways, Inc., Portland, Ore. 

Alleges willful failure by defendant to perform transportation 
service by motor in interstate commerce held out by it in its tariff 
schedules, in violation of part II of the interstate commerce aget, 
Asks a cease and desist order. (C. G. Stallings, 619 W. Chicago 
Avenue, Chicago, Ill.) 

MC C-268, Sub. 1, Montgomery Ward & Co., Inc., vs. Pacific Highway 
Transport, Tacoma, Wash. 

Same allegation. Same prayer. 

Avenue, Chicago, Ill.) 


MC C-268, Sub. 2, Montgomery Ward & Co., Inc., vs. Oregon Express, 
Inc., Portland, Ore. 
Same allegation. Same prayer. 
Avenue, Chicago, Ill.) 


MC C-268, Sub. 3, Montgomery 
Lines, Ilwaco, Wash. 


Same allegation. Same prayer. 
Avenue, Chicago, Ill.) 

MC C-268, Sub. 4, Montgomery Ward & Co., Inc., vs. 
Lines, Spokane, Wash. 

Same allegation. Same prayer. 
Avenue, Chicago, Ill.) 

MC C-268, Sub. 5, Montgomery Ward & Co., Inc., 
Freight System, Spokane, Wash. 

Same allegation. Same prayer. 
Avenue, Chicago, Ill.) 

MC C-268, Sub. 6, Montgomery Ward & Co., Inc., 
Lines, Inc., Boise, Ida. 

Same allegation. Same prayer. 
Avenue, Chicago, IIl.) 

MC C-268, Sub. 7, Montgomery Ward & Co., 
Freight, Spokane, Wash. 

Same allegation. Same prayer. 
Avenue, Chicago, IIil.) 

MC C-268, Sub. 8, Montgomery Ward & Co., 
Freight Co., Inc., Portland, Ore. 

Same allegation. Same prayer. 
Avenue, Chicago, Ill.) 

MC C-268, Sub. 9, Montgomery Ward & Co., Inc., vs. Earle T. Whiting, 
dba Whiting Trucking Service, Washougal, Wash. 

Same allegation. Same prayer. (C. G. Stallings, 619 W. Chicago 
Avenue, Chicago, IIl.) 

MC C-268, Sub. 10, Montgomery Ward & Co., 
Freight Lines, Inc., Portland, Ore. 

Same allegation. Same prayer. (C. G. Stallings, 619 W. Chicago 
Avenue, Chicago, IIl.) 

MC C-268, Sub. 11, Montgomery Ward & Co., Inc., vs. O. & W. Transit 
Co., Ilwaco, Wash. 

Same allegation. Same prayer. 
Avenue, Chicago, III.) 

MC C-269, Mid-Western Motor Freight Tariff Bureau, Inc., Kansas Cily, 
Mo., vs. S. & C. Transport Co., Inc., Hutchinson, Kan., and Alkire 
Bros. Truck Lines, Inc., Kansas City, Mo. 

Alleges unreasonable, in violation of section 216 of part II of the 
interstate commerce act, rates published and maintained by de 
fendants on specified commodities as shown in MF-I. C. C. No. 6 
of S. & C. Transport Co., Inc., and supplements thereto, including 
a commodity description for an all-commodity rate, a rule cover 
ing points taking the same rates as Kansas City, Mo., and a rule 
showing application of St. Joseph, Mo., rates. Alleges, further, 
that such rates are unjustly discriminatory, unduly preferenti#! 
and unjustly advantageous to defendants, unjustly discriminator 
and unduly prejudicial to motor carriers members of complainatl 
and non-members participating in complainant’s tariffs, that sul 
rates result in unfair competitive practices and that they disrup! 
the relationships between defendants and members of complainat! 
and non-members participating in its tariffs and between moti! 
carriers and railroads in the area covered by the complaint. Asi 
reasonable rates. (W. H. Fitzpatrick, 30 Scarritt Bldg., 116 2 
Ninth St., Kansas City, Mo.) 

MC C-270, Mid-Western Motor Freight Tariff Bureau, Inc., Kansas City, 
Mo., vs. Boyd Truck Lines, Inc., Kansas City, Mo., et al. 

Alleges unreasonable, unlawful, unjustly discriminatory and & 
duly preferential rates and charges on property between Kansas 
City, Mo.-Kan., and points taking the same rates and points ® 

Kansas. Asks reasonable rates and charges. (W. H. Fitzpatrick 

30 Scarritt Bldg., 116 E. Ninth St., Kansas City, Mo.) 


No, 


(C. G. Stallings, 619 W. Chicago 


(C. G. Stallings, 619 W. Chicago 


Ward & Co., Inc., vs. Baker Truck 


(C. G. Stallings, 619 W. Chicago 
United Truck 
(C. G. Stallings, 619 W. Chicago 
vs. Cater’s Motor 
(C. G. Stallings, 619 W. Chicago 
vs. Chaney Freight 
(C. G. Stallings, 619 W. Chicago 
Inc., vs. Inland Motor 
(C. G. Stallings, 619 W. Chicago 
Inc., vs. 


Smart’s Auto 


(C, G. Stallings, 619 W. Chicago 


Inc., vs. Pierce Auto 


(C. G. Stallings, 619 W. Chicago 
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Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a club’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THs Trarric Wortp goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade- 
quately and promptly informed.—Hditor Tus Trarric Wor. 





Helen Huff, Fort Worth and Denver City Railway, was re- 
elected president of the Woman’s Traffic Club cf Fort Worth, 
Texas, at the recent annual meeting. Others elected were: 
First Vice-president, Virginia Alice Williams, Harry Keeton 
Broom Company; second vice-president, Mrs. Ruby Carlton, 
Roe H. Martin Produce Company; secretary, Pauline Martin, 
Ralston-Purina Company; treasurer, Stella Pearcy, Binyon 
O’Keefe Fireproof Storage Company; directors, Winnie Slaw- 
son, Rock Island Lines; Genevieve Neilon, Ben E. Keith Com- 
pany; Lenna May Mahanney, Sproles Motor Freight Lines, and 
Mrs. Beth Kay, Kimbell Milling Company. 





Curtis B. Morris, newly elected 
president of the Cleveland Transpor- 
tation Club, is merchandise repre- 
sentative for the Pennsylvania Rail- 
road. Born in Pittsburgh in 1910, he 
began his railroad service with the 
Pennsylvania in October, 1928, and 
has continued with the company since 
that time. He was transferred from 
the freight traffic department at Pitts- 
burgh to the office of district freight 
agent at Canton, O., in 1935. In No- 
vember, 1939, he was appointed chief 
clerk in the district freight agent office 
at Akron, O., and in February of the 
following year was appointed to his 
present position at Cleveland. He has 
been a member of the Traffic and 
Transportation Association of Pitts- 
burgh and of the Akron Traffic Study Club. 








The Traffic Club of Baltimore has gone on record as op- 
posed to congressional legislation that would prevent non- 
lawyers from practicing before the Commission or that would 
restrict the Commission “beyond the limits provided by civil 
service requirements, in the selection and control of its exam- 
iners and other employes.” The club’s forum group will hold 
its annual dinner at the Merchants Club June 9. Paul Partee 
will act as toastmaster. The annual cruise committee, of 
which Charles Presser is chairman, has set September 13 and 
14 for the cruise to Virginia Beach, Md. The club will hold its 
third golf outing of the season at the Country Club of Mary- 
land June 26. 





Guest speakers at a luncheon meeting of the Traffic Club 
of Kansas City at the Hotel Continental, June 2, were Major 
E. O. Paulson, United States Army Air Corps; Lt.-Col. C. J. 
Peters, United States Marine Corps, and Lt.-Commr. W. B. 
Ault, United States Navy. Lester Harding presented a _pro- 
gram of patriotic songs. The club will hold a golf tournament 
at Swope Park June 13. Later tournaments will be held at 
Hillcrest Country Club, July 18; Stayton Meadows Golf Club, 
August 9, and Milburn Golf and Country Club, September 24. 





The Transportation Club of Atlanta will mark its 
twentieth anniversary by holding a past presidents dinner at 
the Ansley Hotel June 9. G. E. Boulineau, the club’s first 
president, will act as general chairman of a committee on ar- 
rangements. 





Borden Burr, attorney, spoke on “Present Conditions” at 
a luncheon meeting of the Birmingham, Ala., Traffic and 
Transportation Club at the Thomas Jefferson Hotel June 5. 





The Fox Valley Traffic Club will hold its annual outing 
at the St. Andrews Country Club, St. Charles, Ill., August 14. 
E. R. McKnight, traffic manager, Western-Austin Company, 
Aurora, Ill., is general chairman of the outing committee. Golf 
and a dinner are on the program. 





The Bridgeport, Conn., Traffic Association will hold its 
annual outing and golf tournament at the Longshore Country 
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Club, Westport, Conn., June 17. O. S. Solomonson is genera] 
chairman of the outing committee. 





W. J. Wright, traffic manager, War Department, has beep 
elected chairman of the bowling committee of the Traffic Club 
of Washington, D. C. 





The annual outing of the Traffic Club of Erie, Pa., will be 
held at the Lake Shore Golf Club July 17. 





Two motion pictures, “Mexico in Color” and “El Rancho 
Vegas,” were shown at a luncheon meeting of the Los Angeles 
Transportation Club June 2. Tom R. Wilson, manager, May. 
fair Hotel, Las Vegas, Nev., discussed the films. 





The New Jersey Industrial Traffic Club will hold its annua] 
outing at the Locust Grove Golf Club, Locust Grove, N. J, 
June 12 





Ann Holden, executive commentator, radio station KPO, 
spoke on “Commercial Broadcasting” at a meeting of the 
Tuesday traffic forum of the Pacific Traffic Association of San 
Francisco, June 3. 





The South Bend, Ind., Transportation Club will hold a 
smoker at the Morris Park Country Club June 19. There wil] 
be golfing and a dinner. 





G. R. Simno, president, Traffic Club of New Orleans, wz 
master of ceremonies at a bosses’ luncheon meeting of th 
Women’s Traffic and Transportation Club of New Orleans at 
the Monteleone Hotel June 3. Catherine Sins, Charles Erath, 
and the women’s glee club presented a musical program. 
Eleanor Bergeron and Beatrice Arthus presented a program of 
entertainment. 





The Traffic Club of Tulsa will hold its annual outing and 
golf tournament at the Oakhurst Country Club June 10. There 
will be a bridge party, entertainment for children, and a 
dinner. 





The Indianapolis Traffic Club will hold a golf tournament 
and steak dinner at the Ulen Country Club, Lebanon, Ind, 
June 18. 





The Women’s Traffic Club of Philadelphia will hold its 
annual election at a dinner meeting at the Belgravia Hotel 
June 10. 





The Motor City Traffic Club of Detroit will hold a barbe 
cue outing at the Birch Hill Country Club June 16. There will 
be golfing and a ball game between shippers and carriers. 
George A. Wright, Fisher Body Corporation, heads the ship- 
pers team, and Henry Commes, Burlington Route, heads the 
carrier team. Ed Howe is chairman of the outing committee. 





The Canton, O., Traffic Club will hold its annual outing 
at the Shady Hollow Country Club June 10. There will be a 
golf tournament and a dinner. 





The educational committee of the New Haven, Conn. 
Traffic Club will hold a clambake at Wheeler’s Grove, Oxford, 
Conn., June 21. 


The Transportation Club of Springfield, Ill., will hold an 
outing at Fisher’s Inn June 11. There will be a softball game, 
horse shoe pitching, a treasure hunt, card games and a dinner. 


In listing new committee chairmen of the Traffic Club of 
St. Louis in the May 31 issue of the Traffic World, W. F. 
Murray, chairman of the public affairs committee, was errone- 
ously named general traffic manager of the Frisco Lines. He is 
general traffic manager for the Cotton Belt Route. 


The Women’s Traffic Club of Greater New York will hold 
a dinner meeting at the Murray Hill Hotel June 10. Officers 
for the coming year will be elected. 


Approximately 100 sons and daughters of members of the 
Traffic Club of Newark, N. J., attended the club’s fathers and 
sons and daughters meeting at the Robert Treat Hotel June 2. 
Members of the Newark Bears baseball team autographed base 
balls for the boys and prizes were given to the girls. Harty 
Regan conducted the evening’s program. 


The Junior Traffic Club of Chicago held a vacation story 
night meeting at the Palmer House June 5. The program I 
cluded a quiz, a vacation playlet written by H. Evenson, and 
tall stories by the members. Members will hold their second 
golf outing of the season, June 26, at the Mohawk Country 
Club, Bensenville, Ill. 
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Personal Notes 





Frank S. Fowler, director of the Commission’s bureau of 
accounts, went on the retired list, on account of age, May 31. 
He joined the Commission’s staff in 1909. C. D. Crandall was 
appointed to fill the vacancy caused by Mr. Fowler’s retire- 
ment. He has been connected with the bureau of accounts 
at different times since January, 1914. 


George A. Petteys, correspondence reviewer in the Com- 
mission’s bureau of statistics, died in the Commission building, 
June 2, while on his way to the infirmary to obtain help from 
the nurse on account of a heart attack. He had been an 
employe of the Commission since 1904 and was 61 years old. 


Carl Smith Jefferson, general solicitor, Milwaukee Road, 
Chicago, died at Evanston, Ill., June 2. He had served almost 
continuously with the company since 1898. 


Julian M. King has been appointed chairman of the 
Atlantic-Gulf Coastwise Steamship Freight Bureau, New York, 
succeeding William Simmons, who died. 


J. A. Wooten has been appointed assistant to the vice- 
president and general manager for the Inter-State Motor 
Freight System, at Detroit. 


Stanton Curtis, general passenger agent for the Gulf, 
Mobile and Ohio at Mobile, Ala., will retire June 30 after 
more than 46 years of railroad service. P. E. Geil has been 
appointed passenger traffic manager at Mobile. 


John Henry Muller, Transmarine Transportation Corpora- 
tion, spoke on “Canal Transportation and the New Act” at 
a meeting of the alumni association of the Academy of Advance 
Traffic at the Woolworth Building, New York, June 6. The 
sound film “Highway to the Sea” was shown. 


Appointment of John L. Buntin of Orlando, Fla., as trans- 
portation specialist in the Agricultural Marketing Service, was 
announced June 3 by the U. S. Department of Agriculture. 
Mr. Buntin, who has had 18 years of service with railroads, 
will have supervision of matters in the agricultural marketing 
service pertaining to transportation. These activities include 
the direction of all reporting programs in connection with 
shipments, movement, and unloads of farm products as reported 
by public carriers. In this capacity he assumes the duties of 
the late James G. Cross, who had been identified with the 
collection of transportation statistics in the department for 
22 years prior to his death November 22, 1940. 


The Atlantic Coast Line Railroad has announced the fol- 
lowing appointments: J. M. Fields, assistant to general traffic 
manager; J. H. Hatcher, manager, development service; Addi- 
son E. Smith, assistant to freight traffic manager; S. P. Wigg, 
assistant to freight traffic manager; E. C. Hicks, Jr., assistant 
freight traffic manager; H. V. Borjes, general freight agent; 
J. G. Middleton, assistant general freight agent, and A. C. 
Low, assistant to general freight agent, all at Wilmington, N. 
C.; John D. Voss, commercial agent, Atlanta, Ga., and E. E. 
Graham, general eastern freight agent, New York. 


A. J. Weber has been appointed acting secretary and 
treasurer for the Mead Johnson Terminal Corporation, Evans- 
ville, Ind., succeeding R. H. Goebel, who resigned. V. H. 
Juncker has been appointed office manager and accountant, 
and A. L. Rader has been named chief clerk. 


John R. Mulick has been appointed assistant general claim 
agent and E. G. Reed has been named general live stock agent, 
both at Omaha, for the Union Pacific. J. W. Jarvis has been 
named supervisor, agricultural development, at Omaha. 


M. D. Fleetwood has been named chief dispatcher and 
terminal trainmaster at Hearne, Texas, and R. F. Williams 
has been named trainmaster at Lafayette, La., for the Texas 
and New Orleans Railroad. 


Thomas A. Graham has been appointed assistant general 
auditor at Chicago for the Chicago, Rock Island and Pacific. 

E. Norman Quayle has been appointed commercial agent, 
Orlando, Fla., for the Macon, Dublin and Savannah Railroad, 
succeeding E. G. Hall, who resigned to join the Seaboard Air 
Line Railway. 

The Pennsylvania Railroad has announced the following 
appointments in its real estate department: W. W. Mayer, 
real estate agent, Philadelphia; J. P. Gauff, assistant to gen- 
eral real estate agent, Philadelphia; L. A. Ehrhart, real estate 
agent, New York, and J. W. Ewalt, real estate agent, Chicago. 
James S. Fair, Jr., has been named assistant purchasing agent 
at Philadelphia. 

The Christian Transportation Fellowship of Chicago held 
an evangelistic service at the All Nations Pentecostal Church 
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June 5. It will hold a business session at the Union Station 
June 12; a monthly dinner meeting at the Union Station, June 
19, and an evangelistic service at the Pacific Garden Mission 
June 30. 

The title of L. E. Penn, assistant to the director of traffic 
General Mills, Inc., Minneapolis, Minn., has been changed to 
assistant director of traffic and additional duties at rate hear. 
ings and conferences and in outside contacts have been as. 
signed to him. 

The Chicago, Burlington and Quincy has announce the 
following appointments in its law department: James A. Gi]. 
len, Robert H. Bierma, and Hewitt Biaett, commerce attorneys: 
Richard T. Cubbage, contract attorney, and James I. Shields 
assistant attorney, eastern district, all at Chicago. 


I. C. C. PRACTITIONERS 


The following have been admitted to practice before the 
Commission: Kelly Bell, Chicago, Ill; Seymour S. Bernfeld, 
Casper, Wyo.; Phil Wasson Bowman, Chicago, IIll.; Charles 
Middleton Bryan, Memphis, Tenn.; Maurice R. Bullock, Fort 
Stockton, Tex.; J. Frederic Burns, Houlton, Me.; Thomas Lee 
Cashion, Eudora, Ark.; William Boyd Dazey, Texas City, Tex.; 
Gerard John Donovan, New York, N. Y.; Frederick William 
Dorr, San Francisco, Calif.; John Wesley Fribley, Pana, IIL; 
George Gebhardt, New York, N. Y.; Edward F. Gillick, New 
York, N. Y.; William John Gormley, Edgewater, N. J.; Jess 
Bradford Hawley, Jr., Boise, Ida.; William Herbold, New 
York, N. Y.; Henry Conrad Keller, New York, N. Y.; Jerome 
Kirschner, Oklahoma City, Okla.; Oscar F. Laurie, Newark, 
N. J.; Patrick J. Ledwidge, Portland, Ore.; George J. Levy, 
New York, N. Y.; Russell A. Mackey, San Francisco, Calif.; 
Robert Henry Marquis, Knoxville, Tenn.; Ralph C. Mastriani, 
Scranton, Pa.; Kenneth James McAuliffe, Wilmington, Del.; 
Frank A. McNamee, Jr., Albany, N. Y.; Cecil A. Morgan, 
Fort Worth, Tex.; Miles J. O’Connor, Livingston, Mont.; Man- 
fred Reuben Ohnstad, Southwest Fargo, N. D.; Herbert §. 
O’Neill, Boston, Mass.; Roy Parker, Omaha, Neb.; Walter 
Ewart Perkins, Los Angeles, Calif.; Joseph Hugh Reed, New- 
ark, N. J.; W. Wallace Shafer, Lakeland, Fla.; Arthur C. 
Spencer, Jr., Portland, Ore.; Archie M. Stevenson, San Fran- 
cisco, Calif.; Charles H. Trayford, New York, N. Y.; George 
M. Wallace, Baton Rouge, La.; J. Lincoln Webb, New York, 
N. Y.; T. Franklin West, Milton, Fla.; Edgar Dawson Yeomans, 
Los Angeles, Calif. 


BOX BOARD THICKNESSES 

The division of simplified practice of the National Bureau of 
Standards has announced that simplified practice recommenda- 
tion R44-36, box board thicknesses, has been reaffirmed with- 
out change by the standing committee of the industry. The 
recommendation was first promulgated in 1925 and was re- 
vised in 1936. Copies of R44-36 may be obtained from the 
Superintendent of Documents, Government Printing Office, 
Washington, D. C., for 5 cents each. A discount of 25 per 
cent on orders of 100 or more copies is available to those de- 
siring to obtain a supply of this publication for business pur- 
poses. 


COMPLAINT AGAINST PRACTITIONER 

Cornelius O. Granai, a practitioner before the Commis- 
sion, respondent in Ex Parte No. 142, a proceeding requiring 
him to show cause why he should not be disbarred, has filed 
an answer to the Commission’s order (see Traffic World, May 
3, p. 1139), making an explanation of the matters brought to 
the attention of the Commission. In view of that he asks 
that the Commission stay the proceeding against him for 
ninety days. He says that if after that time the Commission 
still feels it should proceed to suspend or disbar him, that 
he be given an opportunity to be heard before an examiner. 


NEW MISSOURI PACIFIC FREIGHT CARS 


The Missouri Pacific has ordered 1,050 new freight cars, 
of which 50 will be 70-ton covered hopper cement cars; 200 
50%4-foot automobile cars, and 800 40%4-foot, 50-ton box cal’. 
Added to the 1,200 55-ton hopper cars and 70 70-ton hopper 
cars ordered by the railroad earlier in the year, the new order 
brings the number of its cars on order at the present time t 
2,422. 


The abstracts of tariff filings, rejections, suspet 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to 
sure their tariff files are up-to-date. 
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Docket of the Commission 


NOTH—lItems in the docket marked with an asterisk (*) have been 
added since the last issue of THz Trarric WoRLD. New assignments 
now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 





June 9—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 86157, Sub. 6—Southeastern Motor Lines, Inc., Carrollton, Ga. 
certificate to extend operations. 
MC 102125—Wilkes Bus Line, Athens, Ga., certificate or permit. 


June 9—Baltimore, Md.—State Comm.—Examiner Luce: 
MC 101689—E. M. Kreller, Baltimore, permit. 
MC 101690—P. E. Smith, Baltimore, permit. 
MC 101691—L. W. Caswell, Baltimore, permit. 
MC 101692—J. P. Hatfield, Baltimore, permit. 
MC 101693—W. G. Sheets, Reisterstown, Mda., permit. 
MC 101694—I. H. Welsh, Baltimore, permit. 
MC 101695—N. R. DuVall, Baltimore, permit. 
MC 101696—L. J. Arnett, Baltimore, permit. 
MC 101697—R. H. Corkran, Woodlawn, Md., permit. 
MC 101698—R. H. Lyeth, Baltimore, permit. 
MC 101699—J. H. Schuessler, Baltimore, permit. 
MC 101700—W. D. Butler, Baltimore, permit. 
MC 101701—N. J. Redmond, Baltimore, permit. 
MC 101702—E. H. Hoffman, Baltimore, permit. 
MC 101703—C. H. Appell, Baltimore, permit. 


June 9—Boston, Mass.—Hotel Lenox—Examiner Russell: 
1. & S. 4956—Woolen mill supplies, Mass. to Sanford, Me. 
1. & S. 4958—Carpets and dry goods, Sanford, Me., to Boston. 


June 9—Brooklyn, N. Y.—St. George Hotel—Examiner Higgins: 
MC F-1513—Public Service Interstate Transportation Co., purchase, 
Gray Line Motor Tours, Inc. 


June 9—Brooklyn, N. Y.—Hotel St. George—Examiner Sullivan: 
MC 3647, Sub. 14—Public Service Interstate Transportation Co., 
Newark, N. J., certificate to extend operations. 


June 9—Chicago, IIl.—Sherman Hotel—Examiner Carter: 
Fourth section ap. 18962—Crushed stone and gravel to Charleston and 
Mattoon, Ill. 
Fourth section ap. 18723—Sand to Decatur, IIl. 


June 9—Chicago, I!l.—Sherman Hotel—Jt. Bd. 54: 
MC 59984—L. Santor, c/o Reliable Transit Co., Chicago, Ill., certifi- 
cate or permit. 


June 9—Columbus, O.—State Comm.—Jt. Bd. 117: 
MC 96072—Sweitzer Paint & Hardware, Zanesville, O., permit. 
MC 102331—C. D. Moore, Zanesville, O., certificate. 


June 9—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 92: 
MC 88349, Sub. 1—Ruan Motor Freight Co., Des Moines, Ia., cer- 
tificate to extend operations. 


June 9—Greenville, S. C.—U. S. Court—Examiner McCaslin: 
MC 20903—R & W Truck Lines, Greenville, S. C. 


June 9—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 36: 
MC 51744, Sub. 1—C. Ritter, Marquette, Kan., certificate to extend 
operations. 
MC 102263—C. Partonnar, Turner, Kan., certificate. 


June 9—Lansing, Mich.—Federal Bldg.—Examiner Haley: 
MC 59559, Sub. 4—D. Graff & Sons, Kalamazoo, Mich., permit to 
extend operations. 
June 9—Madison, Wis.—State Comm.—Jt. Bd. 96: 
MC 30465, Sub. 4—Pope Brothers Red Top Cab Co., Wausau, Wis., 
certificate to extend operations. 
MC 26560, Sub. 1—Yellow Truck Lines, Inc., Madison, Wls., cer- 
tificate to extend operations. 
June 9—Marinette, Wis.—Marinette Hotel—Examiner Smith: 
* MC F-1526—W. A. Steffke, purchase, Northwest Truckways, Inc. 


July 9—New Orleans, La.—Jung Hotel—Examiner Archer: 

* Fourth section aps. 18573 and 18955—Phosphate rock to Chicago, Chi- 
cago Heights and Joliet, Ill. 

June 9—Spokane, Wash.—Davenport Hotel—Jt. Bd. 80: 

MC 48549, Sub. 1—Davenport Motor Freight, Davenport, Wash., cer- 
tificate to extend operations. 

MC 59077, Sub. 5—Inland Motor Freight, Spokane, Wash., certificate 
to extend operations. 

MC 60866, Sub. 7—Cater’s Motor Freight System, Inc., Spokane, 
Wash., certificate to extend operations. 

June 9—St. Louis, Mo.—Coronado Hotel—Examiner Rice: 

Fourth section aps. 18323, 18643, 18793 and 18794—Class and com- 
modity rates in the southwest—class rates in Mo., Kan. and IIl.— 
class rates in southwest. 

June 10—Aibany, N. Y.—Federal Bldg.—Examiner Higgins: 
MC F-1447—R. H. Anderson, control, Albany-Cohoes Bus Lines, Inc. 
June 10—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 131: 

MC 61598, Sub. 8—Smoky Mountain Stages, Inc., Asheville, N. C., 
certificate to extend operations. 

June 10—Brooklyn, N. Y.—St. George Hotel—Examiner Sullivan: 

1. & S. M-1593—Chemicals between N. Y. points, Philadelphia and 
points in N. J. 

June 10—Chicago, ill—Hotel Sherman—Examiner Carter: 

Ex Parte 135—In the matter of Jerome E. Lane. 
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June 10—Chicago, IIl.—Sherman Hotel—Jt. Bd, 54: 
MC 53980, Sub. 2—Des Moines Transportation Co., Inc., Chicago, 
certificate to extend operations. 
June 10—Columbus, O.—State Comm.—Jt. Bd. 61: 
MC 7792, Sub. 9—Penn-Ohio Coach Lines Co., Youngstown, O., cer- 
tificate to extend operations. 
MC 61978, Sub. 3—Zerkle Transfer Co., Middleport, O., permit to ex. 
tend operations. 


June 10—Columbia, S. C.—Wade Hampton Hotel—Examiner McCaslin: 
* MC 59254, Sub. 2—Checker Transportation and Storage Co., Inc, 
Columbia, S. C., certificate of exemption. 


June 10—Des Moines, la.—Kirkwood Hotel—Examiner Livingstone; 
1. & S. M-1572—Groceries, Ia. points to Chicago. 

June 10—Des Moines, la.—Hotel Kirkwood—Jt. Bd. 92: 
MC 76260, Sub. 1—Huskamp Transfer, Britt, Ia., certificate to ex- 
. tend operations. 


June 10—Kansas City, Mo.—Hotel Pickwick—Jt. Bds. 52, 179 and 149: 
MC 52746, Subs. 1, 2 and 4—Knaus Truck Lines, Inc., Kansas City, 
Mo., certificate to extend operations. 
June 10—Madison, Wis.—State Comm.—Examiner Harrison: 
MC 102082—Hiney Transfer & Oil Co., Columbus, Wis., certificate. 
MC 13095, Sub. 2—Wunnicke Transfer, Inc., Boscobel, Wis., permit 
to extend operations. 
June 10—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 146: 
MC 49381, Sub. 1—E. H. and I, H. Otting, Le Sueur, Minn., certifi- 
cate to extend operations. 
MC 101307—Teague Transfer, Council Bluffs, Ia., permit. 
June 10—Spokane, Wash.—Davenport Hotel—Jt. Bd. 169: 
MC 102375—T. Drury, Spokane, Wash., certificate. 
MC 102527—Spokane North East Motor Freight, Spirit Lake, Ida., 
certificate. 
June 10—St. Louis, Mo.—Coronado Hotel—Examiner Rice: 
28598—American Airlines, Inc., vs. B. & O. et al. 
June 10—Washington, D. C.—Jt. Bd. 12: 
MC 18133, Sub. 3—Arlington and Fairfax Motor Transportation Co., 
Arlington, Va., certificate to extend operations. 
June 10—Washington, D. C.—Examiner Berry: 
1. & S. 4883—Coal, Ky. and Tenn. to Watts Bar Dam, Tenn. 


June 10—Washington, D. C.—Examiner Weems: 
Fourth section ap. 18384—Various commodities from south to north. 


June 11—Asheville, N. C.—Battery Park Hotel—Jt. Bd. 103. 
MC 29545, Sub. 2—Smoky Mountain Tours Company, Asheville, N. C., 
certificate to extend operations. 
June 11—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 131: 
MC 102264—LaRoche Transportation Co., Augusta, Ga., certificate. 


June 11—Boston, Mass.—Hotel Lenox—Examiner Russell: 
Fourth section aps. 18455 and 18623—Pulpwood from New Brunswick 
to Bucksport, Me. 


June 11—Boston, Mass.—Manger Hotel—Examiner Higgins: 
* MC F-1554—Tucker Bros., Inc., purchase, Atlantic Motor Express. 


June 11—Brooklyn, N. Y.—Hotel St. George—Examiner Sullivan: 
MC 9837, Sub. 1—Red Circle Freight Lines, Inc., Brooklyn, N. Y., 
permit to extend operations. 
MC 9837—L. P. Carroll & Red Circle Freight Lines, Brooklyn, N. Y. 


June 11—Chicago, I!1.—Sherman Hotel—Examiner Harrison: 
MC 82104—Aztec Lines, Inc., Chicago, Ill. 


June 11—Chicago, IIl.—Sherman Hotel—Jt. Bds. 13 and 54: 
MC 906, Sub. 3—Consolidated Forwarding Co., Inc., St. Louis, Mo., 
certificate to extend operations. 
MC 102582—Siverly Transfer Co., Peoria, Ill., permit. 


June 11—Chicago, IIl.—Sherman Hotel—Jt. Bd. 149: 
MC 101466—Siverly Transfer Co., Peoria, Ill. 


June 11—Columbus, O.—State Comm.—Jt. Bds. 57 and 60: 
MC 10655, Sub. 2—Roethlisberger Transfer Co., Shelby, O., certificate 
to extend operations. 
MC 88203, Sub. 1—Russell C. Wells, Van Wert, O., permit to extend 
operations. 


June 11—Dubuque, la.—U. S. Court—Examiner Smith: 
* MC F-1519—Gateway City Transfer Co., Inc., purchase, C. H. Hird. 


June 11—EI Paso, Texas—Paso Del Norte Hotel—Commissioner Pat- 
terson and Examiner Mattingly: 
28496—Proportional rates of common carriers and minimum charges 
of contract carriers. 
1. & S. M-1083 and Sups. 1 to 5 incl.—Contract charges on forwarder 


shipments. 

1. & S. M-1084 and Sups. 1 to 22 incl.—Proportional rates on various 
commodities. 

1 & S. M-1494—Dairy products from, to and within Iowa and Ne 
braska. 


MC C-111—Mobile, Ala.—Proportional rates. 
1. & S. 4774—Proportional L. C, L. rates in Miss. and Tenn. 
1. & S. 4784—Proportional L. C. L. rates in Fla. 
1. & S. 4793—Proportional L. C. L. rates in Southwest. 
June 11—Kansas City, Mo.—Hotel Pickwick—Examiner Dawson and 
Jt. Bd. 195: 
MC 41139—Flying Quail Truck Service, Kansas City, Kan., certificate 
or permit. 
MC 41139, Sub. 1—Flying Quail Truck Service, Kansas City, Kan. 
MC 52385, Sub. 6—Kansas City-Illinois Express, Inc., Kansas City, 
Mo., certificate to extend operations. 
June 11—Lansing, Mich.—Fed. Bldg.—Examiner Haley: 
MC 52671—Riverside Truck and Storage Co., Inc., Bay City, Mich.. 
certificate or permit. 
June 11—Lansing, Mich.—Federal Bldg.—Jt. Bd. 76: 
MC 101716—Paper City Cartage Co., Kalamazoo, Mich. 
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Regular and Dependable 
Service to 


HAVANA * PANAMA ° JAMAICA 
COSTA RICA * HONDURAS 
COLOMBIA * GUATEMALA 

BRITISH HONDURAS 


UNITED FRUIT COMPANY 


Piex 3, North River, New York 
321 St. Charles St., New Orleans 


How YOU Save 


—when the General 
crate costs and weighs 


LESS 


—or when it costs 
and weighs 


MORE 


@ By using General boxes, crates 
and special containers, manufac- 
turers have saved thousands of dollars annually. Frequently, the 
container cost can be reduced materially — even when “home 
made” containers are used. Often, important savings in tare 
weight are made. 






























OLD CRATE GENERAL CRATE 


When the General crate (upper right) was used, a heater 
manufacturer reduced shipping weight by 43 pounds and con- 
tainer costs by 36 cents each. 


Why not find out whether similar savings can be made on 
your shipments? Write for details. 


By packing on the production line, eliminating unnecessary 
Operations or speeding up other phases of the handling and 
packing, General boxes and crates often effect economies which 
more than offset the entire cost of the container. 


By using the octagonal General designed crate (lower right) 
adequate protection was assured, packing and closing time 
reduced and opening was safer and easier. Find out how General 
Ox research can save dollars for you. 


GENERAL BOX COMPANY 
General Offices: 50 W. Illinois Street, Chicago, Ill. 


Distr: st Offices and Plants: Brooklyn, Cincinnati, Detroit, East St. Louis, Kansas 
City, Louisville, Milwaukee, New Orleans, Sheboygan, Winchendon. 
Continental Box Company, Inc.: Houston . Dallas 
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Save time... 


IN DEFENSE WORK 
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PEORIA-GATE WAY 


PEORIA £PEKIN 
UNION 
RY 





Almost as important as time in production is 
time used for the transportation of the ma- 
terials, parts and finished products needed 
for defense work. They are moving back and 
forth across the country in increasing volume 
and every minute on every item counts. 


Transportation today is in the hands of those 
who have the most complete knowledge of 
the business and how to get the most out of 
it, as a group they have a greater and more 
varied experience than any similar group in 
the world and certainly the greatest incen- 
tive and will to do the job as it should be 
done. 


This will to move freight in the shortest pos- 
sible time is, in the case of the P. & P. U. Ry., 
founded on the knowledge and experience 
gathered in the sixty-one years of its opera- 
tion. Its fourteen trunk line railroad connec- 
tions serve every corner of the United States. 
Interchange by P. & P. U. Ry. takes but a few 
hours and not only saves time in transit but 
in many cases makes it possible to reduce the 
number of necessary interchanges between 
shipper and consignee. 


Ship your “hurry-up" freight via P. & P. U. Ry. 
and Peoria, Illinois 


For detailed information write E. F. Stock, 
Traffic Manager 


PEORIA AND PEKIN 


UNION RAILWAY COMPANY 


Union Station, Peoria, Illinois 


SWITCHING SERVICE BETWEEN 
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Peorla & Pekin Union Ry.; Chicago, Rock Island & Pacific Ry.; Chicago & North ps 
Western Ry.; Chicago & Illinois Midland; IMinois Terminal Raifroad Co.; Inland 
Waterways Corp.; Minneapolis & St. Louis R. R.; Alton Railroad; Atchison, ; 
Topeka & Santa Fe Ry.; Illineis Central R. R.; Pennsylvania Railroad; Peoria é 
Terminal R. R.; Chicago, Burlington & Quincy Railroad; New York, Chicago ¢ 
& St. Louis Railroad; Cleveland, Cincinnati, Chicago & St. Louls Ry. (Peorla ¥ 
& Eastern); Toledo, Peorla & Western R. R. é 
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June 11—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 146: 

MC 102424—Rigelhof Freight, Minneapolis, Minn., cértificate. 
June 11—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 

MC 102339—V. Bertelsen, Underwood, Ia., certificate. 

MC 102362—M. Hough, Underwood, Ia., certificate. 
June 11—Omaha, Neb.—Hotel Fontenelle—Examiner Livingstone: 
* MC 102744—G. Towers, Des Moines, Ia., permit. 


June 11—Pittsburgh, Pa.—Federal Bldg.—Examiner Myers: 
1. & S. M-1598—Glassware, etc.—Brockway, Pa., to Md., Ohio and 
N. Y. points. 
1. & S. M-1620—Petroleum products, Pa. to Pa. and W. Va. points. 
June 11—Spokane, Wash.—Davenport Hotel—Jt. Bds. 45 and 80: 
MC 7746, Subs. 3 and 4—United Truck Lines, Inc., Spokane, Wash., 
certificate to extend operations. 
MC 12245—H. B. Rodney, Spokane, Wash., license. 


June 11—St. Louis, Mo.—Coronado Hotel—Examiner Rice: 
1. & S. 4967—Cotton piece goods between New Orleans and Houston. 
June 11—Washington, D. C.—Argument: 
28563—Albany Packing Co., Inc., vs. A. T. & S. F. et al. 
June 11—Washington, D. C.—Examiner Way: 
W-16—S. C. Loveland Co., Inc., exemption section 303(e). 
June 11—Washington, D. C.—Jt. Bd. 68: 
MC 76476, Sub. 1—William Moses Martin, Christiansburg, Va., cer- 
tificate to extend operations. 


MC 76477, Sub. 1—Samuel Wilford Martin, Christiansburg, Va., cer- 
tificate. 


June 12—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101 and Jt. Bd. 238: 
MC 58923, Sub. 3—Georgia Highway Express, Inc., Atlanta, Ga., cer- 
tificate to extend operations. 
MC 84736—Nilson Motor Express Lines, Walterboro, S. C. 
June 12—Boston, Mass.—Hotel Lenox—Examiner Russell: 
1. & S. 4953—Acetylene and oxygen gas, Boston to Claremont, N. H. 
June 12—Brooklyn, N. Y.—Hotel St. George—Examiner Sullivan: 
* Ex Parte MC 22—New England motor carrier rates. 
June 12—Chicago, I!l.—Hotel Sherman—Examiner Carter: 
Ex Parte 139—In the matter of Anthony E. Sicilia. 
June 12—Chicago, ill.—Sherman Hotel—Jt. Bd. 13: 
MC 15214—Mercury Motorways, Inc., South Bend, Ind., certificate. 
MC 67162, Sub. 1—Finley Trucking Service, Lexington, IIl., certificate. 
June 12—Columbus, O.—State Comm.—Jt. Bd. 37: 
MC 101784—Thos. J. McClain, Pedro, O., permit. 
June 12—Greensboro, N. C.—U. S. Court Rm.—Examiner McCaslin: 
MC 94580, Sub. 1—T. S. Redding, Asheboro, N. C., certificate to ex- 
tend operations. - 
June 12—Lansing, Mich.—Fed. Bldg.—Jt. Bd. 23: 
MC 102140—Taylor Oil Co., Hamilton, Ind., permit. 
MC 73701, Sub. 3—B. Gluper, Grand Rapids, Mich. 
June 12—Marshalitown, la.—Federal Bldg.—Examiner Smith: 
* MC F-1528—Bos Freight Lines, Inc., purchase, J. H. Rogers. 
June 12—Minneapolis, Minn.—Hotel Nicollet—Jt. Bds. 144 and 146: 
MC 89662, Sub. 1—R. C. Claeys, Winnebago, Minn., certificate to 
extend operations. 
MC 102260—R. Nimon, Albert Lea, Minn., permit. 
June 12—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 102310—R. P. Thielen, Portsmouth, Ia., certificate. 
MC 102580—R. R. Robinson, Lake View, Ia., certificate. 
June 12—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 65: 
MC C-243—H. S. Keis, agent, vs. Trolley Transfer Service, Inc. 
June 12—Portland, Me.—Federal Court—Jt. Bds. 114 and 69: 
MC 102230—R. R. Morgridge, South Berwick, Me., certificate. 
MC 102269—J. G. Borthwick, Lewiston, Me., certificate. 
June 12—Spokane, Wash.—Davenport Hotel—Jt. Bd. 5: 
MC 102399—General Freight Lines, Spokane, certificate. 
June 12—Washington, D. C.—Argument: 
25728—Hoboken Manufacturers R. R. Co. vs. A. & S. et al. 
25878—New Orleans & Lower Coast R. R. Co. vs. A. C. & Y. et al. 
June 12—Washington, D. C.—Examiner Glover: 
Fourth section ap. 18755—Anthracite coal, Pa., to N. J. 
June 12—Washington, D. C.—Jt. Bd. 68: 
MC 102439—Ideal Transfer Co., Washington, D. C., permit. 
June 12—Washington, D. C.—Jt. Bd. 68: 
* MC 101265, Sub. 1—Washington Trailer Co., Washington, D. C. 
June 12—Washington, D. C.—Examiner Miller: 
Finance 13235—Application of P. R. R. and Pennsylvania Co. for 
authority to acquire control of Wabash by purchase of capital stock. 
June 13—Albuquerque, N. M.—Federal Bldg.—Commissioner Patterson 
and Examiner Mattingly: 
28496—Proportional rates of common carriers and minimum charges 
of contract carriers. 
1. & S. M-1083 and Sups. 1 to 5 incl.—Contract charges on forwarder 


shipments. 
1. & S. M-1084 and Sups. 1 to 22 incl.—Proportional rates on various 
commodities. 
I = -< M-1494—Dairy products from, to and within Iowa and Ne- 
raska. 


MC C-111—Mobile, Ala.—Proportional rates. 
1. & S. 4774—Proportional L. C. L. rates in Miss. and Tenn. 
1. & S. 4784—Proportional L. C. L. rates in Fla. 
1. & S. 4793—Proportional L. C. L. rates in Southwest. 
June 13—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 34675, Sub. 3—A. A. A. Highway Express, Inc., Atlanta, Ga., cer- 
tificate to extend operations. 
MC 73943, Sub. 6—Horton Motor Lines, Inc., Charlotte, N. C. 
June 13—Boston, Mass.—Hotel Lenox—Examiner Russell: 
* |. & S. 4970—Fish, New Bedford, Mass., to New York. 
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June 13—Boston, Mass.—Hotel Manger—Examiner Flood: 
* MC 60432, Sub. 2—Rex Tank Service, Somerville, Mass., certificate 
to extend operations. 


June 13—Brooklyn, N. Y.—St. George Hotel—Examiner Sullivan: 

MC 2538—Lawson Transportation Lines, Jamestown, N. Y. 
June 13—Chicago, IIl.—Sherman Hotel—Examiner Harrison: 

1. & S. M-1592—Syrup, New York to Minn., N. D., S. D. and Wis, 
* Ex Parte MC 21—Central territory motor carrier rates. 


June 13—Chicago, !Il.—Sherman Hotel—Jt. Bd. 21: 
MC 2941—C & E Trucking Corp., South Bend, Ind. 


June 13—Columbus, Ohio—State Comm.—Examiner Borroughs: 
1. & S. M-1605—Eggs, fish—from and to N. J., N. Y. and Ohio points, 


June 13—Columbus, O.—State Comm.—Jt. Bd. 117: 
MC 4808—Lima Truck & Storage Co., Lima, O., certificate or permit, 


June 13—Kansas City, Mo.—Hotel President—Examiner Rice: 
28620—Union Wire Rope Corp. vs. C. R. I. & P. et al. 


June 13—Lansing, Mich.—Fed. Bldg.—Jt. Bds. 76 and 21: 
MC 66562, Sub. 228—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 


June 13—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 141: 
MC 70830, Sub. 1—Noble Transit Co., South St. Paul, Minn., permit 
to extend operations. 
MC 102387—Noble Transit Co., South St. Paul, Minn., certificate. 


June 13—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 88576, Sub. 2—O. Eshelman, Lyman, Ia., certificate to extend 
operations. 
MC 4519, Sub. 1—Persia Transfer, Persia, Ia. 


June 13—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 65: 
MC 74721, Sub. 2—Motor Cargo, Inc., Akron, O., certificate to extend 
operations. 
June 13—Washington, D. C.—Argument: 
Finance 9954—Fonda, Johnstown & Gloversville reorganization. 


June 13—Washington, D. C.—Jt. Bd. 108 and 245: 
MC 30148, Sub. 1—Spotswood Transfer Co., Winchester, Va., cer- 
tificate to extend operations. 
MC 102340—C. C. Simmons, of Franklin, W. Va., certificate. 
June 13—Yakima, Wash.—Donnelly Hotel—Jt. Bd. 45 and Examiner 
Linn: 
* MC 19645, Sub. 1—City Dray Line, Kennewick, Wash., certificate to 
extend operations. 
* MC 94068, Sub. 1—H. Pom-Arleau, Wenatchee, Wash., certificate to 
extend operations. 


June 14—Atlanta, Ga.—Henry Grady Hotel—Jt. Bd. 101: 
MC 6554, Sub. 6—Dixie Freight Lines, Inc., Atlanta, Ga., certificate 
to extend operations. 
June 14—Boston, Mass.—Hotel Manger—Examiner Flood: 
MC 33114, Sub. 1—Blodgett Transit Co., Hyde Park, Vt., permit to 
extend operations. 
June 14—Chicago—Sherman Hotel—Jt. Bd. 21: 
MC 50201, Sub. 2—J. E. Douglas Trucking Lines, Owosso, Mich., cer- 
tificate to extend operations. 


June 14—Chicago—Sherman Hotel—Examiner Harrison: 
* MC 6318, Sub. 1—Transportation Service Corp., Chicago, certificate. 
June 14—Kansas City, Mo.—Hotel President—Examiner Rice: 
W-266—Kansas City Bridge Co., exemption section 303(e). 
June 14—Lansing, Mich.—Fed. Bldg.—Jt. Bd. 76: 
MC 66562, Sub. 229—Railway Express Agency, New York, N. Y., cer- 
tificate to extend operations. 
June 14—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 64897, Sub. 1—J. B. Klecker, Ellsworth, Wis., certificate. 
June 14—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 138: 
MC 93491, Sub. 1—H. F. Boysen, Deloit, Ia., certificate to extend 
operations. 
June 14—Omaha, Neb.—Hotel Fontenelle—Jt. Bd. 93: 
* MC 58948, Sub. 14—Union Transfer Co., Omaha, Neb., certificate to 
extend operations. 
June 14—Philadelphia, Pa.—Adelphia Hotel—Examiner Higgins: 
MC F-1453—Andrew B. Brichton et al.—control of operations—Clar- 
ence T. McCormick. 
June 14—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 65: 
MC 7792, Sub. 11—Penn-Ohio Coach Lines Co., Youngstown, O., cer- 
tificate to extend operations. 
June 14—Washington, D. C.—Argument: 
1. & S. 4851—Switching fruits at Texas border points. 
June 14—Yakima, Wash.—Donnelly Hotel—Jt. Bd. 5: 
MC 102296—L. A.-Yakima Express, Yakima, Wash. 
June 14—Yakima, Wash.—Hotel Donnelly—Jt. Bd. 45: 
* MC 102564—Braden-Bell Tractor & Equipment Co., 
Wash., certificate. 
June 16—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 


Walla Walla, 


1. & S. M-1595—Ratings, tires, etc., to and from southern, central 
and western territories. 
June 16—Boston, Mass.—Hotel Manger—Examiner Flood: 
MC 61471, Subs. 1 and 2—Benjamin Motor Express, Inc., Boston, 


certificate to extend operations. 
June 16—Brooklyn, N. Y.—Hotel St. George—Examiner Sullivan: 
MC 59651, Sub. 1—Reich Bros. Long Island Motor Freight, Inc. 
Patchogue, Long Island, N. Y., certificate to extend operations. 
June 16—Chicago, 1!11._—Hotel Sherman—Examiner Harrison and Jt Bd. 
149: 
MC 3455—Mutual Trucking Co., Toledo, Ohio, certificate or permit. 
MC 3456—Mutual Trucking Co., Toledo, Ohio, certificate or permit. 
MC 66562, Sub. 265—Railway Express Agency, Inc., New York, N. Y. 
certificate to extend operations. 
MC 66562, Sub. 266—Railway Express Agency, Inc., New York, N. Y. 
certificate to extend operations. 


June 16—Chicago, IIl.—Sherman Hotel—Examiner Harrison: 
* MC 3456, Sub. 2—Mutual Trucking Co., Toledo, O., certificate to ex 
tend operations. 
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This picture visualizes the capacity of the 


Houston Public Elevator. 


The largest grain concerns in the export 
business base their concentration on the pub- 
lic elevator, knowing its efficiency. Its ware- 
house receipts are well known throughout 


grain trading markets. 


J. Russell Wait, Director of the Port 


Houston, Texas 











EASTERN CONGESTION 





With industry keyed to the most demanding job 
in its history, the one thought of getting freight 
through with the least amount of delay is on the 
mind of every shipper. To avoid the congested 
areas of the East, Hedger offers through service 
on freight moving between New York Harbor and 
Great Lakes Ports and Rail Territory west of Chi- 
cago. Hedger operates one of the largest and best 
equipped fleet of barges operating on the Canal 
and Great Lakes and provides the shipper easy 


access to eastern markets without costly delays 


and at maximum savings on every pound of freight. 


W. E. HEDGER TRANSPORTATION CORPORATION 


120 Wall Street, New York City 


Chamber of Commerce Bidg , Buffalo - 











- 268 Market St., San Francisco 


“Eyes” for airplanes 
come from Fairchild 
Aviation Corp., in Ja- 
maica, Long Island. The 
need for these superb 
aerial cameras has in- 
creased Fairchild’s busi- 
ness over 2000% in the 
last 2 years! Now, such 
expansion would 
cause severe “growing 
pains” in any organiza- 
tion less on its toes than 
Fairchild. The executive 
staff, responsible for this 
enviable condition, has 
been enlarged only 
slightly — yet its execu- 


EDISON 
VOICEWRITER 
Ediphone 


Travel keeps Mr. Harrison (above) away from his 
office from 2 to 4 days a week — “‘yet,” 
my Ediphone I keep caught up.” Mr. Harrison’s 
secret for getting more things done faster is yours for 
the asking. Phone The Ediphone (your city) or write 
Dept. X6, address below, for a free demonstration. 


Thomas A. Edison, Inc., West Orange, N. J. (or) 
Thomas A. Edison of Canada, Ltd., 610 Bay St., Toronto | 













U. 8S. ARMY PHOTO 


Making Army Intelligence 
photos from a high altitude 
— with a Fairchild K7C 
Aerial Camera. 





tive capacity has shot 
up amazingly. How? 
C. A. Harrison, Vice 
President, credits Edi- 
phone Voice Writing 
for muchofthisincreased 
accomplishment. Notes, 
data, specifications, cor- 
respondence — written 
work is talked away! 
Desks are cleared for 
action — minds cleared 
for major matters — 
waste motion and lost 
time have been cut to the 


























minimum ... And Edi- 
phones can do the same 
for you. ' 











he says, “with 
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Your TA R i FFS At Your 


FINGER-TIPS! 


WHEN You Use 


AUTOMATIC 


TARIFF FILES OR DESKS 


THE EXCLUSIVE 
EXPANDING AND 
COMPRESSING 
DRAWER GIVES a 9- 
inch “V" opening even 
to the full tariff drawer 
when in use and pro- 
tects the contents when 
closed. 


Write for complete information 
AUTOMATIC FILE & INDEX CO. 
629 West Washington Bivd., Dept. A-78, Chicago, Illinois 





@ Have you often wished you knew the real “low-down” — 
the authoritative facts—about getting a better job and 
bigger pay in transportation work? Then you will welcome 
our free copy of “‘Opportunities in Traffic Management” 
. . » a comprehensive, 48-page, illustrated survey of this 
vital subject, and of how to win to $3,000—$5,000— $7,500 
and even higher-salaried executive jobs by the scientific 
way of expert, sparetime training. It shows you how to get 
from where you are to where you want to be—in a field of 
more and bigger possibilities than ever! Hit-or-miss learning 

by slow “experience” while the years fly by, is replaced by 
| specific, step-by-step instruction in every phase of traffic 
management that in the quickest time qualifies you for 
bigger-pay work. This is the direct route many have taken 
from clerkships and commonplace routine to managerships 
that only ability commands! Does such a future appeal to 
you? If so, write today for this booklet. There is no obliga- 
tion, and you will find it highly interesting. 


eLaSallee 


EXTENSION UNIVERSITY 


A Correspondence Institution 
Dept. 695-T CHICAGO, ILL. 


Jrafhic Men: WANTED 


CARS — Tank, Refrigerator, 
Hopper, Gondola, Dump, Etc. 


LOCOMOTIVES — All types. 


CAR REPAIR PARTS AND 
RELAYING RAILS. 


Also your Inquiries for above. 


IRON & STEEL PRODUCTS, Inc. 


oS penne’ cxpecionse 13450 S. Brainard Ave., Chicago, Illinois 
“ANYTHING containing IRON or STEEL”’ 








Request 
our popular 
WEAREVEB Pencil 
when responding. 


“NUMBER ONE” 


FOR 
LONG DISTANCE MOVING 


@ As near as your telephone! 
Look in your classified tele- 
phone directory . . . for the 
name and address of the 
nearest Agent-Members of 
Allied Van Lines, Inc. 


) ALLIED VAN LINES, snc 


eUNDIVIDED 
THE 


ee ee, ee ee 


WORLD'S LARGEST LONG DISTANCE MOVERS 
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June 16—Columbus, O.—State Comm.—Examiner Borroughs: 
MC 13307, Sub. 1—United Moving & Storage, Inc., Columbus, 0,, 
certificate to extend operations. 
June 16—Greensboro, N. C.—U. S. Court—Examiner McCaslin: 
MC 1380, Sub. 1—Colonial Motor Freight Line, High Point, N. C. 
June 16—Kansas City, Mo.—Hotel Pickwick—Jt. Bd. 52: 
MC 70451, Sub. 4—Watson Bros. Transportation Co., Inc., Omaha, 
Neb., certificate to extend operations. 
June 16—Lansing, Mich.—Fed. Bldg.—Jt. Bd. 76: 
MC 66562, Subs. 230, 231 and 232—Railway Express Agency, Inc, 
New York, N. Y., certificate to extend operations. 
June 16—Minneapolis, Minn.—Hotel Nicollet—Jt. Bd. 142: 
MC 102038—Retail Delivery Co., St. Paul, Minn., permit. 
June 16—Omaha, Neb.—Hotel Fontenelle—Jt. Bds. 192 and 138: 
MC 93947, Sub. 2—Ben Johnson Coal & Transfer, Essex, Ia., certificate 
to extend operations. 
MC 102097—A. Rodasky, Dunlap, Ia., certificate. 
June 16—Phoenix, Ariz.—Westward Ho Hotel—Commissioner Patterson 
and Examiner Mattingly: 
28496—Proportional rates of common carriers and minimum charges 
of contract carriers. 
1. & S. M-1083 and Sups. 1 to 5 incl.—Contract charges on forwarder 


shipments. 

1. & S. M-1084 and Sups. 1 to 22 incl.—Proportional rates on various 
commodities. 

1 & S. M-1494—Dairy products from, to and within Iowa and Ne- 
braska. 


MC C-111—Mobile, Ala.—Proportional rates. 

1. & S. 4774—Proportional L. C. L. rates in Miss. and Tenn. 
1. & S. 4784—Proportional L. C. L. rates in Fla. 

1. & S. 4793—Proportional L. C. L. rates in Southwest. 


June 16—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 65: 
MC 30205, Sub. 1—A & B Fast Freight, Inc., Akron, O., certificate to 
extend operations. 
June 16—Pittsburgh, Pa.—Federal Bldg.—Jt. Bd. 27: 
MC 35334, Sub. 11—Cooper-Jarrett, Inc., Kansas City, Mo., certificate 
to extend operations. 


June 16—Seattle, Wash.—Olympic Hotel—Examiner Linn: 
MC 102436—Eland & Stewart, Seattle, Wash., permit. 


June 16—Washington, D. C.—Argument: 
19482—East St. Louis Cotton Oil Co. et al. vs. B. & O. et al. 
26448—Alabama Mining Institute vs. St. L.-S. F. et al. 


June 16—Washington, D. C.—Director Sweet and Assistant Director 
Boles: 
Finance 8070—Denver & Salt Lake control. 


June 16—Washington, D. C.—Examiner Glover: 
Fourth section ap. 17756—Coal to Terre Haute, Ind. 4 


June 17—Atlanta, Ga.—Henry Grady Hotel—Examiner Yardley: 
1. & S. M-1617—Boot and shoe factory supplies Boston to Nashville. 
June 17—Baltimore, Md.—Public Service Comm.—Examiner Luce: 
1. & S. M-1627—Feed, fertilizer, canned goods, Baltimore to Pa. points. 
June 17—Boston, Mass.—Hotel Manger—Examiner Flood: 
MC 26744, Sub. 1—C. C. Walsh Transportation, Dorchester, Mass., 
certificate to extend operations. 
MC 38157, Sub. 1—M. E. Hicks and Son, Foxboro, Mass., certificate 
to extend operations, 








CHANGES IN DOCKET 

Hearing in 23130, assigned for June 2, at Chicago, IIl., was can- 
celed and reassigned for July 8, at the Hotel Morrison, Chicago, IIl., 
before Examiner Trezise. 

Hearing in MC 3602, Sub. 4, assigned for June 2, at Detroit, Mich., 
was canceled. 

Hearing in W-13, assigned for June 3, at Brooklyn, N. Y., was 
canceled. 

Hearing in MC 80430, Sub. 9, assigned for June 3, at Des Moines, 
Ia., was postponed to date to be fixed. 

Hearing in MC F-1453, assigned for June 3, at Philadelphia, Pa., 
was changed to June 14, at the Adelphia Hotel, Philadelphia, Pa., be- 
fore Examiner Higgins. 

Hearing in MC 57562, Sub. 1, assigned for June 5, at Madison, Wis., 
was canceled. 

Hearing in MC 18209 and MC 92633, assigned for June 5, at Walla 
Walla, Wash., was postponed to July 2, at the Multnomah Hotel, Port- 
land, Ore., before Jt. Bd. 81. 

Hearing in MC 8600, assigned for June 6, at Minneapolis, Minn., 
was postponed to August 4, at the Hotel Nicollet, Minneapolis, Minn., 
before Examiner Peterson. 

Hearing in Finance 13235, assigned for June 4, at Washington, D. 
C., was cancelled and reassigned for June 12, at Washington, D. C., be- 
fore Commissioner Miller. 

Hearing in MC C-264, assigned for June 4, at Akron, O., was cal- 
celled. 

Hearing in MC C-250, assigned for June 5, at Atlanta, Ga., was 
postponed to June 19, at the Henry Grady Hotel, Atlanta, Ga., before 
Examiner Yardley. 

Hearing in MC 102305, assigned for June 7, at Montpelier, Vt., was 
cancelled. 

Hearing in fourth section aps. 18455 and 18623, assigned for June 
7, at Boston, Mass., was cancelled and reassigned for June 11, at the 
Hotel Lenox, Boston, Mass., before Examiner Russell. 

Hearing in MC F-1542, assigned for June 7, at Brooklyn, N. Y., was 
canceled, 

Hearing in MC F-1466, assigned for June 6, at Chicago, IIl 
canceled. 
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TRAFFIC MANAGER and I. C. C. Practitioner considering change. 
Twenty-two years’ experience, all phases of transportation. Minimum 
salary, $3,600 annually. Box 15, Traffic World. 









